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‘TRANSPORTATION ACT AMENDMENTS 

The time is approaching when those who believe 
the transportation act of 1920 is a great forward step in 
railroad legislation and that it, for the most part, is reason- 
ably satisfactory, must decide what their position is to 
be as to action or lack of action by the next Congress, 
which convenes in December. Do they believe they 
should advocate amendment of the act in respects that 





do they believe it would be the part of wisdom to forego 
even beneficient amendments for the sake of preserving 
what they think is reasonably satisfactory from the at- 
tacks of those who would destroy it? 

We hear much of the cry, “hands off the transpor- 
tation act.” It is the theme of many speeches and reso- 
lutions. And yet those who really will have a part in 
framing or preventing legislation go on with their an- 
nouncements and consideration of plans for more legis- 
lation, as if nothing of that sort were in the wind. 
Senator Cummins, though he has not been as frank as 
we might wish in saying what he intends—perhaps be- 
cause he has not yet fully made up his mind—is going 
ahead in the preparation of a bill. Senator Cummins is 
perhaps the ablest man in Congress as to transportation 
matters. At least he has a wider experience in trans- 
portation consideration and has given more serious 
thought to the subject than any other member of Con- 
gress. He is sane and conscientious. He evidently has 
not been impressed with the idea of “hands off.” Herbert 
Hoover, Secretary of Commerce, is also credited with 
efforts to get into the law some of the things he has in 
mind. He does not seem to fear the consequences of 
Opening the subject in the next Congress. The Presi- 
dent himself has not spoken and no one knows what he 
thinks. He may speak the final word—and again he 
But, so far as the public has been able to 


May not. 
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ascertain, no one who has been to see him to talk about 
transportation questions has endeavored to convince him 
that there should be no tampering with the act as it 
stands. Even the National Industrial Traffic League, 
through its special committee sent to Washington, told 
the President of a lot of things it thought should be done 
to the act, but it said nothing about sacrificing its prefer- 
ences in the interest of preserving a substantially good 
law. Does it really feel that it is wise to advocate legis- 
lation aggressively or has it merely avoided the question, 
leaving the answer to someone else? 

We know that there are to be assaults on the law. 
The LaFollettes, the Johnsons, the Brookharts, the 
Cappers, the Shipsteads, and others of that ilk are full 
of plans to repeal the rate-making section, to restore full 
power to state commissions, to reduce freight rates 
twenty-five per cent, ‘to reduce the valuation of the rail- 
roads on which the present level of rates is based, and 
to do a hundred and one other evil things. Can these 
assaults best be met by the friends of sane policies 
standing together on the defensive with the war cry, 
“they shall not pass,” or shall they throw their own pet 
amendments into the hopper and get the best they can 
out of the scramble. There may be an argument as to 
which is the wiser course but we are very definitely of 
the opinion that the defensive policy is the better. If 
we could have the final decision we would at once decide 
against proposing any legislation, notwithstanding that 
there are many things in the present law that we believe 
should be changed. We would keep it as it is, however, 
at least for another year or so, rather than incur the 
great risk that would attend opening it for amendment 
at all—the risk of having it ruined by the demagogues. 
It may be that the Traffic League and others do not 
agree with us. If not, they will, of course, proceed in 
their own way, and their way may prove to be the better. 
But if they do agree with us it is time for them to get 
busy and devote a little energy to the “hands off” work 
rather than to telling the President, and Congress, and 
the public, what amendments they think ought to be 
adopted. 

What we and others have said heretofore along this 
line has applied chiefly to what might be called amend- 
ments to the fundamental law—to the general policy of 
regulation of the railroads—rather than to details of 
interstate commerce law. By some it is thought that an 
amendment “which everybody favors,” intended merely 
to correct an obvious imperfection of the law, ought to 
be regarded as an exception. Perhaps it ought, but we 
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doubt it. Such a proposed amendment, for instance, is 
the one to correct the law, as construed by the Supreme 
Court in the Wolf case, that after two years the right 
of a shipper to recover overcharges paid to a carrier is 
barred. The same section provides a three-year limita- 
tion for carriers to recover undercharges from shippers. 
Obviously the period should be the same in both cases. 
Perhaps some sort of arrangement could be made by 
which this amendment could be written on the books 
without the act being opened for further changes. Per- 
haps some other similar changes could be made under 
the same arrangement. But our judgment is that, how- 
ever much such amendments may be needed and justified, 
it would be better to forego them now. If one defends 
them by saying they are exceptions, someone else will 
urge an exception for his favorite amendment and per- 
haps put up as good an argument for it. [The only safe 
course now, in our opinion, is one of “hands off.” At 
least those who agree with us and who are in position 
to do anything but adopt resolutions, make speeches, or 
write editorials, should begin to make their desires known 
and bring pressure to bear in the proper quarters. 


REDUCED MILEAGE RATES 


We are printing elsewhere a communication on the 
subject of reduced passenger fares that requires an 
answer. The burden of our correspondent’s argument 
is that the traveling man, who buys transportation in 
quantities all the time in the course of his business, ought 
to have reduced mileage rates, especially in view of the 
fact that the railroads are constantly offering reduced 
or excursion rates in particular cases. 


The editorial in The Traffic World of September 1, 
on which our correspondent bases his communication, 
was directed more tqward misrepresentation by those 
who advocate reduced mileage rates than towards the 
merits of the question itself. However, we do not agree, 
for reasons that we have many times pointed out, that 
there should be a material reduction in mileage rates. 
Even if there should be some reduction in the price of 
passenger transportation purchased in quantity, twenty 
per cent is out of all reason, and is certainly not war- 
ranted by present transportation conditions. The rail- 
roads make their money, so far as passenger business 
is concerned, from people who travel. Why should 
they be asked to reduce rates materially to the consumer 
from whom they obtain their revenue, merely because 
the consumer would like a lower price? 


There may be much that could be said against 
the excursion rates that our correspondent mentions, 
but the reason for them is that the railroads figure that 
they make more money by granting them. If they 
thought they would make more money by reduced mile- 
age rates, they would grant them also. In other words, 
the excursion rates are not granted as a right of those 
obtaining them, but as a means of making money for 
the railroads. They are in no sense a recognition of the 
principle that the wholesale price of railroad transpor- 
tation should be lower than the retail price, but are 
merely efforts to obtain business now and-then. They 
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correspond more to bargain sales in the mercantile 
business than to wholesaling. 

The passenger rate, like the freight rate, is of com- 
paratively small importance, usually, to the man who 
pays it in the course of his business, so long as every- 
body pays the same. The cost is passed along to the 
consumer. If the railroad grants a low rate, it is not 
benefiting, usually, the shipper or the individual traveler 
who is traveling on business, but the ultimate con- 
sumer. Why should the railroad be asked to make low 
rates when it cannot afford to do so, in order that the 
consumer may buy his goods cheaper? 


THOSE IOWA RESOLUTIONS 

We are publishing in our Open Forum column in 
this number a letter from Mr. L. M. O’Leary, president 
of the Iowa Traffic League, setting straight the facts 
with respect to certain resolutions concerning the work 
of the railroad rate committees. Next to not making an 
error at all, we think the best thing is frankly to cor- 
rect an error when made. We have blundered sadly in 
this matter, through circumstances not altogether, 
though in part, due to our own fault. 

In The Traffic World of September 29, page 768, 
we published an item from our Washington bureau to 
the effect that the Iowa Railroad Commission had peti- 
tioned the Interstate Commerce Commission for the 
abolition of the Western Trunk Line and other similar 
railroad committees’ having jurisdiction over freight 
rates. That item was based on information from Mr. 
R. T. Willette, traffic and industrial commissioner of the 
Atchison, Kansas, Chamber of Commerce, who sent us 
a copy of a letter he had written to Mr. W. H. Fitz- 
patrick, traffic manager of the St. Joseph, Mo., Cham- 
ber of Commerce. In that letter Mr. Willette acknowl- 
edged receipt of a letter from Mr. Fitzpatrick “concern- 
ing advice which you have received, that the lowa State 
Railway Commission has recently filed a vigorous pro- 
test with the Interstate Commerce Commission request- 
ing the dissolution of the Western Trunk Line Com- 
mittee and other bureau committees of the carriers hav- 
ing jurisdiction over rates.” Mr. Willette sent copies 
of this letter to others also. 

We sent his letter to our Washington bureau with 
instructions to get the Iowa protest from the Interstate 
Commerce Commission and write a story about it. The 
information came back that the petition was not on file 
as yet and the item in the September 29 Traffic World 
was published. Then, after this publication, we were 
informed from several sources that the petition in ques- 
tion was not drawn by the Iowa Commission but by the 
Iowa Traffic League. The correction in the October 6 
Traffic World was the result. Our own blunder was in 
not connecting this information with the fact that we 
had already published, in the August 25 Traffic World, 
a set of resolutions adopted by the Iowa Traffic League. 
Mr. O’Leary now sets forth the facts. 

We are treating the matter thus prominently and 
at such length that everyone concerned may feel that 
justice has been done. We regret exceedingly the 
tangle that has been caused, but no one is more embar- 
rassed than ourselves. 























































































































































































































































































STATE STATION ORDER VOID 


Attention of state commissioners to a decision of the 
Supreme Court of South Carolina holding, in effect, that state 
authorities are interdicted by the transportation act from 
requiring carriers engaged in interstate commerce to make 
capital expenditures, has been called by John E. Benton, general 
solicitor of the National Association of Railway and Utilities 
Commissioners. Mr. Benton suggests that if the law is as 
construed by the South Carolina court, something must be wrong 
with the language of the act and that the associations may wish 
to bring the matter to the attention of Congress. 

The case involved an order of the Railroad Commission of 
South Carolina, requiring the Southern to coustruct station 
sheds at Blackville, S. C. The carrier did not comply with the 
order and the state commission brought mandamus proceedings. 
The carrier contended it was an interstate carrier and that the 
state commission, under the federal law, was without jurisdiction 
to order improvements of the kind required by the state order. 

The court said were it not for the transportation act, there 
would have been ample authority in its decisions to sustain the 
state commission’s order. 

“The transportation act of 1920 effected a radical departure, 
and introduced into federal legislation a new railroad policy,” 
the court said. “It has placed the entire control over rates, 
properties, tracks, terminals and facilities of railroads engaged 
in interstate commerce, in and under the jurisdiction of the 
Interstate Commerce Commission.” 


Continuing, the court said in part: 


Another consideration is conclusive of the purpose of the act to 
control the matter of non-productive, additional facilities and ter- 
minals, and having pre-empted this field, all regulation by the states is 
interdicted. This matter is not only subjected to the control of the 
I. C. Commission, but it is so inter-related with the purpose of the 
act in supervising transportation facilities and in fixing rates, that 
interference by the states therewith necessarily affects interstate 
commerce, 


Section 15a of the act makes it the duty of the I. C. Commission, 
in the exercise of its rate-making authority, to prescribe such rates 
as will give the carrier a fair return upon the aggregate value of 
railroad properties used in the service of transportation. * * 

The act specifically provides that in ‘‘making such determination,” 
that is, what shall constitute a “fair return’’ of the aggregate prop- 
erty value of the carrier, the I. C. Commission shall give due consid- 
eration to the transportation needs of the country and the necessity 
of enlarging such facilities in order to provide adequate transporta- 
tion; they shall determine whether or not the management of the car- 
rier has been “honest, efficient and economical’; and whether or not 
the expenditures for maintenance of way, structures and equipment 
have been reasonable. 

We may conceive an instance of a carrier operating upon a negli- 
gible net operating income and making application to the I. C. Com- 
mission for an increase of rates; its statement shows the value of its 
property to be so much, and its net operating income to be below 
6 per cent of the aggregate value of its property. If such statement be 
accepted as true, and it appears that the management has been hon- 
est, efficient and economical, and the expenditures for maintenance 
of way, structures and equipment reasonable, the I. C. Commission 
will be justified in allowing the increase of rates sufficient to insure 
the ‘‘fair return.’’ But of all these matters the I. C. Commission must 
be satisfied, and it is their duty to determine them. They are no 
more obligated to accept the dictum of a state legislature that cer- 
tain additions, betterments or equipment are reasonable, than that 
the management has been honest, efficient and economical, or that the 
property is of a certain value. 

Under the accounting system prescribed by the I. C. Commission, 
as is specifically stated in subd. 3 of section 15a, improvements, bet- 
terments and equipment are chargeable to capital account. Many 
matters coming within this classification apparently present a debat- 
able question whether they should be charged to capital account or 
to operating expenses. It is manifestly to the interest of the carrier 
that they be charged to operating expenses, and thus reduce to a 
minimum the “net operating income,’’ which is sought to be swelled 
by the requested increase of rates. The I. C. Commission may rule 
that they are not reasonable, although ordered by a state legislature, 
and therefore not entitled to enter into the property value, the basis 
of the proposed increase, and that they are not operating expenses; 
so that the carrner gets no credit whatever either in the capital ac- 
count or operating expenses for the large outlay. The reasonableness 
of the proposed improvements being a matter for the determination 
of the I. C. Commission, the state’s action is necessarily interdicted. 
Under the section of the South Carolina Code claimed by the peti- 
tioners as their authority for ordering the improvements, the matter 
of repairs, enlargement or improvements in stations or station houses, 
modifications of rates, passenger and freight, or changes in the mode 
of operating the railroad and conducting its business, are committed 
absolutely to the judgment of the railroad commission as to what 
they conceive to be reasonable and expedient in order to promote 
the security, convenience and accommodation of the public. Under 
it they could order new and elaborate station houses at every point in 
the state; the abolition of every grade crossing and any other im- 
provement, betterment or additional equipment that might be sug- 
gested, without regard to the condition of the carrier, or of the effect 
upon its ability to provide adequate transportation after such ex- 
penditures may have been made, “No man can serve two masters.” 

Another consideration: Subdivisions 5 and 6 of Section 15a provide 
for what is called the ‘‘recapture” feature of the act; if any carrier 
shall receive for any year, a net railway operating income in excess 
of 6 percent, of the value of the proverty held and used by it in the 
service of transportation, one-half of such excess shall be placed by 
the carrier in a reserve fund established and maintained by the 
carriers, and the other half shall be paid to the I. C. Commission for 
purpose of establishing a general railroad contingent fund; the reserve 
fund maintained by the carrier may be drawn upon for the purpose 
of paying dividends, interest on stock, bonds or other securities and 


rent on leased lines, to a certain extent specified: the general railroad 


contingent fund, in the hands of the I. C. Commission is constituted 
a revolving fund, to be used in the furtherance of the public interest 
in railway transportation, by making loans to carriers to meet ex- 
penditures for capital account, by refunding securities issued for 
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capital account, or by purchasing equipment and facilities and leas- 
ing same to carriers, under regulations detailed in the Act. If the 
railway company should be compelled to obey the order of the railroad 
commission, in the installation of such improvements as they might 
direct, it is manifest that its access to the general railroad con- 
tingent fund for a loan to meet expenditures for capital account or 
to refund securities issued on that account, would be limited to the 
approval of the I. C. Commission of the expenditures, specifically 
provided for in subdivision 12. 


It will be borne in mind that under the accounting regulations of 
the I. C. Commission, there is a definite limit in charging expenditure 
to operating expenses. Expenditures for additions and betterments 
must be charged to capital account—they cannot be charged to operat- 
ing expenses; and they cannot be charged to capital account without 
the sanction of their reasonableness and public necessity by the I. C. 
Commission. It follows that if the expenditure should not be approved 
by the I. C. Commission as an item in the capital account, but should 
be allowed as an item in operating expenses, the requirement by the 
state of such nonproductive additions and betterments will in effect 
reduce the carrier’s approach under existing rates, a net railway 
operating income equivalent to a fair return on the value of the 
property, reducing also the possibility of excess earnings divisible 
with the Government, It is clear also that if the carrier should make 
the expenditure order by ‘the state commission and charge it to 
capital account, without the approval of the I. C. Commission, they 
would have something to say about it, for the addition would consti- 
tute a new and increased value on which the “fair return’’ would be 
calculated, and must be included also in the aggregate value on which 
the percentage of return is considered at the subseqpent readjustment 
of rates and aggregate values for the particular rate group. 

The Interstate Commerce Commission establishes rate groups, 
embracing in each group states and several states and several carriers 
With respect to all of the railroads operating within that particular 
group there is determined an aggregate fair value of carrier property 
engaged in that group in the service of transportation. The percentage 
of return constituting a fair return on the value of the property is al- 
ready stated. The Commission accordingly authorized a schedule of 
rates sufficient at least in theory to provide the proper percentage of 
return on such aggregate value. From gross revenues operating ex- 
penses, taxes and joint facility rentals are deducted. The resulting fig- 
ure, designated ‘‘net railway operating income,” is the item considered 
in determining what percentage of return has in fact been realized and 
whether there are any excess earnings—and if so how much to be 
recaptured. Expenditures for additions and betterments are charged 
to capital account, increasing for the particular carrier the value of 
the property with relation to which the percentage of return is 
measured. But not only that: the added value attending the im- 
provement thus charged to capital account increase the aggregate 
value of all carrier property engaged in the service of transportation 
in that entire rate group, necessitating ultimately a readjustment 
that the prescribed percentage of return may be realized on the new 
and increased aggregate value of the property. The direct and unes- 
capable result of that is, that all the other states and communities 
of that rate group bear an uncompensated portion of the burden 
created by the unrestricted demands of a particular locality that its 
own desire for public improvements be met; and the burden is imposed 
on interstate commerce in the same sense that a_ discriminatory 
intrastate rate unlawfully burdens interstate traffic. * * * 


The effect of the transportation act of 1920 is to limit the power 
of the states over interstate commerce to an exceedingly circum- 
scribed sphere. They have control of purely internal affairs, but that 
control in so far as it affects interstate carriers must be exercised in 
a manner that does not project the will of the particular state into 
other states of the union. Stone v. F. L. & T. Co., 116 U. S. 334. 


The judgment of this court is that petition be dismissed. 
We concur: R. C. Watts, A. J.; T. B. Fraser, A. J.; J. H. Marion, 
J 


I dissent: Eugene B. Gary, C. J. 
Discussing the decision in a bulletin to members, Mr. Benton 
said: 


I am as yet uniformed whether the case will be taken to the 
Supreme Court of the United States, or otherwise further contested 
by the South Carolina Commission. The Los Angeles Union Station 
Case (A. T. &. S. F. R. vs. Commission, 211 Pac., 460) has been ap- 
pealed by the California commission. It will be noted that the South 
Carolina court relies upon this California case and upon another some- 
what similar state case decided by the New York Court of Appeals 
(Railroad vs. Public Service Commission, 235 N. Y. 113). Neither of 
the earlier opinions is, however, so Sweeping as the South Carolina 
opinion. All three, however, it seems to me, disregard an intended 
reservation to the states of power to make orders reasonably necessary 
to enable the rendition of proper intrastate service, which is con- 
tained in paragraph (17) of section 1 of the interstate commerce act, 
as amended by the transportation act. It may be honed that, if the 
cases are brought to decision in the United States Supreme Court, 
such reservation will be recognized. Nevertheless the coincidence of 
the highest judicial opinion in the three states mentioned, to the 
effect that the Transportation Act either very largely restricted, or 
wholly interdicted, state regulation requiring improvement of rail- 
way facilities, is of such consequence, and so likely to embarrass 
state regulatory commissions in the performance of their duties, not 
only in those states, but in other states, that I judge the question is 
likely to come before the next convention of this association whether 
immediate appeal should not be made to Congress to remedy the 
situation by expeditious and explicit amendment, without awaiting 
the slow process of judicial construction upon appeals, with its at- 
tendant uncertainty. 


If anything is certain-as to the intent of any legeislative body, I 
believe it to be certain that Congress never intended to disable state 
authorities from making requirements of the kind held interdicted 
by the South Carolina court. And if the transportation act is con- 
strued to have created such disability, I do not doubt that Congress 
will remove it, if proper appeal for relief is made. When the Supreme 
Court of South Carolina holds, as it has held in this case, that powers 
reposed by South Carolina in its state commission have been taken 
away by an act of Congress, there must be something wrong with 
the language of the act, if that was not the intent, and Congress may 
well be asked to speak more explicitly. 


The Railroad Commission of South Carolina has advised Mr. 
Benton that the Supreme Court of that state has granted a peti- 
tion of the state commission for rehearing in the case of the 
commission against the Southern Railway, in which the court 


held void the order requiring the railroad to construct station 
sheds at Blackville, S. C. 
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Current Topics 
in Washington 


“ 


How Slow an Idea Doth Travel.—According to the crusty, 
word-loving Carlyle, it took the British about seven years to 
reach the conclusion they should go to war with the Spaniards, 
on account of, among other things, the cutting off of Jenkins’s 
ear when Jenkins had done nothing more serious than sail the 
Spanish Main in disregard of Spanish decree. Seven years, 
he seemed to think, was a long time for an idea to wander 
around without finding a home for its lodgment. But that was 
before radio communication and other helps to quick apprehen- 
sion. Yet only now are some of those who should have grabbed 
the idea sooner beginning to be conscious of the unholiness, 
from the point of view of logic, of the farmer-labor political 


combination. The idea of the farmer part of that combination, - 


shouting for lower freight rates, and Warren Stone, chittering 
for higher wages for railroad labor, being in political partner- 
ship, twice, within as many weeks, has caused Clifford Berry- 
man, cartoonist for the Washington Evening Star, to break forth 
with a picture conveying a suggestion of the ludicrousness of 
the coalition. His first thought about the alliance was that of 
a three-legged race for the presidency in 1924. One of the 
partners in the three-legged race was a farmer demanding lower 
freight rates. The other part of the combination was a railroad 
laborer demanding higher wages. His second idea was embod- 
ied in a picture of a railroad laborer and a farmer, each of 
heroic size, talking with each other, with a be-whiskered little 
man called the public in the attitude of “merely listening in.” 
The railroad laborer was asking the farmer to help boost his 
wages so that he might pay more for the farmer’s stuff. The 
farmer was protesting that he was asking for lower freight 
rates and he asked the railroad laborer how lower freight rates 
would help him. Comparative mental sluggishness, however, is 
not so rare as might be inferred from those who sense the laugh- 
raising possibilities of the farmer-laborer alliance. For instance, 
it is suggested, there is Gifford Pinchot, for many years a thrifty 
laborer in the vineyard of the uplift. Twenty years after 
Theodore Roosevelt settled a hard coal strike, with great ac- 
claim for him. Pinchot seemed to think he would do the same 
thing and get the same amount of political credit. Even his 
friends are beginning to admit that Gifford might have been 
a bit slow in realizing that the public now is much more averse 
to paying more for its coal than it was in 1902. In that year 
Roosevelt, figuratively speaking, wigged the late J. Pierpont 
Morgan and other heavy men in the world of finance and put 
them into a mentally receptive state for suggestions of settle- 
ment that finally brought about peace. Credit came to Roose- 
velt. The addition to the coal bill was not so large as to be 
oppressive. Besides, the public believed it had been treating 
the miners rather shabbily in the matter of wages. Now, how- 
ever, the public seems to have an idea that, broadly speaking, 
the miners are well paid for what they do and that the only 
reason they do not make much more is because there are too 
many of them hanging around the mines and demanding that 
the public support them, in comparative comfort, for little work. 
That may be why there has been no great popular move to 
make Pinchot President of the United States, as some of Gif- 
ford’s friends hoped there would be. 





Times Surely Are Changing.—It may be of interest to the 
National Industrial Traffic League to know that when it received 
leave from Chief Justice Taft to file a brief in the Supreme 
Court as a friend of the court in the Du Pont three-year limita- 
tion case, it was fairly strong on the law, but weak in a sar- 
torial sense. That is to say, Charles H. Farrell, son of the 
Commission’s chief counsel, who made the motion in its behalf, 
was not arrayed in a long-tailed coat and gray striped trousers, 
to mention only part of a man’s outfit at one time required. 
At one time such a failure to wear the habiliments of respect 
would have caused heart disease among the attaches of the 
court. This is not to say, however, that Farrell was conspicu- 
ous by reason of the fact that he was wearing an ordinary 
business suit while addressing Mr. Taft. The fact is that, of 
all the attorneys within the bar of the court at that time, only 
one was wearing the long-tailed garment, which, only a few 
years ago, was the only kiid of coat a man was permitted to 
wear in the courtroom. That was not such a long time ago. 
The first time Luther M. Walter appeared in that august tri- 
bunal he was wearing a borrowed Prince Albert. Even then it 
had become a rule that was being broken down that a man 
Should be so arrayed. Walter borrowed that coat from Moseley, 
the first secretary of the Commission, because he was appear- 
ing in a case in which the secretary was greatly interested— 
a safety appliance case in which the Commission had not a 
direct interest. Before Moseley allowed Walter to appear, he 
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put him through a rhetorical course in which Moseley had to 
caution the young Kentuckian to be not too violent in his ges- 
tures, lest disaster come to the close fitting Moseley coat on 
the generous Walter frame. 





Railroad Administration Law.—‘“It had not been conclu- 
sively shown that the rate charged was unreasonable,” is a 
phrase found in many letters written by the Director-General 
declining to settle claims for reparation on the informal docket. 
Examiners of the Commission recognized as good lawyers quote 
it, always, so far as can be recalled, without comment, as if 
it were good law. The rule in criminal cases is that a thing 
must be proved beyond a reasonable doubt. If there is any 
kind of case requiring conclusive proof it is so rare that it 
would be safe to refer to it as unknown. The suspicion respect- 
ing the sentence in the Director-General’s letter is that some 
railroad claim agent phrased it with a view to scaring away 
claimants who had doubts about the soundness of their claims 
and that the lawyers for the Director-General smiled behind 
their hands when they allowed it to remain in the form letter 
used for telling a shipper to get out and stay out. 





Growl of the Hungry Britten—Hunger in an extreme de- 
gree, if those who have suffered it are to be believed, is a 
terrible thing. Whether to boast that he had been abroad and 
had traveled thither on the Leviathan or to relieve his indigna- 
tion resulting from extreme hunger is not known, but the fact 
is that Representative Britten has written a letter to Chairman 
Farley about the outrage of having the menu used in the Ritz- 
Carlton cafe of the premier ship published in French. Just to 
show Farley the awfulness of the crime, Britten carefully copied 
some of the things on the bill of fare and suggested that Farley, 
could not tell what the words meant. The chief inference drawn 
by those who read the complaint was that Britten was angling 
for the votes of such persons as pretend to believe it effeminate 
to keep the hands clean and the clothing brushed and almost 
unpatriotic to know more than one language, and that one not 
well. Another thought is that Britten spent much money for 
French lessons some place, only to discover that the teacher 
had made a mistake and that it was not really French he had 
been teaching, but something of which a Frenchman never 
heard. Naturally, a man who had done that might go hungry 
while traveling on a ship that really used French to describe 
the things that might be obtained from the kitchen, especially 
if the man who had spent the money had told his friends he 
knew French. Naturally, if what a man of that kind ordered 
turned out to be a relish made by a German in Pittsburgh and 
a few little anchovies soused in olive oil after having had their 
tails curled so the ends stuck into their mouths, peevish re- 
marks about the wickedness of telling about the achievements 
of the chef in French might be expected. One such might even 
suspect the chief cook and the steward of exceeding familiarity 
with the efforts of great fictionists such as have made names 


for themselves by the saying of things no one has ever been 
able to find as a fact. 





Anthracite Coal Rates.—Those whose impression about 
President Coolidge has been favorable have had their conviction 
that he is a safe man made stronger by an authoritative report 
that he looks to the Commission to guard the public interest in 
the matter of anthracite coal rates and that, therefore, he is 
not thinking of undertaking anything himself. That means, to 
those who know the theory of the law, that he has no thought 
of setting himself up as judge and jury, even in a thing pre- 
sumably so dear to the heart of the public as the charge for 
hauling the fuel that is favored in the East. Well informed 
men know the theory of the law is that the Commission is the 
friend of the public. Because the Commission is the representa- 
tive of the public in controversies about rates, the courts are 
without authority to review a finding by it that a given rate or 
body of rates is reasonable or unreasonable. The only limita- 
tion on that is the one imposed by the Constitution—namely, 
that when the Commission prescribes what it calls a reasonable 
rate, it must not be confiscatory. The courts might interfere 
in the event the Commission prescribed a rate so high as to 
shock the conscience, but interference then would be on a con- 
stitutional ground. A president who undertook to interfere in 
a rate case with a view to getting a low rate for the public, 
it is suggested, would be just as far from his right and duty 
as one exerting himself in behalf of a high rate for the carriers. 
As a matter of hard, law fact, rate-making being a legislative 
function, the farthest the chief executive could lawfully go 
would be the expression of an opinion in a communication to 
Congress. Obviously, it is believed, President Coolidge’s declara- 
tion is no more significant than notice that he did not intend 
to ask the Supreme Court of the United States to decide such 
and such a case in such and such a way. The surprising thing 
is that anyone should ask a question that would cause the 
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President’s spokesmen to feel it necessary to say that the Presi- 
dent holds the view they say he does. 





Coronado Coal Case Trial_—The question whether the Coro- 
nado Coal Company is to obtain money damages for the destruc- 
tion of its property in the strike of coal miners in 1914 in Se- 
bastian county, Arkansas, trebled because the destruction was 
an incident to a violation of the Sherman anti-trust law, is to 
come on for trial at Fort Smith in the federal court, October 
15. The Supreme Court of the United States, after holding that 
labor unions, even if not incorporated in the usual way, are 
suable in their own name and liable in damages for the torts 
of their members, set aside the judgment of the lower court 
on the ground that the evidence did not show sufficient inter- 
ference with interstate commerce to bring the case within the 
anti-trust law. The judgment was for $600,000, as treble the 
actual loss, $25,000 for attorney’s fees, and $120,000 for interest, 
the interest running from the date of the destruction of the 
property. The theory of the plaintiff was that the destruction 
of property was the result of a conspiracy between union miners 
to prevent the shipment of non-union coal in interstate com- 
merce. The point that attracted attention was the holding of 
the court that the United Mine Workers, though not incorpo- 
rated in the usual way, could be sued in its own name and was 
liable in damages for things done by its members in furtherance 
of the union’s purposes. But for the decision of the court, each 
member would have to be sued and the litigation, even if suc- 
cessful, would be an impracticable remedy. In the Danbury 
Hatters’ case the court held the union and its members liable 
for the damages caused by a secondary boycott, as a violation 
of the Sherman anti-trust law. This Colorado case differed 
from it in that the conspiracy was to prevent the shipment, in 
commerce between the states, of coal produced by men not 
members of the union. It is regarded as one of the history- 
making decisions of the court. A. &. Bi. 


TRANSCONTINENTAL RATE TANGLE 


The Trafic World, Washington Bureau 


After consideration by the whole body instead of only by 
division No. 2, the Commission, in I. and S. No. 1930, suspended, 
from October 10 and later days, to February 7, Southern Pacific 
and agency schedules carrying group D or Chicago rates, from 
Southern Pacific piers in New York, via the Gulf route, to 
Pacific coast points, on something more than 200 items. The 
suspension was based upon the protests of the Chicago Asso- 
ciation of Commerce, railroads and shippers interested in the 
all-rail rates from the interior of the country to the same 
destinations. 

In a way of speaking the suspension was a reversal of the 
action of division No. 2 in refusing to suspend a tariff carrying 
rates on asbestos from New York piers, which, by reason of 
the refusal, became operative October 1. Chicago interests, 
believing the refusal of that division to suspend the asbestos 
tariff, indicated a refusal to suspend the schedules bearing 
effective dates of October 10 and later days, appealed to the 
whole Commission for the suspension that has been voted. The 
interior shippers and railroads claimed that the Commission, 
under its decision in I. and S. No, 1511 and related suspension 
cases, could do nothing other than suspend, if it desired to be 
consistent. 

On that appeal the Commission has agreed, in principle, 
with the claims of the interior railroads and shippers, although 
agreeing in principle can have no immediate effect upon the 
asbestos rate that went into operation October 1. 

Suspension, in theory, has helped clarify the atmosphere. 
Whether, in fact, there has been a clarification, is one of the 
things that will not be known until the case created by it is 
well under way. 

While the appeal was pending the assertion was made that 
rates went into effect from New York piers September 1, which, 
by reason of there having been no protest, would warrant the 
Southern Pacific in a belief that it had persuaded the Com- 
mission that its opinion that it had a right to compete, from 
New York piers, with carriers from Chicago, on terms of tariff 
equality, at least, was correct. Also that it had a right to 
give shippers at the Atlantic seaboard points an opportunity 
to try for trade on the Pacific coast on terms of nominal equality 
in competition with shippers of like commodities, located in 
group D, chief of which points is Chicago. 

That claim about rates which became operative September 
1 because there were no protests, will cause an intensive check 
to be made of the tariffs filed during the summer. Nothing 
can be done about such rates except on the formal docket, or 
on a formal proceeding appropriately joined with I. and S. No. 
1930, because the rates in question are in effect. 

Another assertion was that the suspension might put the 
Santa Fe and its Gulf connections into an embarrassing posi- 
tion, because they had filed rates, effective November 12, in- 
tended to bring that carrier and its connections into competition 
for such traffic as might be offered for transportation on the 
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rates of the Southern Pacific and its connections, effective 
September 1. 

The primary purpose of the Southern Pacific, it has long 
been understood, was to offer shippers at New York an oppor- 
tunity to get their goods to Pacific coast points by the rail- 
and-water route through the Gulf for the same amount of money 
as was charged all-rail from group D or Chicago rate points. 
In tariffs suspended in I. and S. No. 1511 it filed a rate basis 
which, under the rule contained in the tariff itself, would go 
up or down, automatically, with rates from group D points, 
no matter what the latter might be. In its decision on the 
suspension case mentioned, the Commission said the Southern 
Pacific had justified only those rates from group D which were 
in effect September 15, 1922, the day on which the hearing 
was had. 

Under such a finding, those who object to the suspension 
believe, the Southern Pacific, in its competition with the all- 
rail lines from Chicago will always be hobbled by the implied 
requirement that it will have to offer testimony about a rate 
from group D points, before it can be used for application from 
New York piers. Under such an arrangement, it has been 
suggested, the Southern Pacific will always be from three to 
eighteen months behind the carriers from group D—without 
assurance from the all-rail lines that they will wait until the 
Southern Pacific can show the Commission that the group D 
rate will not be unreasonably low for use via the New York 
pier and Gulf port route, before taking competitive business. 

In announcing the suspension of the New York pier rates 
proposed via the gulf route, in I, and S. No. 1930, the Commis- 
sion said: 

The suspended schedules propose reductions in the rates on 
various commodities, carloads, from New York Piers of the South- 
ern Pacific Co., Atlantic Steamship Lines (Morgan Line) to points 
in Arizona, California and New Mexico, when routed via water to 
Galveston, Texas and the Southern Pacific Company and its 
subsidiary lines beyond, to the same basis as currently in effect 
from group D (Chicago) territory points via all rail routes. The 


following statement of rates from New York Steamship Piers is 
illustrative: 


Rates in cents per 100 pounds 


On Present Proposed 
os aisin calc ialer elie: aaieni esto enec.amaleeontewn 240 187 
BPO GI MOOG! DERIGCR, 6.0 cc cc ccccsccccccsccns 165 100 


Printed matter, N. 0. S 


LIME RATE REVISION 


The Trafic World, Washington Bureau 


In accordance with their plan for a complete revision of 
commodity rates, the southern carriers have docketed their sub- 
mittal No. 11180, pertaining to line rates and on October 16 at 
Atlanta, the Southern committee will begin hearings on the sub- 
ject. Notice to that effect, Chairman Barham has notified the 
Commission, has been sent to several hundred interested ship- 
pers. The committee expressed the hope the Commission could 
be represented at the hearing. There is, however, no likelihood 
of that being done. 

This revision will be an extension of the work that has al- 
ready been done in compliance with fourth section order No. 
7836. Tariffs carrying revised rates on iron and steel articles, 
agricultural implements, furniture and refrigerators, grain and 
grain products and canned goods, against which a great volume 
of protest was made, were permitted to go into effect July 1. 
The revision that went into effect on that day was of rates on 
the commodities mentioned to, from and between points in 
Southeastern, Mississippi Valley and Carolina territories. Pro- 
testing shippers claimed the revised rates were higher than nec- 
essary to clear the fourth section departures. They thought 
the necessary revision could be made with smaller increases at 
the low points and more reductions at the high ones. But what 
they said did not impress the Commission heavily enough to 
cause it to suspend the tariffs. 

Among other things the protestants asserted that the basis 
upon which commodity rates suspended in I. and S .No. 1303 
were calculated was used in making up the rates to which they 
objected. The Commission, in disposing of the schedules sus- 
pended in that case condemned many, if not all the rates made 
in that way but later allowed rates to become operative which 
shippers claimed were practically the same as the suspended 
ones, minus the 10 per cent reduction ordered July 1, 1922. 

In explanation and justification of the increases allowed to 
become operative July 1, the carriers contended they had made 
material reductions in the southeast and Carolina territories, 
where they had been high at points and put them up in Missis- 
sippi Valley territory where they had been low because of the 
water and carrier competition, the latter being especially be- 
tween east side and west side lines, the Mississippi river being 
the boundary between the territories occupied by the competing 
lines. 


You can get the day’s important traffic news every 
working day in the year through THE DAILY 
TRAFFIC WORLD. 
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October 138, 1923 


CEMENT ORDER VACATED 


The Commission, in a report written by Commissioner 
McManamy, in No. 12710, Atias Portland Cement Company vs. 
Chicago, Burlington & Quincy et al., opinion No. 8775, 83 I. C. 
C. 80-1, has vacated and set aside its original report and order 
of June 6, 1923, 81 I. C. C. 1, in so far as the report and order 
then put out required the interstate rates on cement, to Illinois 
points, from Hannibal and St. Louis to be related to intrastate 
rates on like traffic from Illinois mills to Chicago. The report 
also cover No. 13061, Universal Portland Cement Company vs. 
Atchison, Topeka & Sante Fe Railway Company et al.; No. 
13387, Missouri Portland Cement Company et al. vs. Atchison, 
Topeka & Sante Fe Railway Company et al.; and No. 12824, 
Atlas Portland Cement Company vs. Chicago, Burlington & 
Quincy Railroad Company et al. 

The vacation was brought about by the withdrawal of the 
complaints by the Atlas Portland Cement Company, the Mis- 
souri Portland Cement Company and the Continental Cement 
Company. They drew into question the relationship of the 
state and interstate rates. The withdrawal was made in con- 
nection with an application for re-hearing, made last August 
by the so-called Illinois mills which intervened in Nos. 12710 
and 13,387. 

In the circumstances, said the Commission, the report and 
order would be set aside, without prejudice, however, to any 
conclusion which might be reached in any proceeding in which 
the relationship between interstate and intrastate rates on like 
traffic to points in the Chicago switching district might be 
placed in issue. 


STEEL TO VIRGINIA CITIES 


In a report on I. and S. No. 1837, Iron and Steel, Pittsburgh- 
Buffalo Territories and Related Points to Virginia Cities, opinion 
No. 8776, 83 I. C. C., 82-92, has condemned the proposed increased 
rates on iron and steel articles, carloads and less than carloads, 
from Pittsburgh-Buffalo territories and points east thereof, to 
Virginia cities and points taking the same rates, as having not 
been justified, The schedules are to be cancelled and the pro- 
ceeding discontinued. The increases would have ranged from 
2to 4.5 cents. They were proposed so as to remove causes for 
complaint, as the carriers said, by steel manufacturers in the 
territory immediately west of Pittsburgh. Protests were made 
by steel men in the Buffalo district, at Ashland, Ky., and Iron- 
ton, O., the Virginia Corporation Commission, Virginia com- 
mercial associations, the Buffalo Chamber of Commerce, Salis- 
bury Chamber of Commerce and other associations that joined 
it in sending a representative before the Commission and the 
Newport News Shipbuilding & Dry Dock Company. 

The shipbuilding company alleged that the proposed rates 
would deprive it of the benefit of the Commission’s decision in 
the case it brought and which was decided in 49 I. C. C., 622. 
In that case the Commission gave Newport News rates on steel 
not more than three cents higher than the rates to New York. 
Under the suspended schedules its rates would have become 
6.5 cents higher. The shipbuilding company pointed out that 
notwithstanding the definite finding of undue prejudice contained 
in that decision, the carriers in the schedules under suspension 
were proposing no increase in the rates to New York, but pro- 
posing an increase to Newport News and other Virginia cities. 

The proposal was to bring the rates from the territory of 
origin involved in this case to the fifth and fourth class basis, 
fifth on carloads and fourth on less than carloads. The carriers 
expressed the view that the continuation of commodity rates 
from Pittsburgh and Buffalo to Virginia cities would force re- 
ductions from the steel producing points west of the 60 per cent 
group (Pittsburgh), from which the class rates to the Virginia 
tities were the same as from the 60 per cent territory, thereby 
producing demoralization in the iron and steel rates and disrupt- 
ing the entire rate fabric on iron and steel articles from central 
to trunk line territory. ie) 

Answering that contention the protestants pointed out that 
Boston, Philadelphia, New York, Albany, New York and Port- 
land rates, while fifth class, were not grouped from Pittsburgh 
and points west thereof, but were graduated according to the 
various percentage territories. They further pointed out that to 
Boston, New York and Portland the Pittsburgh group did not 
extend beyond the 60 per cent territory; that the Mahoning and 
Shenango Valleys were in the 66 per cent group and took a 
higher rate; that Cleveland was in the 71 per cent group and 
took a still higher rate, whereas to the Virginia cities, less distant 
from Pittsburgh than the New England destinations, the carriers 
Proposed to group the origin territory under one rate. 

_. The proposal of the carriers stated in another way, to get 
tid of the insistence of the territories immediately west of Pitts- 


Decisions of Interstate Commerce Commission 


THE TRAFFIC WORLD 853 





burgh, was to put Pittsburgh-Buffalo and points as far east as 
Johnstown and Connellsville upon the Columbus-Baltimore basis. 
The Commission said that the rates from Pittsburgh to Chicago 
and St. Louis were based on distance and were not the same as 
those from Cleveland and Columbus. It also said that if rates 
to Virginia cities were upon a similar basis, the rates from 
Pittsburgh would be lower than from Columbus and Cleveland, 
because of the lesser distance. It said the justification of the 
carriers for the proposed Columbus-Baltimore basis was the out- 
growth of demands upon the carriers operating routes through 
Pittsburgh to Virginia cities via junctions in central territory, 
especially by iron and steel interests in the Mahoning and She- 
nango valleys. 


APPLE CASE DISMISSED 


The Commission has dismissed No. 13246, Wenatchee Val- 
ley Fruit Exchange vs. Northern Pacific et al., opinion No. 
8774, 83 I. C. C. 71-8, on a finding that transportation, refrig- 
eration, and car-heater charges on apples and fresh fruits, from 
points in Washington to destinations named in Countiss’ trans- 
continental eastbound tariff, I. C. C. No. 1084, are not unrea- 
sonable. The allegation was that the rates and charges were 
unjust and unreasonable. 


According to the Commission’s report the complainant 
sought the restoration of rates which were in effect prior to 
the general increases in 1918 and 1920; the restoration of the 
charges for refrigeration which were in effect prior to Novem- 
ber 8, 1915, when such charges were included in the rates for 
transportation. At the hearing, the Commission said, the com- 
plainant requested, in event the last mentioned prayer could 
not be granted in full, that the car-heater charges be eliminated 
in connection with shipments for which no heat was furnished. 

On apples in carloads, from the Wenatchee Valley to Du- 
luth, the Twin Cities and the Missouri river, the rates are 
$1.28. From those points.they are graded back to the west. 
To points east of the Minnesota points and the Missouri river 
points, the rate is blanketed at $1.50. 


The rates on other fresh fruits are $1.70 to St. Paul, $1.90 
to Chicago and points east, and $2.085 to Tulsa. The freight 
revenue on the crop of 1922 was estimated at $18,000,000 
The Commission considered the cost statements of both carriers 
and shippers and then made the following findings: 


We find that the refrigeration and car-heater charges assailed 
are not unreasonable or otherwise unlawful. Our finding with re- 
spect to the car-heater charges is based upon the present record, and 
is not to be taken as an approval of the entire adjustment. The 
carriers should continue their studies of car-heater costs, using the 
methods adopted by the Pacific Fruit Express as far as that may be 
practicable, and should readjust their charges in the future as the 
facts may indicate. 

We have before us here the rates on apples from certain districts 
in Washington and Oregon only. Apples are shipped to eastern 
markets from Idaho, Utah, Colorado, and, to some extent, from 
other western states. Other fruits are produced in various sec- 
tions of the west and marketed in the east. Rates on apples from 
western producing sections other than the Washington and Oregon 
districts here considered are to some extent related to those from 
the latter districts. To revise the rates from the Oregon and Wash- 
ington districts without revising the rates from the other districts 
would disrupt those relationships. The rates to points east of the 
Missouri River and the Twin Cities are largely grouped upon a 
blanket rate of $1.50 extending over an area approximately 1,000 
miles, as far east as New England. Compewet with rates from 
eastern producing points, such as the Rochester district in New 
York, the rates from Oregon and Washington to the western part 
of this blanket, and possibly also to the Missouri River and the Twin 
cities, upon a strictly distance basis appear somewhat high, but hav- 
ing in mind the transportation and commercial conditions in the 
eastern group as compared with those in the west, we are not pre- 
pared to find upon this record that the rates to any of the destina- 
tion territory are unreasonable or unduly prejudicial. This finding 
is without prejudice to such conclusions as we might reach upon a 
broader record covering wider areas of production and affording 
more data for determining whether the destination groups should 


be broken up and rates made to conform more nearly to distance. 
The complaint will be dismissed. 





COMMISSION ORDERS 


In No. 13033, the Atchison Board of Trade et al. vs. the 
Atchison, Topeka & Santa Fe et al., the Commission has ordered 
“that the order entered in this proceeding on June 6, 1923, 
which was by its terms made effective September 20, 1923, upon 
not less than 30 days’ notice, and which was on August 15, 
1923, modified so as to become effective on October 20, 1923, 
and on September 12, 1923, further modified so as to become 
effective November 20, 1923, be, and it is hereby, further modi- 
fied, so as to permit the carriers to establish, on or before 
November 20, 1923, upon not less than 5 days’ notice, the rates 
prescribed in said order of June 6, 1923; but in all other re- 
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spects the said order of June 6, 1923, shall remain in full force 
and effect.” 

The Commission has granted the petition of the applicant 
and has reopened Finance No. 2812, in the matter of the appli- 
cation of the Virginian Railway Company for a certificate of 
public convenience and necessity authorizing it to construct an 
extension of its line of railroad in Wyoming county, West Vir- 
ginia, for further hearing before Director Mahaffie, at Washing- 
ton, D. C., on October 19. In connection therewith, the Poca- 
hontas Fuel Company, Inc., has been authorized to intervene. 

I, and §S. No. 1727, rules for storing and sacking of cement 
in transit at Davenport, Ia., on the C. R. I. & P. Ry., has been 
reopened for further hearing by the Commission. 

The defendants’ petition for modification and amendment 
of the orders entered in No, 11672, Mason City Brick and Tile 
Co. vs. Director-General, A. T. & S. F. et al., and No. 12708, 
Ballou Brick Co. et al. vs. A. T. & S. F. et al., has been denied; 
however, the Commission has reopened the cases for such further 
hearing as it may direct. 

On defendants’ request, No. 13107, National Live Stock Ex- 
change vs, A. T. & S. F. Ry. et al., has been reopened for further 
oral argument. 

The respondents’ petition for reargument in I. and S. No. 
1698, intermediate routing via Midland Continental Railroad on 
trans-continental traffic, has been denied. 

The Commission has denied the complainant’s petition for 
reconsideration of No. 10752, Wharton Steel Co. vs. Director- 
General et al. 

The petition for further hearing, filed on behalf of the 
Director-General, in No. 11012, Swift & Co. vs. Director-General, 
Sou. Pav. et al., and affiliated cases, has been denied. 

The Commission has denied the request of the Port of New 
York Authority for leave to participate in oral argument in 
No. 11508, Hastings Commercial Club et al. vs. C. M. & St. P. 
Ry. et al. 

The petition filed by the Director-General in No. 11909, 
Terminal Refining Co. vs. Director-General, O. N. M. & P. Ry., 
asking for correction of the order, has been denied. 

The Commission has also denied the several petitions filed 
by the Director-General asking for modification of No. 12147, 
Gulf Production Co. vs. Director-General, Midland Valley R. R. 
et al., and of No. 12796, Los Angeles Pressed Brick Co. vs. 
Pacific Electric Ry., Director-General et al. 


The complainant’s petition for rehearing, reconsideration 
or modification of the order in No. 12975, Arizona Packing Co. 
vs. Arizona Eastern R. R. et al., has also been denied. 

The Commission has denied the complainant’s request for 
reconsideration and review of No. 13128, Boston Wool Trade 
Assn. vs. B. & A. et al. 

The petition for modification of the order entered in No. 
13159 (and Sub-Nos. 1, 2 and 3), Terre Haute Paper Co. vs. 
Director-General, has been denied. 

The Commission has also denied the defendants’ petition 
for rehearing and the petition for modification or rehearing 
filed by the Board of Trade of Cairo, Ill., in No. 13215, Arkansas 
Jobbers’ & Mfrs.’ Assn. vs. C. R. I. & P. Ry. et al. 

The complainant’s request for rehearing and reargument 
on the question of reparation in No. 13611 (Sub-No. 1), John 
Morrell & Co. vs. Santa Fe et al., has been denied by the Com- 
mission. 

The Commission has denied the defendant’s request for re- 
hearing in No. 13406, Corporation Commission of Oklahoma vs. 
Arkansas R, R. et al. 


The Commission has denied the requests for rehearing of 
No. 14122, Lubrite Refining Co. vs. Dayton-Goose Creek Ry. 
et al. The Commission has also denied the Western Petroleum 
Refiners’ Association’s petition for leave to intervene therin. 

The Boston & Maine Railroad’s petition in No. 14530, West 
Virginia Pulp & Paper Co. vs. B. & O. R. R., and No. 14531, 
Same vs. Ann Arbor R. R. et al., has been denied. 

The Commission has denied the petitions filed by the de- 
fendants and interveners in No. 13033, Atchison Board of Trade 
et al. vs. A. T. & S. F. Ry. et al., asking for rehearing and 
reargument thereof. 

The Illinois Coal Traffic Bureau has been authorized to 
intervene in No. 15007, and Sub-No. 1, Pittsburgh Coal Pro- 
ducers’ Association et al. vs, Ashland Coal & Iron Railway et al. 

The Omaha Live Stock Exchange has been authorized by 
the Commission to intervene in No. 15052, American National 
Live Stock Association et al. vs. O-W. R. R. & Nav. Co. et al. 

The defendants’ petition for rehearing or reargument in 
No. 13139, Graham & Gila Counties Traffic Association vs. Ari- 
zona Eastern R. R. et al., has been denied. 

The Commission has reopened No. 12712, Hood Coal Com- 
pany et al. vs. Monongahela Valley Traction Co. et al., for 
further hearing. 

The Commission has reopened No. 13028, Geo. Green Lum- 
ber Co. et al. vs. Ann Arbor R. R. et al., for oral argument, 
solely upon the question of the reasonableness of the rates 
which exceed the aggregate of intermediates. The argument 
will be held on October 12, at Washington, D. C. 
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The Commission has further modified its order in No. 12530, 
in re distribution among coal mines of privately owned cars 
and cars for railroad fuel, by further extending the effective 
date thereof until December 1. It has also reopened the case 
for further hearing on October 22, at Washington, D. C., before 
Commissioner Aitchison, upon the petitions filed therein. 

The Commission has granted the petition filed by the car- 
riers in No. 9987, Michigan Paper Mills Traffic Association et 
al. vs. Santa Fe, Director-General, et al., and No. 12108, Wis- 
consin Traffic Association vs. C. & N. W. et al., inasmuch as 
it has reopened these proceedings for further oral argument; 
however, in other respects, the petition has been denied. 

The Commission has denied the complainant’s request for 
rehearing of No. 13284, French Battery & Carbon Company vs. 
C. & N. W. Ry. et al. 

On the defendant’s petition, No. 13321, Parkersburg Rig 
& Reel Company vs. P. R. R. et al., has been reopened for 
further oral argument. 

The Commission has also reopened No. 12986, Wisconsin 
Traffic Association vs. Algoma Central & Hudson Bay Ry. et al.. 
for further argument. 

No. 11895, E. I. Du Pont De Nemours & Company vs. Di- 
rector-General, No. 12072, Barrett Company vs. Director-Gen- 
eral, P. R. R. et al., and No 12234, Same vs. Director-General, 
B. & O. R. R. et al., have been reopened for further considera- 
tion by the Commission upon the record made. 

The Commission has reopened No. 12144, Midland Coal 
Company et al. vs. Midland Valley R. R. et al., for further 
hearing. 

No. 13318, Boston Wool Trade Association vs. Director- 
General, has also been reopened for further hearing, though 
solely for the purpose of determining the amount of reparation 
due. 

The Commission has granted the Director-General’s request 
and reopened No. 12821, Utah Fuel Company vs. Director-Gen- 
eral, for further hearing. 

The proceeding in No. 12228, Bradford Rig & Reel Com- 
pany vs. Director-General, A. T. & S. F. Ry. et al, has been 
reopened for further hearing. 


The Commission has denied the complainant’s petition for 
rehearing in No. 13723, United Paperboard Company vs. Mor- 
ristown & Erie R. R. et al. 


The defendant’s petition for rehearing and reargument of 
No. 12598, Wilson & Company, Inc., of Oklahoma vs. Director- 
General, N. C. & St. L. Ry. et al., has been denied. 


The Commission has opened the proceedings in No. 14968, 
Victor-American Fuel Company et al. vs. D. & S. L. R. R. et al. 
so that argument may be had on the motions to dismiss, filed 
by defendants Moffat Coal Company and Colorado & Utah Coal 
Company. 

The Los Angeles Chamber of Commerce and the Associated 
Jobbers of Los Angeles have both been permitted to intervene 
in No. 14999, Arizona Corporation Commission vs. Arizona East- 
ern R. R. et al. 


The Indiana State Chamber of Commerce and the National 
Fire Proofing Company have each been authorized to intervene 
in No. 15061, Western Brick Company et al, vs. N. Y. C. R. R. 
et al. 


The Indiana State Chamber of Commerce has also been 
authorized to intervene in No. 15110, Jones & Laughlin Steel 
Corporation vs. B. & O. R. R. et al. 


The Commission has reopened the proceedings in No. 9702, 
Memphis-Southwestern Investigation, and other cases affiliated 
therewith, for further hearing in so far as they relate to rates 
on fruits and vegetables other than potatoes. The effective date 
of the prior order has been postponed by the Commission in 
so far as the rates on fruits and vegetables other than potatoes 
are concerned. 


The Commission has again modified its order in No. 12962, 
S. A. Foster Lumber Company vs. Valley & Siletz R. R. et al. 
by further extending the effective date thereof to November 17. 


The Commission has denied the requests filed by the Alpha 
Portland Cement Company and others asking for rehearing 10 
Nos. 12710, Atlas Portland Cement Co. vs. C. B. & Q. R. R. et al. 
and 13387, Missouri Portland Cement Co, et al. vs. Santa Fe 
et al., for, having vacated its order, rehearing was not neces 
sary. 

The Commission has also denied the defendants’ request 
for rehearing and reargument in No. 11947 and Sub-No. 1, 
Armour & Company vs. C. of Ga. Ry., Director-General, et al. 

The Commission has vacated and set aside its supplemental 
reparation order of July 31 entered in No. 12821, Utah Fuel 
Co. vs. Director-General. 

On the complainant’s request, the Commission has dismissed 
the complaint in No. 14219, Simon Weil, trading as Morris 
Weil’s Son, vs. Director-General, P. R. R. et al. 

On receipt of advice that the complaint had been satisfied, 
the Commission dismissed No. 14990, Crawford Sand & Gravel 
Co. vs. Erie R. R. 
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Tentative Reports 





REFUND OF REFUND ORDERED 


Examiner Myron Witters has recommended the dismissal 
of No. 14864, Callahan & Sons vs. Director-General, on a finding 
that the charges on grain shipped from East St. Louis, fourteen 
carloads of oats, to Louisville, in November, 1918, and reshipped 
from Louisville to New Orleans, for export, demanded on the 
basis that the published transit arrangement did not apply on 
export shipments, were not applicable. 

The examiner said the case was one largely of tariff in- 
terpretation. When the oats in question were shipped and re- 
shipped, the complainant presented a claim for refund down 
to the basis of the 15-cent rate from East St. Louis to New 
Orleans. The claim for refund was promptly paid because the 
Southern Railway and its affiliated lines had tried to put Louis- 
ville on an equality on such traffic with East St. Louis. The 
refund amounted to 18 cents, or three cents more than the 
rate from East St. Louis to New Orleans. 

Some time later the carrier asked for return of the refund. 
It was to get an abatement of that claim for return of the 
refund that the complaint was filed. The tariff showed that 
the equalization of East St. Louis and New Orleans was limited 
on grain going to New Orleans and Mobile “proper.” Use of 
that word, it was contended, made the arrangement inapplicable 
to export traffic, although the report showed the intent was 
to limit the equalization to the main port of New Orleans and 
not extend it to Algiers, Westwego and other sub-ports. 

The complainant called attention to the facts that the bills 
of lading showed prepayment and that the traffic was for “ex- 
port.” It pointed out that the bills of lading could not have 
been executed on the rates shown and that therefore it was 
the duty of the agent of the carrier to inquire as to what was 
desired if liability by the carrier was to be avoided. 

Witters did not discuss that contention, but contended him- 
self with making the recommendation of dismissal. 


RATE ILLEGALLY ‘ASSESSED 


Examiner Paul O. Carter, in a report on No. 14210, Linde- 
teves-‘Stokvis vs. Director-General et al., said the Commission 
should hold that the application of the domestic rates on 37 
cars of steel bars, wrought iron pipe, road rollers, auto track 
chassis, galvanized iron sheets, railroad spikes and iron nails 
from points in Ohio, Pennsylvania and Wisconsin to San Fran- 
cisco, in 1918, was illegal; that the export rates were applicable 
and that the complainant was entitled to reparation with in- 
terest for the amount of the difference. The complaint also 
covered shipments that moved at times after August, 1917, 
before the beginning of federal control. Carter said they were 
barred, the complaint not having ben filed until August 31, 1922. 

The freight in question could not be exported when it 
arrived at San. Francisco because of the seizure of ships by 
the government and the alleged preference of the highest rate 
bidders by the ships that were not seized. The freight was 
wloaded by the carrier and placed in open storage, on which 
demurrage charges were assessed. The carrier unloaded the 
cars so as to release equipment. The complainant had the 
shipments placed in private storage, but the receipts were held 
by the carrier as security for unpaid freight charges and re- 
moval from the stock that had been stored was made only with 
the permission of the carrier. 

This placing in private storage, the Director-General claimed, 
changed the character of the traffic from export to domestic. 
Carter said the complainant complied with all the requirements 
of the tariffs relating to exports and that the delay in exporting 
was due to a cause beyond the control of either the complainant 
or defendant and cited decisions to support a finding of that 
kind; also he pointed out that in the one case relied upon by 
the Director-General for a contrary finding, the shipper had 
lot complied with the tariff requirements. 


EXPORT RATES DENIED 


_ Relying on the Commission’s decision in Nagase & Co. vs. 
rector-General, 68 I. C. C., 539, Examiner C, I. Kephart has 
fecommended the dismissal of No. 14620, Lincoln Oil Refining 
Company vs. Cleveland, Cincinnati, Chicago & St. Louis et al. 
€ complainant sought the establishment of export rates on 
Petroleum and its products, from Robinson, IIll., 204 miles south 
of Chicago via New York, with a view to the development of a 
market in foreign countries, for its products. It alleged the 
omestic rate of 50.5 cents was unreasonable when appleid to 
*xPort traffic to the extent it exceeded 31 cents. 
vi The complainant said it could not export via the gulf ports, 
4 which export rates applied, because mid-continent refiners, 
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being nearer the gulf ports, had a more favorable rate adjust- 
ment. Therefore it sought an outlet through New York on the 
basis indicated. It desired that foreign market to enable it to 
get rid of accumulations of products, especially flux oil and lubri- 
cants. It averred that the foreign markets afforded such an 
outlet, It called attention to export rates on iron and steel 
and grain from Chicago via New York. It alleged that unless 
such rates were established from refineries in Central Freight 
Association territory, such refineries would continue to be ex- 
cluded from the foreign markets, to the detriment of carriers as 
well as producers and refiners of oil. 

The carriers contended that if the present domestic rate to 
New York was reasonable, there would be no justification for 
lower rates on export traffic, for which the service would be prac- 
tically identical. They said it was the policy of the eastern roads 
to haul oil for export on domestic rates. The export rates from 
points in Illinois via Gulf ports, they said, were made by West- 
ern Classification territory carriers and not by any of the carriers 
operating lines to the eastward. 

The examiner, on the authority of the Nagase case, said the 
Commission should dismiss the complaint. 


TENTH CLASS REASONABLE 


Attorney-Examiner William B. Hunter has recommended the 
dismissal of No. 14060, The Atlas Portland Cement Company vs. 
Director-General, and No. 14195, Same vs. Same, on a finding that 
the tenth class rate would have been the reasonable one to have 
applied to shipments of broken plaster molds, from Chicago to 
Hannibal, Mo., at various times in the period of federal control. 
The complaints alleged that the commodity rate of 8.9 cents im- 
posed prior to June 25, 1918, and 11 cents on and after that date 
on 46 carloads of broken plaster molds, shipped between June 
18, 1918, and June 16, 1919, from Chicago to Hannibal, via the 
Burlington, and the tenth class rate of 12.5 cents on 13 carloads 
shipped between July 5 and August 12, 1918, via the Wabash, 
were unreasonable to the extent they exceeded the contempo- 
raneous commodity rate of 8.5 cents on brick, which was estab- 
lished on broken plaster molds via the Burlington on June 25, 
1919, and via the Wabash December 15, 1919. 

The Director-General contended that the tenth class rate was 
applicable on all the shipments and that there were outstanding 
undercharges on the shipments via the Burlington. The exam- 
iner said the commodity rate was that applicable on wall board 
and stucco and that both parties agreed that that rate was not 
applicable. The examiner, after discussing the rate data put into 
the record by the parties, made the recommendation in favor of 
the tenth class and not in favor of the subsequently established 
rate on the brick basis, tenth class being the rating on gypsum, 
a raw material in cement making with which the broken molds 
competed. The examiner said that the broken molds were less 
valuable than the raw material with which they competed. 


TELEGRAPHIC COMPLAINT GOOD 


In a report on No. 14426, Wyoming Sugar Company vs. 
Director-General, Examiner E. L. Gaddess said the Commission 
should find the rate of 37.5 cents upon which charges were col- 
lected on twelve tank carloads of beet sugar final molasses, from 
Worland, Wyo., to Scottsbluff, Nebr., between October 3 and 
November 3, 1919, unreasonable to the extent it exceeded the 
later established rate of 22.5 cents and award reparation to 
that basis. The examiner said the reparation amounted to 
$2,000.70. The reduced rate was made effective November 5, 
1919, two days after the shipments moved, although there was 
agreement between the complainant and officials of the Burling- 
ton that that rate should be established. The agreement, how- 
ever, was not reached without controversy. 

When the case came on for hearing the Director-General 
objected on the ground that a telegram from the complainant 
to the Commission, sent prior to the expiration of one year after 
the end of federal control, did not stop the running of the 
statute of limitations. He claimed that telegram was merely a 
notice of intention to file a claim and that therefore it fell 
within the Commission’s rule of practice which provides that 
notification to the Commission that complaint may be or will be 
filed later for the recovery of damages is not a filing of the 
complainant within the meaning of the statute. 

Gaddess said that that contention was without merit be- 
cause the telegram set forth in detail the points of origin and 
destination, the commodity, the number of cars shipped, the 
charges collected and gave sufficient other detailed information 
to constitute an informal complaint presented within the statu- 
tory period. He added that the details furnished in the tele 
gram agreed with the freight bills offered in evidence. 

“Defendant was therefore duly notified and had sufficient 
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opportunity to settle the claim before formal proceedings were 
begun,” said the examiner. “In fact, the correspondence in the 
informal docket, which is a part of the record herein, clearly 
indicates that the Director-General handed this matter as an 
informal complaint in the usual way and had declined to sub- 
mit the claim on the special docket because, as stated in his 
letter to the Commission of May 29, 1922, ‘it had not been con- 
clusively shown that the rate charged was unreasonable’.” 

Under the conditions shown, Gaddes said, the Commission 
should hold the claim was not barred and for illumination on 
that subject he cited Gamble-Robinson Commission Co. vs. St. 
L. & S. F., 191. C. C. 114, and E. F. Sanguinetti vs. U. P., 39 
I. C. C. G16. 

Gaddess said that while the Commission, in many cases, 
had said the fact that a rate was reduced after the shipment 
had moved was not to be taken as showing it unreasonable, 
the conditions and circumstances in this case created a strong 
presumption and, in fact, there was no other conclusion to be 
reached except that the rate of 37.5 cents was unreasonable. 
Among the facts cited by him in addition to the one ‘about the 
reduction after the shipment were that the government was 
urging the production of as much sugar as possible; that the 
molasses had to be moved within a certain limit of time to 
have it given necessary manufacturing processes and that the 
ton-mile on the traffic was high. 


PETROLEUM COKE REPARATION 


A finding of unreasonableness and an award of reparation 
have been advised by Examiner John H. Howell in a report on 
No. 14333, Aluminum Company of America et al. vs. Director- 
General, and No. 14861, Tallassee Power Company vs. Director- 
General, Cincinnati, New Orleans & Texas Pacific et al., as to a 
blanket rate of $8.60 per ton on petroleum coke from West 
Port Arthur, Tex., to Badin, N. C., and Maryville, Tenn., imposed 
on shipments made in 1918 and 1919. The examiner said the 
Commission should hold the rate unreasonable to the extent 
it exceeded $8.20 per ton and award reparation to the basis of 
that rate. 

An error was made in the publication of rates on petroleum 
coke when tariffs carrying out General Order No. 28 were filed. 
The applicable tariff stated that the $8.60 rate was the New 
Orleans combination inflated in accordance with the terms of 
that general order. But it was not. The Director-General ad- 
mitted the $8.60 rate to Badin exceeded the combination on New 
Orleans, but contended it was not unreasonable. He also con- 
tended that petroleum coke was not a fuel and was therefore 
not entitled to the limitations in the order pertaining to coke. 
The examiner, however, called attention to the fact that General 


Order No. 28 did not limit the increase to any particular kind 
of coke. 


CHARGES ON COAL ILLEGAL 


In a report on No. 14769, Joseph Bancroft & Sons Company 
vs. Director-General, Philadelphia & Reading, et al., Examiner 
Henry C. Keene said the Commission should find the charges 
collected on 25 carloads of coal from Huntington, State Line 
and other points in Pennsylvania, not material to the issue in 
the case, shipped in 1918 and 1919 were illegal to the extent they 
exceeded the line-haul charges of the Pennsylvania to Wilming- 
ton, Del., and recommended reparation to that basis. 

Line-haul charges were $2.20 and $2.45 per ton. Combina- 
tions of that line-haul charge and a distance rate of 90 cents per 
ton for a haul of 15 miles, amounting to $3.1 0and $3.35 per ton, 
were exacted. 

The issue was one of tariff interpretation. The switching 
tariff of the Philadelphia & Reading, the delivering line, pro- 
vided a charge of $2 per car for deliveries of coal and coke on 
private sidings and to industries located on the Wilmington & 
Northern, a part of the Reading system “within the limits of the 
City of Wilmington,” except to points not involved in this case. 

Complainant contended that under that rule the applicable 
charge for the movement from West Yard, the connection be- 
tween the Pennsylvania and the Reading, to the track of the 
complainant was $2 per car, the absorption of which it said was 
authorized by the Pennsylvania tariff applicable at Wilmington. 

The Director-General, the examiner said, contended that 
“within the limits of the City of Wilmington,” referred to service 
within the switching limits of that city and had no relation to 
the corporate limits. He admitted, the examiner said, that if 
the movement had been wholly within the corporate limits there 
would have been no question about the applicability of the tariff 
provision to such a service, The examiner said that that ap- 
peared somewhat inconsistent. 

The main contention of the Director-General, the examiner 
said, was that the $2 per car charge was applicable only when 
the entire rail movement was within the limits of Wilmington. 
In other words, he said, the Director-General contended that 
“within” referred to the entire rail movement, and hence that 
the rule did not apply to any movement from the point of con- 
nection in this case, because part of the track was beyond the 
corporate limits of Wilmington. He also contended, Keene said, 
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that the service was not switching, because it was performed by 
road locomotives and crews. Keene said evidence of that char- 
acter was of slight probative value when the question was 
merely one of tariff interpretation. 

Had the provision been ambiguous, Keene said, the rule for 
construction would have caused the provision to be construed 
most strongly against the maker of the tariff. But, he said, the 
rule seemed fairly clear to mean what he recommended. He 
pointed to specific exceptions, as, for instance, to deliveries to 
Delaware River Pier and Pigeon Point Pier to show that the 
rule was intended to apply to points within the corporate limits 
of Wilmington, one of which was the plant of the complainant. 
He said that whatever the reasons for the exceptions, they made 
it clear that, but for them, the $2 per car charge would have ap- 
plied on deliveries at the piers, although in moving coal to the 
piers the Reading would have had to use tracks both inside and 
outside of Wilmington City, the corporation, and also outside 
the switching limits. In conclusion he said that if the contention 
of the Director-General was correct, the rule was futile so far 
as shipments to and from the Pennsylvania might be concerned, 


REPARATION ON POTASH 

Examiner E. L. Gaddess, in a report on No. 14515, Salt Lake 
Potash Company vs. Atlantic Coast Line et al., said the Com- 
mission should find unreasonable rates charged on four car- 
loads of low-grade sulphate of potash, or potash salts, from 
Kosmo, Utah, to Shreveport, La., Brundige, Ala., Meigs, Ga., 
and Gulfport, Miss., shipped between December 22, 1919, and 
January 15, 1920. The applicable rate was 94 cents per 100 
pounds, or $18.80 per ton. That rate was collected on each 
of the shipments except the one to Meigs, which it was ad- 
mitted had been undercharged. The examiner said the Com- 
mission should find the rates unreasonable to the extent they 
exceeded the subsequently established rates of $10 per ton to 


Shreveport, $13.80 to Gulfport, $13 to Brundige, and $14 to 
Meigs, Ga. 


PAPER WINDING CORES 


Examiner John B. Keeler, in a report on No. 14551, Laura 
Nelson-Kirkwood, trustee for the William R. Nelson estate, vs. 
Chicago, Milwaukee & St. Paul, said the Commission should 
find unreasonable a fifth class rate of 46 cents on returned 
metal paper winding cores, from Kansas City to Wisconsin 
Rapids, Wis., between April 27, 1921, and February 1, 1922, to 
the extent it exceeded 34 cents, which was the rate on the 
newsprint paper wrapped on the cores which were being re- 
turned. He said reparation amounting to $1,482.49 should be 
awarded. 


SUGAR BEETS REPARATION 

A finding of unreasonableness and an award of reparation 
have been recommended by Examiner E. L. Gaddess in No. 
14562, Amalgamated Sugar Co. vs. Director-General and Oregon 
Short Line, as to rates on sugar beets from Bancroft and 
Downey, Ida., to McMillan Spur, Twin Falls, Ida., between 
October 17 and November 18, 1919. Rates of $2.10 from Ban- 
croft and $1.70 were imposed. Gaddess said they should be 
held unreasonable to the extent they exceeded the subsequently 
established rate of $1.60 per ton and that reparation should be 
made to that basis. 


LUMP COAL CASE DISMISSED 


Examiner Paul O. Carter has recommended the dismissal 
of No. 14705, C. W. Hull Co. vs. Director-General, on a finding 
that the rate of $3.548, charged on a carload of lump coal, 
shipped from Eldorado, Ill., to Bethany, Neb., in March, 1918, 
was not unreasonable. The complainant sought reparation to 
the basis of a rate of $2.80 per ton, which became effective 4 
few months later. The lower rate was applicable via another 
route, but the complainant sent his shipment over the higher 
rated route. 


MISROUTING REPARATION 

In a report on No. 14851, L. G. Everist, Inc., et al. vs. Chi- 
cago, Milwaukee & St. Paul, Examiner Warren H. Wagner said 
the Commission should find misrouting on shpments of crushed 
stone, from Dell Rapids, S. D., to Max, Ia., made in March, 
1921, and reconsigned to Sioux City. The examiner said the 
defendant was a party to a through route arrangement via 
Sheldon and that it was bound to forward the shipment via 
that route on the lower rate, notwithstanding the provisions 
against short-hauling, although the rate via the two line route 
was lower than the rate via the Milwaukee’s own single-line 
route. 


BEET SUGAR REPARATION 
A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Bronson Jewell in No. 
14362, Interstate Sugar Co. et al. vs, Denver & Rio Grande et al., 
as to a rate of $2.25 per ton on sugar beets from Whitney, 
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Franklin and Bullen, Ida., to Hooper, Utah, on which 255 carloads 
of beets moved between October 23, 1920, and January 12, 1921. 
The examiner said the Commission should hold the rate attacked 
unreasonable to the extent it exceeded’ $1.75, established after 
the traffic had moved. The shipments were of an emergency 
character because the factory which was expected to use the 
beets could not consume them. The beets moved over a two-line 
route on a two-junction combination. The defendants showed 
rates about as high as those imposed, but showed no movement. 
They said they seemed high, but that the short haul rates on 
beets in that part of the country were among the lowest to be 
found anywhere, the carriers expecting to make up on traffic in- 


cident to sugar-making what they could not obtain from hauling 
the beets themselves. 


LOG COMPLAINT DISMISSED 


An order of dismissal has been recommended by Examiner 
F. W. MceM. Woodrow as to No. 14519, Thompson-Wells Lumber 
Co. vs. Director-General, on a finding that rates on saw logs, be- 
tween December. 30, 1919, and February 21, 1920, from White 
Pine Junction, and Bowl’s Spur, Mich., to Menominee, Mich., 
were not unreasonable, but unduly prejudicial. Prior to General 
Order No. 28 a rate of $3.25 per 1,000 feet applied from specified 
townships and ranges, the points mentioned being within the 
designated territory. Under General Order No. 28, the rates 
became $4.065. Owing to a change in the method of publishing 
the rates, an error that excluded the points of origin crept in, 
and higher rates became applicable. The $4.065 rate applied from 
the shipping point of a competitor. Woodrow said that that 
made the rate unduly prejudicial, but that no damage had been 
shown as caused thereby, The examiner said no finding should 
be made on allegations of violation of sections 2 and 4, because 


the defendant claimed there was none under the usual conditions 
of shipment. 








PACKING HOUSE CASES 


The Trafic World New York Bureau 

After several days of cross-examination of witnesses for the 
packing industries and the submission of additional information 
requested at the hearings in Chicago, the western carriers be- 
gan presentation of their evidence at the hearing before Exam- 
iners Hillyer and Stiles in New York, of the live stock and fresh 
meat cases grouped under Docket No. 14771. 

The attitude of the western railroads was stated briefly by 
J. N. Davis, of the Chicago, Milwaukee & St. Paul, who said the 
rates on fresh meats and packing house products from the west 
to New York were relatively low and always had been, and that 
there should be no decrease. He pointed out that the earnings 
of the western carriers were subnormal, due to reductions on 
agricultural commodities and live stock to relieve distress 
among the farmers, and that any changes downward would be 
serious with respect to the financial condition of the railroads. 
Mr. Davis presented his case at the opening of the Oct. 8 hear- 
ing. 

One of the first witnesses called by Mr. Davis was B. F. 
Parsons, of counsel for the Chicago Great Western, who sub- 
mitted an extensive exhibit showing changes in the proportional 
rates on fresh meats and packing house products from Missouri 
River points to East Bank Mississippi crossings, and numerous 
other tables concerning points of shipment, distances, earnings 
per ton mile, and relation of these rates to other commodities. 
The purpose of Mr. Parson’s testimony was to show that the 
existing rates were low, both actually and relatively, and that 
there should be no downward revision. 

Other witnesses for the western lines, who testified along 
the same line, were A. F. Cleveland, assistant freight traffic 
Manager of the Chicago and North Western and Geo. A. Hof- 
felder, of the Chicago, Burlington & Quincy, 

With the termination of this testimony, representatives of 
the eastern carriers took the stand. James Stilwell representing 
the Pennsylvania system, said the eastern lines considered the 
present livestock rates too low and that fresh meat was more 
expensive to handle than other packing house products. He op- 
Posed any reductions in the existing schedules. After the hear- 
ing, Mr. Stilwell said that the railroads felt that the rates should 
be increased rather than decreased, but that no such action 
could be advocated under the present procedure. 

‘ One of the first witneses for the eastern lines was James 
Webster, freight traffic manager for the New York Central at 
Chicago, who went into the matter of rates and costs in detail. 
The eastern carriers planned to call 27 witnesses. 

One of the points stressed strongly by Mr. Webster and 
other witnesses for the eastern carriers was that the rates on 
backing house products and live stock were fixed by the Com- 
mission, state commissions, the Director-General, or other gov- 
etnment authorities, after full investigation into their reason- 
ableness. The history of the rates on these commodities in 
recent years was traced in detail. 

In support of the argument that the cost of transporting 
fresh meats and packing house products is higher than on other 
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commodities, E. F. Sauer, representing the Pennsylvania Rail- 
road, submitted detailed statistics gathered from nine carriers, 
the B. & O., the B. & A., the C. C. C. & St. L., the Erie, the 
Grand Trunk, the N. Y. C. & St. L., the N. Y. C., the Pennsyl- 
vania and the Wabash. 

Mr. Sauer’s statistics covered 15 commodities constituting 
the bulk of freight moving over these lines. He showed that 
in the number of car tons hauled per ton of freight, cement 
was lowest with .637. The highest four were hogs, other pack- 
ing house products, cattle and fresh meats, respectively, amount- 
ing to 2.822, 2.835, 2.999, 3.946. Intermediate commodities were 
brick, grain, pig iron, coal, rails, sheet iron bar, lumber, paper, 
petroleum and hay, in the order named. 

As this table gives in brief form one of the principal argu- 
ments by the eastern carriers why existing rates on packing 
house products should not be lowered, in comparison with other 
commodities, it is reproduced, as follows: 


I. C. C. Docket 14771 
NUMBER OF CAR SERED 29. sco s00 2 oe 
TONS HAULED PER Wy OES Sin sn sis ie atebivis 


TON OF FREIGHT Sheet 1 of 6 sheets 


Empty 

Cartons car tons Number 
hauled assigned of car 
Average perload-_ to loaded Total tons haul- 
weighft of ed move- car move-_ car tons ed per 
Lading ment ment hauled ton of 
COMMODITY a nad sake — ——— — 

1 : § 
ie oe bree a 39.33 21.16 3.90 25.06 .637 
ee Se re 37.88 21.08 4.80 25.88 .683 
NER ste sG,0i sire ssae hy er0'e@ 36.23 21.16 3.90 25.06 .692 
2 ee 49.54 20.52 16.19 36.71 741 
MN aisle sis sotasenies cles 47.34 20.63 17.07 37.70 .796 
ee ere 42.37 20.58 13.50 34.08 .804 
Bar, Gheet Iron... 34.72 20.66 14.09 34.75 1.001 
rrr 26.00 20.93 5.73 26.66 1.025 
SSS Eee BES 23.52 21.16 3.90 25.06 1.065 
PRCOICUT: oie cisicwicsics 27.04 21.43 21.47 42.90 1.587 
ES eitoat tina cphereneme.s 12.48 21.16 3.90 25.06 2.008 
Rosas 55) 4 oe wetaecove 2.15 19.38 14.91 34.29 2.822 
Other P. H. Products. 16.99 24.40 23.76 48.16 2.835 
GN ic serdns asta Gens 11.43 19.51 14.77 34.28 2.999 
Fresh Meats ......... -12.33 24.47 24.19 48.66 3.946 


Additional witnesses for the railroads were on the stand 
Thursday and Friday, amplifying the exhibits submitted by the 
eastern carriers in support of their statements that existing 
rates are too low and that no reductions should be made. Mr. 
Stilwell said progress was slower than he had anticipated and 
that the last of his witnesses probably would not finish before 


next Tuesday. After that the officials of the New England pack- 
ers will take the stand. 


PETITIONS FOR REHEARING, ETC. 


The Van Dusen Harrington Company, complainant in No. 
12908, has asked the Commission to grant a rehearing therein, 
alleging error in the decision with respect to matters of law. 

The defendants in No. 12333, Standard Oil Company (Cali- 
fornia) vs. Director-General et al., have asked the Commission 


to grant a rehearing therein, alleging general error in the 
findings. 


Rockhill & Vietor, complainants in No. +1399, Mitsui & 
Co., Ltd., et al. vs. Director-General, Great Northern Railway, 
have asked the Commission to reopen the case so that further 
testimony may be taken as to three certain shipments involved. 


The Commission has been asked to reopen No. 12656, Michael 
S. Goss et al. vs. Director-General, Lehigh Valley Railroad et al., 


for further hearing, solely on the question of damage to the 
complainants. 


The complainant in No. 13944, Hercules Powder Company vs. 
Santa Fe et al., has petitioned the Commission to grant further 
hearing therein. 


The Chesapeake & Ohio Railway Company, the Louisville & 
Nashville Railroad Company, the Cincinnati Northern Railroad 
Company, the Michigan Central Railroad Company and the 
Wabash Railway Company, in a joint petition, have asked the 
Commission for a rehearing in No. 12698 et al., Southern Ohio 
Coal Exchange vs. C. & O. Ry. et al., in so far as it concerns 
the transportation of bituminous coal, found in that portion of 
the order covering Fourth Section Order No. 8750. 

The complainant in No. 13470, United Paperboard Co., Inc., 
vs. Greenwich & Johnsonville Ry. et al., has asked the Com- 
mission to grant a rehearing therein as to the matter of repara- 
tion. 


ERIE EQUIPMENT ISSUE 


The Erie has applied to the Commission for authority to 
assume obligation in respect of $1,500,000 of equipment trust 
certificates in connection with the acquisition of 475 box cars, 
44 steel suburban passenger cars and 200 refrigerator cars at a 
total cost of $2,176,243.50. The company proposes_to sell the 
certificates, which will bear 6 per cent interest, at 97 per cent 
of par and accrued dividends, through Drexel & Co., of Phila- 
delphia, Pa. 
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LEAGUE PERMITTED TO HELP 


The Trafic World, Washington Bureau 


The National Industrial Traffic League, on motion verbally 
submitted by Charles H. Farrell, has obtained leave from the 


Supreme Court of the United States to file a brief, as a friend. 


of the court in support of the application for a writ of certiorari 
in No. 517, James C. Davis, Director-General of Railroads, as 
agent vs. E, I. duPont deNemours & Company. The court, how- 
ever, has not passed on the application for the writ. If the 
court allows the case to be brought before it, the League will 
have an opportunity to give its reasons for believing the Direc- 
tor-General of Railroads, as agent, is bound by the law relating 
to common carriers limiting their right to file suits for the re- 
covery of their charges to not later than three years after the 
right of action accrues. 

As matters now stand, the agent of the President for the 
closing up of the matters arising under federal control has the 
right to sue a shipper for undercharges at any time it pleases 
him, notwithstanding the declaration of the law (paragraph 
3 of section 16 of the interstate commerce act) that “all actions 
at law by carriers subject to this act for recovery of their 
charges, or any part thereof, shall be begun within three years 
from the time the cause of action accrues, and not after.” 

In the petition for permission to be allowed to appear as 
a friend of the court presented by Mr. Farrell, Luther M. 
Walter, counsel for the league, made arguments in behalf of 
the contention of shippers, that the three-year limitation applied 
to the agent of the President in the same way and to the same 
degree that it would have applied to the carriers had the gov- 
ernment never taken over the railroads, such as have been set 
forth at considerable length in The Traffic World at various 
times since the raising of the question. He relied, however, 
largely on the decision of the Supreme Court in the case of the 
Missouri Pacific Railroad Co. vs Ault, 256, U. S. 554, especially 
on what Associate Justice Brandeis said in that case, and par- 
ticularly that part of the Ault case in which Justice Brandeis, 
speaking of section 10 of the federal control law said: 


The plain purpose of the above provision was to preserve 
to the general public the rights and remedies against common 
carriers which it enjoyed at the time the railroads were taken 
over by the president, except insofar as such rights or remedies 
might interfere with the needs of federal operation. The pro- 
vision applies equally to cases where suits against the carrier 
companies were pending in the courts on December 28, 1917, 
to cases where the cause of action arose before that date and 
suit against the company was filed after it; and to cases where 
both cause of action and suit had arisen or might arise during 
federal operation. The government was to operate the carriers, 
but the usual immunity of the sovereign from legal ability was 
not to prevent the enforcement of liabilities ordinarily incident 
to the operation of carriers. The situation was analogous to that 
which would exist if there were a general receivership of each 
transportation system. Operation was to be continued as there- 
tofore, with the old personnel, subject to change by executive 
order. The courts were to go on entertaining suits and entering 
judgments under existing law, but the property in the hands of 
the president for war purposes was not to be disturbed. With 
that exception, the substantial legal rights of persons having 


dealings with the carriers were not to be affected by the change 
of control. 


This purpose of Congress accomplished by providing that 
‘carriers while under federal control’ should remain subject to 
all then existing laws and liabilities, and that they might sue 
and be sued as theretofore. Here the term ‘carriers’ was used as 
it is understood in common speech—meaning the transportation 


systems, as distinguished from the corporations owning or oper- 
ating them, 


In support of the petition for permission to file, Mr. Walters 
said that in the period of federal control the members of the 
League had shipped hundreds of thousands of cars and that 
there were many claims for undercharges, each for a small 
amount but the total running into many thousands of dollars. 
He said the amount in each case was usually small and not 
sufficient to warrant the expense of a defense in each separate 
case. He said the members of the League were vitally inter- 
ested in the principal of law involved in this case, hence its de- 
sire to appear as a friend of the court to advise it as to the law 
on the point. 

The fact that the court granted the leave was taken as 
indicating that the judges had examined into the matter suffi- 
ciently to decide that the case was really one of public and 
not merely private interest, so that, if the writ of certiorari 
should be granted, it would be well for as many of those in- 
terested as could be covered by membership in the League to 
have an opportunity to be heard. 


SUPREME COURT DENIES WRIT 


In No. 347, Standard Oil Company of Indiana vs. Director- 
General, the Supreme Court denied the petition of the Director- 
General for a writ of certiorari. The Standard obtained a 
judgment for $105,620 against the Director-General in the Kent 
County Circuit Court of Michigan and the judgment was affirmed 


by the State Supreme Court. It was obtained by the oil com- 
pany for the destruction by fire of its warehouse at Grand 
Rapids, Mich., the Director-General having been held responsible 
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because the fire was alleged to have resulted from a collision 
caused by one of his locomotives. As usual, the court gave 
no reason for refusing a review. 


NAVAL STORES RATE CASE 


The Trafic World Washington Bureau 


Additional testimony in behalf of the protestants against the 
increases proposed by the carriers in their revision of the naval 
stores, I. and S. 1900, adjustment was given October 4, by Mr. 
Arthur, traffic manager for Larkin Company of Buffalo, for soap 
manufacturers; L. Richards, traffic manager for the Dalley Com- 
pany, from the point of view of the makers of shoe polishes; J. B. 
Morrow, in behalf of Pensacola interests; Mr. Willey, assistant 
traffic manager for Procter & Gamble; and E, B. Gaines, for 
Savannah and interior interests. Mr. Willey went farther than 
opposition to increases by suggesting there should be lower 
rates from the interior producing points than from the ports. 

At the close of the hearing R. C. Fulbright suggested, for 
all the protestants, the hope that the Commission would take 
affirmative action with regard to the rates under discussion and 
not merely pass on the question of whether the carriers had 
justified the rates carried in the suspended schedules. He said 
the protestants recognized the chaotic condition of rates on 
naval stores as fully as the carriers, hence the expression of 
the hope that the Commission would make a disposition of the 
matter on the broad record that had been presented and not 
merely on the technical question of justification. 

In other words, the hope was, he said, that the Commission 
would make a settlement of the rate question, regardless of the 
precise issue technically raised by the order. 

Frank W. Gwathmey, in behalf of the railroads, said he did 
not know whether the railroads had been advised that the 
protestants from the Mississippi Valley territory would ask for 
lower rates than those in effect now, in lieu of those existing 
and those proposed. The railroads also objected, on the ground 
of impracticability, to the suggestion of rates based on a mileage 
scale because rates made in that way would cause hundreds, if 
not thousands, of fourth section departures. All the carriers, 
it was said, regardless of the length of their routes, would de- 
sire to obtain some of the traffic created at a limited number 
of points. They have only a few rates now to the Ohio River 
based on mileage and none to points north of that dividing line. 
They took the position that the Commission, in lumber cases 
particularly, had approved the making of rates on the theory 
they should break on the Ohio River. Inasmuch as naval stores 
were produced in the lumber regions where the lumbering 
operations were carried on, the rates, it was suggested, should 
be made on the theory that underlay the rates on lumber. 

At the closing session, George H. Bolander, traffic manager 
for the Western Paper Makers’ Chemical Company, at Kalama- 
zoo; Mr. Tuttle, in behalf of the fly paper manufacturers; E. 
B. Gaines, in behalf of Mobile interests, and M. P. Smith, assist- 
ant traffic manager for the Edward Hines Yellow Pine Trustees, 
testified against the proposals of the carriers. 

The last mentioned witness is also the traffic man on the 
Mississippi Southern. He advocated reductions and the group- 
ing of points of origin in the making of rates to New Orleans, 
Mobile and Gulfport. The Mississippi Southern is controlled by 
the Hines interests. Mr. Gwathmey, for C. A. Drayton, under- 
took to get an expression of opinion from them as to whether 
the Mississippi Southern expected its trunk line connections, if 
the rates were reduced, to pay it as large divisions as under 
the existing rates. Mr. Fulbright objected and the witness was 
excused from answering because there was no question of divi- 
sions in the case. 


GRAIN INCREASES SUSPENDED 


In I. and S. No. 1931, the Commission has suspended from 
October 10, until February 7, schedules as published in Supple 
ment No. 8 to Chicago, Rock Island & Pacific I. C. C. No. C-11066, 
and Supplement No. 16 to Chicago, Rock Island & Pacific I. C. C. 
No. C-10970. 

The suspended schedules propose to increase the rates on 
wheat and corn, and articles taking same rates, from Oklahoma 
points on the C. R. I. & P. Ry. to Memphis, Tenn., also to Texas 
and Louisiana ports for export. 

The following statement of rates applicable to Memphis, 
Tenn., is illustrative: 


Rates in cents per 100 pounds 
On Wheat, C. L. n Corn, C. L. 

From Present Proposed Present Proposed 
pS ee 31.5 34.5 28.5 31 
Driftwood, Okla 34.5 EL 31 
Amorita, kla 35.5 s 32 

Amoria, Okla. 35.5 i 32 


GREAT NORTHERN CERTIFICATES 


The Great Northern has been authorized by the Commission 
to issue $8,625,000 of equipment trust certificates and to sell them 
at not less than 9414 per cent of par and accrued dividends 12 
connection with the procurement of equipment. 
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THE TRAFFIC WORLD 


NEW INSTITUTE STARTS WORK 


(Prepared by the National Transportation Institute.) 


The National Transportation Institute is now preparing, 
through its Research Council, to begin to issue to the public 


new information and new analyses of facts 


in the railroad 


situation. The Research Council is the organization of the 


Transportation Institute for finding facts. 
The other half of the work of the Insti- 
tute is in getting these facts before the 
public, by announcements to the news- 
papers, by magazine articles, by school 
and college lecture courses, and by serv- 
ing as a source of information for legis- 
lators and everybody desiring facts on 
transportation. 

Through the summer the National 
Transportation Institute has been getting 
ready to function. News of the organ- 
ization of the Institute was carried by 
the entire press of the country and arti- 
cles about its premliminary work have 
been published in papers all over the 
United States. News items on the vari- 
ous transportation problems the country 
must solve, interviews, statements and 
pictures, as well as reports of public 
speeches by officers of the Institute, have 
kept the public informed of the progress 
of the organization. Now comes the first 
announcement by the Research Council, 
through its director, Dr. David Friday, 
former president of Michigan Agricul- 
tural College, famous economist, edu- 
cator and author, to the effect that the 
Council is about to start reports on four 
major transportation problems—namely, 
the principles of railroad valuation, 
freight rates and prices, relation of se- 
curities to value of railroad property, and 
government control of railroads. 

While the Transportation Institute 
has no political affiliations and no in- 
terest in politics, the Research Council 
announcement states that definite find- 
ings on these major subjects will be 
ready in time for the use of members 
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It was created as a result of the recommendation of the Con- 
gressional Joint Commission of Agricultural Inquiry to meet 
the need for an independent and non-political investigating body. 

“The need for the Transportation Institute is evident in 
the chaotic condition of transportation facilities, transportation 
finance, and in the diversity of thought on the subject in the 
public mind. What the country needs and must have on the 





JAMES R. HOWARD 


of Congress in considering transportation legislation that, the 

announcement states, may be expected to be among the first 

proposals before Congress when it meets in December. 
“Impartiality and real usefulness to the people of the United 





SYDNEY ANDERSON 


States are the 
keynotes of the 
National ‘Trans- 
portation Insti- 
tute’s work,” de- 
clared James R., 
Howard, presi- 
dent of the Insti- 
tute, in a _ state- 
ment as to its 
purposes. 

“The Institute 
has not been in a 
hurry to publish 
results of re- 
search,” said Mr. 
Howard. “It is 
too large an or- 
ganization and its 
work is of too 
broad a scope to 
rush into prema- 
ture announce- 
ments. The delib- 
eration with 
which the Insti- 
tute has set about 
its work is proof 
to the public that 
the Institute was 
not organized to 
broadcast any 
certain line of ar- 
guments dictated 
in advance. 

“As has been 
repeatedly said, 
the Trans porta- 
tion Institute has 
but one client, the 
American people. 


subject is facts—facts impartially gath- 
ered, not colored by any special interest, 
not gathered and paid for by any party 
in interest, whether shipper or carrier, 
but facts obtained by an entirely dis- 
interested agency and laid without preju- 
dice before the public.” 

The Transportation Institute is com- 
posed of representatives of groups com- 
prising every important productive in- 
terest in the United States. There are 
to be 52 directors and the railroads are 
limited to four directors out of the 52. 
There is only one man active in political 
life on the list of directors of the Re- 
search Council. Thatis Sydney Anderson, 
Congressman from Minnesota, who is 
vice-chairman of the Council. He is on 
the Council as a leading agricultural 
economist. He is a lawyer, has repre- 
sented his district 12 years as a pro- 
gressive Republican, and is recognized 
as a representative of the wheat in- 
terests. 

The official announcement of the 
Transportation Institute says: 

“The board of directors, when com- 
pleted, will be composed of eight direct- 
ors at large and four each representing 
agriculture, banking and insurance, for- 
estry, labor, manufacturing, public utili- 
ties, trade, mining, highway transporta- 
tion, water transportation, and rail trans- 
portation.” 

Members of the board of directors, 
so far elected, are: James S. Alexander, 
president, National Bank of Commerce, 
New York City; William B. Baker, Asso- 
ciation of Wood Using Industries, Chi- 
cago, Ill.; O. E. Bradfute, president, 


American Farm Bureau Federation, Chicago, Ill.; William But- 
terworth, president, Deere & Company, Moline, Ill.; Wayne Dins- 
more, secretary, Horse Association of America, Chicago, IIL; 
William G. Dows, president, Cedar Rapids & Iowa City Railway, 


Cedar Rapids, 
Iowa; James R. 
Howard, presi- 
dent, Chicago, 
Tll.; Robert P. La- 
mont, . president, 
American Steel 
Foundries, Chi- 
cago, Ill.; John L. 
Lovett, general 
manager, ‘ Michi- 
gan Manufactur- 
ers’ Association, 
Detroit, Mich.; C. 
H. Markham, 
president, Illinois 
Central Railroad, 
Chicago, Ill.; Fred 
C. MacMillan 
president, Central 
Iowa Fuel Com- 
pany, Des Moines, 
Iowa; Thomas A, 
McCann, vice- 
president, Shev- 
lin-Carpenter and 
Clark (lumber in- 
terests), Minne- 
apolis, Minn.; 
Mark T. McKee, 
supreme director, 
Brotherhood of 
American  ,Yeo- 
men, Detroit, 
Mich.; Henry A. 
Palmer, editor, 
Traffic World, 
Chicago, Ill.; H. 
H. Raymond, 
president and 
general manager, 
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Clyde Steamship Company, Mallory Steamship Company, New 
York City; William M. Ritter, president, W. M. Ritter Lumber 
Company, Columbus, Ohio; Bird M, Robinson, president, Ameri- 
can Short Line Railroad Association, Washington, D. C.; W. E. 
Skinner, secretary and general manager, National Dairy Asso- 
ciation, Chicago, Ill.; Andrew Stevenson, vice-president, Inter- 
state Sand & Gravel Company, Chicago, Ill.; W. B. Storey, 
president, Atchison, Topeka & Santa Fe Railway, Chicago, II1.; 
Ralph Van Vechten, vice-president, Continental & Commercial 
National Bank, Chicago, Ill. 

C. B. Hutchings, secretary of the Institute, formerly was 
director of the division of transportation of the American Farm 
Bureau Federation. Mr. Howard was founder and first presi- 
dent of the federation. Captain John W. Gorby has recently 
joined the National Transportation Institute as director of pub- 
lic relations. Ralph E. Duncan, formerly association editor of 
Railway Review, has recently joined the Institute. 

The Research Council of the National Transportation In- 
stitute has been slow in forming, owing to the difficulty of bring- 
ing together men of the caliber required for the research staff. 
Dr. Friday has been engaged virtually the entire summer in 
preliminary organization work. Officers of the Council are: 
Edgar E. Clark, chairman, formerly chairman, Interstate Com- 
merce Commission; Sydney Anderson, vice-chairman, member 
of Congress, chairman of Congressional Joint Commission of 
Agricultural Inquiry; Dr. David Friday, director of reseach, 
economist, author, educator, formerly president, Michigan Agri- 
cultural College; Herbert S. Houston, editor and publisher, 
president, Houston Publishing Company, New York City; E. T. 
Meredith, formerly Secretary of Agriculture, publisher, “Success- 
ful Farming,” Des Moines, Iowa; John F. Stevens, railroad 
builder, head of Inter Allied Technical Commission during the 
war. 

The National Transportation Institute is incorporated in the 
state of Illinois as a non-profit-making institution. Its deter- 
mination to keep itself free from dominance by any carrying 
or shipping interest is shown in the following paragraph from 
the by-laws: 


The Institute shall not in any way become directly or indirectly 
the representative either of Transportation agencies, producers, ship- 
pers, or of any specia] group or groups. 


University lecture courses on transportation, given by rec- 
ognized authorities on economics appointed by the National 
Transportation Institute, have been arranged to start this fall 
in universities and colleges in half a dozen states. This is 
said to be only a beginning of educational work. Preparation 
of textbooks on transportation and the embodiment of trans- 
portation courses in the economics departments of schools and 
clleges throughout the country are planned. Dr. Thomas E. 
Finegan, for more than twenty years director of public instruc- 
tion in New York state and for the last four years head of 
the department of public instruction of Pennsylvania, is director 
of the education department of the Transportation Institute. 

Periodical bulletin service making public the results of the 
work of the Research Council will soon begin, it is announced. 
The Transportation Institute will make itself felt this fall in 
the extension of information on this vital subject. 


TRANSPORTATION CONFERENCE 


The Trafic World Washington Bureau 


Problems involved in obtaining the development and ex- 
pansion of railroad facilities that will be needed in the next 
ten years to enable the railroads to meet the demands of traffic 
formed the basis of discussion of the committee on govern- 
mental relations of the Transportation Conference of the Cham- 
ber of Commerce of the United States, which met last week 
to consider the final draft of its report, according to a state- 
ment issued by the Chamber after the meeting. The statement 
follows: 


The committee had before it the results of detailed investigations 
carried on during the past four months showing the probable amount 
of future traffic and the additional cars, locomotives and other facil- 
ities that will be needed to handle it. The complete report will be 
submitted to the general conference, which will consider all aspects 
of the subject of transportation. 

“The transportation problem, from the point of view of the 
government as well as of the public,’’ said George A. Post, president 
of the George A. Post Company, of New York, chairman of the 
committee, at the conclusion of the meeting, ‘‘is no longer merely 
a matter of restrictive regulation, of correcting abuses or adjusting 
rates. It is a matter of building up a system that will meet ade- 
quately the needs of a constantly growing commerce. 

“Existing transportation facilities are already hard pressed to 
maintain the flow of traffic. From a survey of the growth in the 
past, the inadequacies of the present and the need for tremendously 
increased facilities for the immediate future, it is evident that hun- 
dreds of millions must be devoted annually to railroad improve- 
ments and extensions alone if the pace of development is not to 
be checked. 

It is the duty of the people, in the maintenance and advance- 
ment of their own welfare, to so shape legislation that the railroads 
may, under honest, efficient and economical management, be assured 
of ample revenues wherewith to provide adequate facilities for the 
required transportation of persons and commodities.”’ 

The members of the committee are William D, B. Ainey, chair- 
man of the Pennsylvania Public Service Corporation; Thomas C. 
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Atkeson, Washington representative of the National Grange; O. E. 
Bradfute, president of the American Farm Bureau Federation; Roy 
D. Chapin, chairman of the board of the Hudson Motor Car Com- 
pany; W. R. Cole, president of the Nashville, Chattanooga and St. 
Louis Railway; Samuel O, Dunn, editor of the Railway Age; the Hon. 
Joseph S. Frelinghuysen; Howard Heinz, president of the H. J. Heinz 
Company, Pittsburgh; Walker D. Hines, New York; Hale Holden, 
president of the Chicago, Burlington and Quincy Railroad Company; 
Edwin T. Meredith, publisher of Successful Farming, Des Moines; 
Judge Edwin B. Parker, Umpire, Mixed Claims Commission, United 
States and Germany; L, E. Sheppard, president of the Order of Rail- 
way Conductors; Lewis B. Stillwell, New York; Samuel_M. Vauclain, 
president of the Baldwin Locomotive Works; Paul M. Warburg, In- 
ternational Acceptance Bank, New York; and Daniel Willard, presi- 
dent of the Baltimore and Ohio Railroad. 


COOLIDGE’S TRANSPORTATION VIEWS 


The Traffic World Washington Bureau 


A high spokesman for the President said, at the White 
House, October 5, that the President had reached no specific 
conclusions relative to the transportation problem as the result 
of recent conferences with visitors on that subject. The railroad 
presidents who have been in to see the President, it was said, 
apparently did not come to discuss transportation problems, but 
the President took advantage of their calls to inquire about the 
railroad situation generally. The President, it was said, has not 
reached any settled conclusions on the subject. 

Referring again to the recommendations of the United 
States Coal Commission, for regulation of the coal industry, the 
spokesman for the President said the President had assumed 
the recommendations would form a basis for legislation, but that 
he could not very well anticipate, except in a general way, what 
he would say to Congress on the subject. 


RAILWAY BUSINESS ASSOCIATION DINNER 


The Railway Business Association will hold its fifteenth 
annual dinner at the Hotel Commodore, New York, November 
8. Addresses will be made by Julius Kruttschnitt, chairman 
of the executive committee of the Southern Pacific Company, 
and James R. Howard, president of the National Transportation 
Institute. Regarding the purposes of the meeting, the invita- 
tion says: 

Restoration of the railways through a respite from legislation will 
be the subject at the annual meeting and dinner: One railroad after 
another is approaching the financial strength for requisite improve- 
ment in facilities and service. The individual railroad is progressing 
from provisions most urgent for immediate service through the cycle 
of betterments and additions installed for economy as _ well as effi- 
ciency. How the government can best maintain conditions under 
which these two lines of progress may continue; how citizens and 
their associations can best persuade the government to maintain these 
conditions: such are the problems which will be studied at the busi- 
ness sessions and dinner of the fifteenth annual meeting. 


HANDS OFF THE ACT 


The Rochester, N. Y., Chamber of Commerce has sent a 
letter to New York senators and representatives in which it 
urges them to use their influence to prevent any general modi- 
fication of the transportation act at the coming session of 
Congress. The letter states that the Chamber of Commerce 
of Rochester has been on record as opposed to any change in 
the present law since January, 1922, and has given the matter 
careful consideration. 

“Congress, by the passage of this act, went a long way 
toward a definite and constructive policy in dealing with the 
railroads,” the letter says. “To repeal important provisions 
of the act would be a decided step backward. The transporta- 
tion act has not, in our opinion, been in effect sufficient time 
to have given it a proper trial. The act was largely designed 
to aid in the rehabilitation of the railroads, so that the public 
might again be provided with adequate transportation service 
and facilities. Certain provisions were written into the act 
for the purpose of stabilizing railroad investment and credit 
so that the carriers might readily secure needed capital to 
finance improvements and extensions. Retarded railroad de- 
velopment and the needs of the country require that existing 
transportation deficiencies shall be corrected.” 

It is then pointed out that the carriers have made signifi- 
cant progress in the past year and are now handling a record 
tonnage. “To divert the railroads from their program of re- 
habilitation by radical revision of the transportation act would 
be most unwise, in that it would react upon the prosperity and 
welfare of the country,” the letter concludes. 





POMERENE BECOMES RAILROAD COUNSEL 

Atlee Pomerene, former United States senator from Ohio 
and a prominent member of the Senate interstate commerce 
committee, has filed an application with the Commission under 
paragraph 12 of section 20-a of the act, for authority to hold 
certain positions with certain carriers as a member of the law 
firm of Squire, Sanders & Dempsey of Cleveland, O. The firm 
acts as general counsel for the Wheeling & Lake Erie and 
other carriers; district counsel for the Newburgh & South 
Shore and other carriers; district solicitor for the Pennsylvania, 
and attorney for the Akron, Canton & Youngstown and the 
Cleveland & Pittsburgh, 
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ASSIGNED CAR CASE 


The Trafic World, Washington Bureau 


The Commission has reopened No. 12530, in re distribution 
among coal mines of privately owned cars and cars for railroad 
fuel, commonly called the assigned car case, and set it down 
for further hearing “upon the petitions for rehearing filed 
herein,” before Commissioner Aitchison, in Washington, Octo- 
ber 22, at 10 o’clock in the morning. At the same time it 
postponed the effective date of its order, entered June 13, from 
November 1 to December 1. The order in full, except the 
purely formal parts, is as follows: 


Upon further consideration of the record in the above-entitled 
proceeding, and of petitions for rehearing filed herein: 

It is ordered, that the order entered in this proceeding on 
June 18, 1928, which was by its terms made effective September 1, 
1928, and which was on July 25, 1923, modified so as to become 
effective on Oct. 1, 1923, and on Sept. 12, 1923, was further modi- 
fied so as to become effective Nov. 1, 1923, be, and it is hereby, 
still further modified so that it will become effective on Dec. 1, 
1923, instead of on said Nov. 1, 1923; but in all other respects the 
said order of June 13, 1923, shall remain in full force and effect. | 

And it is further ordered, that this proceeding be, and it is 
hereby, reopened for further hearing upon the petitions for re- 
hearing filed herein. j 

And it is further ordered, that this proceeding be assigned 
for hearing before Commissioner Aitchison at the offices of the 
Commission in Washington, D. C., at 10 o’clock a. m., on the 22d 
day of October, 1923. 


The order reopening the case and setting it down for hear- 
ing is not like some others. It seems to limit the hearing to 
the petition for rehearing, about twenty-five in number. Fre- 
quently, when a case is reopened, the Commission postpones 
the effective date of the order until its further order, without 
limitation as to the scope of the further hearing. 

No significance, however, is attached by those vitally in- 
terested in the assigned car case to the limitation of the hearing 
to the petitions for rehearing, nor to the fact that the Com- 
mission did not postpone the order until further notice. It 
was pointed out that the petitions for rehearing covered about 
every conceivable point in the matter and that if testimony 
was accepted on every point made in the petitions for rehearing 
there probably would not be an angle in the case not covered 
by the testimony. - The reopening order was construed by those 
who attached no significance to the limitation as meaning no 
more than “because of the petitions for rehearing” the Com- 
mission had reopened the case for further hearing on the mat- 
ters brought to its attention by the petitions for rehearing, 

It is taken for granted that the keenest kind of a case 
will be made at the further hearing by some of the best lawyers 
in the country because of the vast amount of capital involved 
in the private cars, some of which, it has been figured, will be 
forced into idleness, in times of car shortage, if the Commis- 
sion’s order is allowed to go into effect. Men who have followed 
the case do not think, for an instant, that because the Commis- 
sion has re-opened the case, there is warrant for believing a 
majority of the Commissioners has become convinced a mis- 
take was made when the report and order were made last 
summer. 

Another fact that was prominently recalled when the re- 
opening order was issued was that, measured by bulk, the new 
phase of the case relates more to the privately owned assigned 
car than to the railroad-owned assigned car, on which point 
the National Coal Association, the moving party so to speak, 
in the matter, took no position. It took no position because 
some of its members were owners of cars or the recipients of 
privately owned cars on the assigned basis. Its aim was the 
car of railroad ownership assigned to designated mines for the 
hauling of railroad fuel: The attack upon the private car was 
brought by some of its members but the association did not 
initiate or direct that attack. 

Owners of private cars, in the many petitions for rehearing, 
asserted they had not been heard, because, in the first place, the 
attack was primarily upon the assigned railroad fuel car and, 
second, because the testimony for and against the private car 
was limited and at one point Commissioner Aitchison suggested 
to one of the witnesses and attorneys that they were relating 
merely the A, B, and C, of business. 

As a matter of policy many have thought the Commission 
would give further hearing on the private car phase so as to 
have a record on that point, in the event of court litigation, 
that would impress the court as being adequate beyond any 
question of doubt. Denial of the petitions, it has been sug- 
gested, would have left the Commission in a weaker position 
than it will have, if after the further hearing, it denies the 
prayers of the petitioners and adheres to its report and order. 

In a petition for a reopening of the assigned car case, Clif- 
ford H. Browder and William D. McHugh, speaking for the 
International Harvester Company and the Wisconsin Steel Com- 
bany, its subsidiary, accused the Commission, in effect, of such a 
Manhandling of the law questions involved in that case as might 
have been expected from men unacquainted with statutes and 
the rules for their construction. They said the facts relied on 
by the Commission to show unreasonableness and unjust discrim- 
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ination did not support the finding and that even if they did the 
order issued would not correct the evils attributed to private 
cars. They contended the Commission construed the statute as 
giving it powers Congress had not conferred. They said that 
far from changing the law whereby owners of private cars had 
been entitled to their full and exclusive use during car short- 
ages and emergencies the transportation act amendments had 
actually fortified the private car owners’ rights, which, prior to 
that time were preserved by the common law, by the Constitu- 
tion, by the statute itself, and by the uniform decisions adhered 
to by the Commission for many years. 

So comprehensive is the discussion of the law that the in- 
ference is drawn that if the Commission adheres to its decision 
and order the petitioning companies will appeal to the courts 
on the grounds they set forth in their petition. It bristles with 
citations from the opinions of courts on almost every conceiv- 
able point. The petition proceeds upon the assumption that 
the Commission has no authority over private cars at any time 
except to say what allowance may be made to the owner and that 
the car service provisions relate only to cars owned by car- 
riers, or held by them by some title giving them the rights of 
owners. 

The petition brings out prominently a point which, if made 
by other private cars owners, was not so markedly stressed as 
in this petition, namely, the significance of the amendment to 
paragraph 15 to section 1, offered by Representative Howard of 
Oklahoma which was accepted by Representative Esch, now Com- 
missioner Esch, who, as chairman of the House interstate and 
foreign commerce committee, was managing the bill pending 
before the committee of the whole House, and by reason of such 
acceptance, was incorporated in the paragraph. The paragraph 
in question authorizes the Commission, in times of car shortages 
and emergencies to make just and reasonable directions with 
respect to car service “without respect to the ownership as be- 
tween carriers” of locomotives, cars and vehicles. 

The petitioners point out that the words “as between 
carriers” were.a limitation upon the so-called Esch car service 
act of 1917, which narrowed the authority instead of broadened 
the power of the Commission, because under the older statute 
Congress, in plain language, gave the Commission power to make 
reasonable directions as to car service without any limitation at 
all. They pointed out that when the bill that afterward became 
the transportation law was introduced it contained, for the first 
time, the words “without regard to ownership.” That language 
attracted the attention of Representative Howard of Oklahoma, 
many of whose constituents owned and operated private oil tank 
cars. On account of his interest in that kind of private cars. 
Mr. Howard said he wanted to make certain Congress was not 
intending to include private cars within the scope of the words 
“without regard to ownership” and that therefore he was pro- 
posing to insert the words “as between carriers” so as to show 
that Congress was talking only about railroad-owned cars and 
not about all cars. Mr. Esch accepted the amendment, and did 
not controverb the explanation. 


The petitioners contended therefore that Congress definitely 
showed it did not intend to include private cars within the scope 
of the car service provisions of the law. They said they were 
not sure whether the surplus above a car shortage quota would 
be distributed pro rata among other mines or held idle, to be 
eventually placed at or transported from the private car mines. 
They said that admitting that under paragraph 15, sub-para- 
graph (a), of section 1, the Commission might suspend all 
car service rules (whether rules of the carriers or of the law) 
applicable to private cars, yet clearly under sub-paragraph (b) 
it would have no power to promulgate emergency rules in lieu 
of the suspended ones because the powers in sub-paragraph (b) 
were clearly limited to railroad or system cars because, among 
other things, no provision was made therein or any other place 
for compensation to the owners of the private cars because 
the provision for compensation contained therein, was condi- 
tional “upon such terms of compensation as between the car- 
riers as they may agree upon.” They observed that carriers did 
not agree with one another regarding the compensation owners 
should receive for their cars. They said the user road agreed 
with the owner regarding such compensation and paid it to the 
owner, the petitioners treating mileage allowance as compensa- 
tion. They observed that carriers did not pay rental, per diem 
or anything else, one to the other for the use of private cars. 


“But it may be urged that the absence of compensation pro- 
visions applicable to private cars is not significant if the order 
herein is construed merely to restrict the use of private cars 
during a car shortage instead of prorating private cars among 
other persons” observed the petitioners. “The difficulty with this 
suggestion is that it runs counter to the language of the paragraph 
which contains no warrant to deny or restrict the use of cars. 
This paragraph authorizes the use and not the enforced disuse 
or idleness of cars. All disregard of ‘ownership as between 
carriers’ is to be duly compensated by agreement among car- 
riers, or in the event of their disagreement, to be settled by the 
Commission. If the powers in this paragraph are applicable to 
private cars, as well as to railroad cars, and the Commission has 
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the power thereunder to forbid the placement or transportation 
of private cars, it would seem the Commission must have a sim- 
ilar power as to railroad cars—a doctrine both novel and start- 
ling. Whether the cars remaining in enforced idleness are 
private or railroad cars, it is certain that a carrier benefiting by 
such idleness could not be forced to compensate or indemnify 
the owner, and yet the owner would be totally deprived of the 
use of his property without the compensation contemplated in 
paragraph (15) (b).” 

The petitioners said that whether the Commission’s order 
authorized the prorating of private cars among other persons or 
merely the restriction of the number of cars which a private 
car owner might use during an emergency car shortage, the 
owner would be deprived, effectively, of his property without 
compensation as required by the due process clause. Such a 
construction, they said, would be obnoxious to the rule requir- 
ing the construction of statutes so as to make them constitu- 
tional if that could be done. 


Continuing they said that if under sub-paragraph (b) 
the Commission had no power to publish emergency car service 
rules pertaining to private cars, then certainly it could not have 
such power under paragraphs 10 and 14 relating to ordinary car 
service rules because such a construction would impute to Con- 
gress the absurdity of granting to the Commission greater 
powers in normal times than were granted in the self-same 
statute in periods of emergency, a violation of the rule of con- 
struction that courts must assume that Congres acted intelli- 


gently and intended something other than absurdity by what 
was done. 


In addition to the things set forth, which are only some of 
the points made, the petitioners pointed out that the Commis- 
sion had asked for the abolition of private cars but that Con- 
gress had remained silent on that point while, on more than one 
occasion, as in the case of the Howard amendment, it had used 
language that indicated its intention to continue the sanctions 
for the private car, which, they said, had existed for a century, 
even to such an extent that railroads, in the early days, had to 
obtain charters to own cars and operate them. 


COAL PRODUCTION AND SHIPMENT 


“Resumption of mining in the anthracite region has caused 
a slight reaction in the production of bituminous coal,” the Geo- 


logical Survey said in its current coal report which in part 
follows: 


Increased demand in anticipation of a stoppage of anthracite had 
carried production of soft coal to 11,737,000 tons in the last week of 
August. In the week of September 29 it declined to 11,308,000 tons, a 
decrease of 429,000 tons. 

The downward tendency has continued into the week (October 1-6). 
Preliminary telegraphic reports for Monday, Tuesday and Wednesday 
indicate that the output for the week will hardly reach 11,000,000 tons 
and may fall as low as 10,700,000 tons. 

Anthracite miners continued to return to work during the early 
days of the week ended September 29, and apparently a full force had 
reported by the middle of the week. Records of loadings show that 
5,402 cars were loaded on Monday and that there was an increase on 
each day, with a maximum of 6,484 cars on Saturday. On the basis 
of the total loadings the total output is estimated at 2,025,000 net tons, 
including mine fuel, local sales and the output from dredges and 
washeries. 

Returns for the first three days of the present week show that 
loadings were heavier than on the corresponding days of the week 
preceding. They were considerably less, however, than in the weeks 
just prior to the strike. Should loadings increase during the remainder 
of the week it seems likely that the total output will be again in the 
neighborhood of 2,000,000 tons. 

Resumption of anthracite shipments was responsible for an in- 
crease of 1,894 cars in the quantity of all coal to eastern New York 
and New England during the week ended September 29. Reports to 
the American Railway Association show that a total of 6.049 cars was 
forwarded, of which 2,203 cars were anthracite and 3,846 cars were 
bituminous coal. In the corresponding week of 1922, 2,167 and 3,669 
ears, respectively, were forwarded. Then, as now, the anthracite 
mines had not fully recovered from the effects of a miners’ strike. 

Shipments of soft coal from Hampton Roads improved somewhat 
in the week ended September 29. The total quantity dumped over the 
piers at that port totaled 326,842 net tons, against 278,692 tons in the 
week preceding. The principal increase occurred in shipments to New 
England, with smaller gains in shipments for all other destinations. 

The movement of bituminous coal from the lower Lake Erie ports 
declined slightly during the last week of September. According to 
reports received from the Ore and Coal Exchange, a total of 836,790 
tons was dumped, against 878,058 tons in the previous week. Of the 


= ‘alae 786,782 tons were cargo coal and 50,008 tons were ves- 
sel fuel. 


Dumpings of cargo coal have declined perceptibly during the past 
month, even though about two months of open navigation still remain. 
This is not surprising, however, in view of the total quantity that 


has been shipped up the lakes. On September 30 the total quantity 
of cargo coal shipped during the present season stood at 22,061,001 
tons, which was 128 per cent more than in 1922, and one per cent ahead 
of 1918, in which year the maximum lake shipments occurred. Ship- 
ments thus far during the present season exceeded those during the 
entire season of 1919 by 347,660 tons, and are but 347,354 tons behind 
shipments in the season of 1920. 

Anthracite shipments destined for upper lake ports were resumed 
promptly with the reopening of the anthracite mines after the strike. 
A total of 33,757 tons was dumped at Buffalo during the week ended 
September 30, bringing the total for the year to 2,168,576 tons. There 
were no dumpings at Erie, however, and the total dumped this year 
at that port remained stationary at 240,393 tons. 


Copies of the current DAILY TRAFFIC WORLD 
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ANTHRACITE INQUIRY, 1923 


The Trafic World Washington Bureau 


In re-opening No. 15006, the anthracite inquiry, initiated at 
the suggestion of the United States Coal Commission, the Com- 
mission formally indicated its opinion that the record, made in 
the two day hearing at Pittsburgh, September 24 and the fol- 
lowing day, should be made larger, and more pointed, if possible. 
Attorney-Examiner Disque treated the case by the rules observed 
in formal complaint cases. When no other persons desired to be 
heard he closed the record and set days for briefs. Inasmuch 
as no one present desired to argue the case he made no plans 
for arguments except by means of brief. 

Commissioner McChord, to whom the case was assigned by 
his colleagues, could not get back from his European trip in 
time to attend the hearing in Pittsburgh or make any plans in 
respect thereto. When he got back he suggested the re-opening 
with a view to making a more comprehensive record, if possible. 
He had charge of the big formal case pertaning to hard coal 
rates, docket No. 4914, in which the present rates, in- 
creased or decreased as the railroads claimed at the Pittsburgh 
hearing by the general rate revisions, were prescribed. 

Although not announced, it is probable that an effort will be 
made before the record is closed to bridge the gap between that 
old case and the present one. John J. Hickey, the examiner in 
charge of the older case, is still a member of the Commission’s 
staff and it is regarded as not improbable that, for the purpose 
of this case, he will be transferred from the division of inquiry 
to the division of formal docket cases, so that the benefit of his 
experience in the older case may be utilized in bringing the 
record to date. The hearing at Pittsburgh was as far as the 
matter could be taken at that time, beeause, broadly speaking, 
there was no one present at that hearing to present the views 
or facts within the command of the coal commission, the moving 
party. Whether that now defunct body can be galvanized into 
a semblance of life sufficient to appear before the Commission 
in the guise of a prosecuting witness, is a question. Inasmuch 
as it was that body which suggested the inquiry, on the theory 
that possibly rates might be reduced, the custom of tribunals of 
all kinds would suggest that it present facts upon which it based 
the suggestion or judgment. 


However, the Commission is primarily responsible for the 
conduct of the case because, by initiating the proceeding, it made 
the suggestion it would use its power to create a record upon 
which it could base some kind of an answer to the coal com- 
mission’s suggestion. Therefore it is believed the order re-open- 
ing the case may be taken as indicating that, nothwithstanding 
the contention of the railroads that their rates are founded on 
the prescriptions of the Commission itself, the Commission is of 
the opinion the question whether the decision made in 1914 is to 
stand for the future, without modification. By bringing the 
record down to date the Commission will have before it the facts 
upon which the coal commission may have relied as warranting 
its suggestion for a new inquiry into rates and determine whether 
the facts the coal commission had were of weight warranting a 
revision of the rates. 

The Commission has set hearings in No. 15006, its inquiry 
into anthracite rates, for the latter part of October and the first 
half of November, to be held by Chief Examiner Ulysses But- 
ler. The announcement may be regarded as a_ broadcast 
invitation for all interested to come forward with such facts 
as they may have to prove that the rate structure, built on 
the Commission’s decision in docket No. 4914, by the lapse of 
time, has ceased to be in conformity with the requirements 
of the law that rates shall be just, reasonable, non-discrimi- 
natory, non-prejudicial and non-preferential. The hearings will 
be in the nature of a fishing expedition because it is well under- 
stood that neither the United States Coal Commission nor the 
regulating Commission had any pointed facts, at the time the 
former suggested and the latter agreed to conduct the inquiry, 
tending to show that the rates had become so unlike rates 
on other commodities as to suggest they were patently out of 
line. If there is something wrong, those who know the facts 
are expected to tell the Commission what they know. The 
Commission’s invitation to tell is as follows: 


On July 10, last, pursuant to a recommendation by _ the 
United States Coal Commission, the Interstate Commerce Com- 
mission instituted an investigation of the rates, charges, classi- 
fications. regulations and practices of railroads applicable to the 
transportation of anthracite coal from Pennsylvania to points in 
the United States and Canada. 

A hearing was had at Pittsburgh. Further hearings will be 
had at Augusta, Me., October 29; Montpelier, Vt., on October 31; 
Biston, Mass., on November 2; Albany, N. Y., on November 5; 
Rochester, N. Y., on November 7; New York City on November 
9, and Philadelphia, Pa., on November 13. The hearings will be 
held in the United States Court rooms in these cities, except that 
the Albany hearing will be held in the Public Service Commis- 
sion’s rooms, the New York City hearing will be held in_ the 
rooms of the Merchants Association in the Woolworth Building, 
and the Philadelphia hearing will be held in the rooms of the 
Chamber of Commerce. 

The purpise of these hearings is to afford all interested par- 
ties full opportunity to appear and present their grievances, and 
to submit concrete suggestions as to the action they believe the 
Commission can and should take to afford them relief. The 
Commission cannot gain accurate information of the grievances 
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of shippers and consumers unless they appear at the hearings 
and fully inform the Commission. 

There appears to be a general feeling among the users of 
anthracite coal that the prices are too high. If this is the fact, 
the Commission desires to be informed how and to what extent, 


if at all, the rates and practices of the anthracite carrying roads 
contribute to this result. 


The hearings will be open for the receipt of any evidence 
bearing upon the general subject covered by the Commission’s 
order for the investigation. Equal opportunity, of course, will 
be afforded the carriers to submit such direct or rebuttal evi- 
dence as they may have. 


Replying to a question relative to the Commission’s investi- 
gation of rates on anthracite, a high spokesman for President 
Coolidge said at the White House late October 5 that the Presi- 
dent was not informed as to the details of that matter. The 
question referred to the fact that no representatives of consum- 
ers of anthracite appeared at the hearing. It was said that the 


President regarded the Commission as representing the public 
interest. 


TO REOPEN COAL MINE CASE 


The Commission, on petition of the Pocahontas Fuel Com- 
pany, has reopened Finance Docket 20812, application of the 
Virginian for permission to extend its line so as to develop the 
fuel company’s coal land. Further hearing on the carrier’s ap- 
plication is to be had at Washington, October 19, before Director 
Mahaffie. Extension was denied on the ground there was no 
need for more coal mines, 


SHIP LINES DEFER RATE INCREASE 


The Trafic World New York Bureau 

Pending negotiations with the U. S. Navigation Company 
agents for the Reardon Smith Line, for joining the United King- 
dom Conference, the latter has extended existing rates from 
December 31 to January 31. Officials of the conference lines 
said this was done for the protection of shippers in making 
future contracts and was not intended to prejudice any other 
plans under consideration. 

There is a strong sentiment among the steamship lines for 
an increase in rates, which are said to be at least twenty-five 
per cent below the cost of operation. It is expected that, if the 
Reardon Smith company joints the agreement, an advance will 
be made effective after January, 1924. 

The first proposal made by the Reardon Smith Line, it is 
understood, was for a differential in rates and for a trial agree- 
ment to last for three months. This was rejected and the com- 
pany was told that it would be admitted only on a basis of 
complete equality with the other lines. 

W. J. Love, vice-president of the Emergency Fleet Corpora- 
tion, was asked what attitude has been taken by the Shipping 
Board and other members of the conference. He said: 

“The conference at all times is prepared to admit any line 
on the same terms and conditions as any other member, but 
there will be no special conditions or agreements,” 

Officials of the U. S. Navigation Company said they had not 
received the letter from the conference and could make no state- 
ment at present. 


STARS AND STRIPES AT SUEZ 


American ships passing through the Canal in the first half 
of the current year numbered 61, as against 46 during the same 
period last year, Consul Coert Du Bois reports to the Department 
of Commerce. Of the former’ 27 were eastbound and 34 west- 
bound, and of the latter 17 were eastbound and 29 westbound. 

In number and tonnage of ships, cargo tonnage and total 
receipts, traffic through the Suez Canal during the first half of 
1923 showed a decided gain over 1922. The total number of tran- 
sits during the first half of last year was 2,130, slightly less than 
half the total number for the entire year. Up to July 1, 1923, 
2,336 vessels passed through the canal, and, if the same propor- 
tion holds, the total for the year should reach 5,000 vessels, 
against 4,365 in 1922. 

The net tonnage of vessels passing through the canal was 
11,489,000 in the first six months of 1923, compared with 10,087 
in the same period of 1922. 


INCREASE IN HONGKONG SHIPPING 


The total amount of shipping entering and clearing the port 
of Hongkong during the first half of 1923 showed an increase 
over that for the last half of 1922, according to a report to the 
Department of Commerce by Consul General W. H. Gale. Ves- 
sels arriving during the first six months of the current year— 
exclusive of Chinese junks—totaled 5,386, aggregating 8,245,767 
net tons, compared with 5,016 of 7,349,157 tons for the preceding 
SIX months, an increase of 896,610 tons, or about 12 per cent. 
Tonnage of cargoes handled is reported to have increased pro- 
bortionately. The number of American ships entering and clear- 
ing was 143, compared with 133 in the first half of 1922. The 
imcrease in American tonnage was 129,136. 
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FARLEY CONFERS WITH COOLIDGE 


The Trafic World, Washington Bureau 


After a conference with the President October 8, Chairman 
Farley, of the Shipping Board, said he had gone over the board’s 
balance sheet and various other problems with the President. 
He said he outlined to the President the steps the board had 
under way as to future operations of the fleet and the board’s 
effort to effect economies and to eliminate duplication of ser- 
vices. 

Chairman Farley said he would not say that he outlined a 
“plan” to the President, but that modification of the present sys- 
tem of operation of the fleet was discussed. He indicated that 
the board was dealing with the problem by services rather than 
with the operation of the fleet as a whole. While he said the 
board was working on consolidation of services, he asserted 
that no consolidations had yet been made, adding that when 
they were made he would announce them. 

Asked as to reports from New York to the effect that the 
board contemplated making a change in the management of the 
United States Lines and that either W. J. Love, vice-president, 
or T. H. Rosebottom, in charge of operations, might leave the 
United States Lines, the chairman indicated that there was 
nothing to such reports. He said the board was not contem- 
plating any change with respect to Love or Rosebottom. 

“There is nothing that would warrant a discussion on my 
part of the merits of either man” said he, 

It was indicated that the board still had hope of selling 
the vessels operating out of Pacific coast ports and that, there- 
fore, the question of consolidating services out of those ports 
would not have to be taken up. It was also pointed out that 
there was no duplication of services out of Pacific coast ports 
as out of Atlantic and Gulf ports. 

President Coolidge, it was said at the White House, October 
9, has been advised that the Shipping Board has under contem- 
plation the disposal of some of its lines and that, if the lines are 
disposed of, there will be a reduction in expenses. 

The President, it was said, knew of no developments with 
respect to the effect of the Attorney-General’s opinion on the 
ship subsidiary corporation plan on the present managing agency 
agreements under which the board operates the govenment fleet. 
After the opinion was made public, Chairman Farley appeared 
to be inclined to the belief that the opinion also made illegal 
the present agreements. — 

The spokesman for the President said if any of the present 
agreements were in violation of the law, the board would make 
necessary changes. The President, it was said, however, did 
not regard the matter as one of great importance, 


In reply to an inquiry as to the status of the managing 
agency agreements, under which the Shipping Board operates 
the government fleet, in view of the Attorney-General’s opinion 
holding illegal the ship subsidiary corporation plan. Chairman 
Farley said he felt the agreements were quite a matter for con- 
cern on the part of the men who were spending the money such 
as the managing operators. He said if they were satisfied to 
go along that line, he did not think it necessary for the board 
to worry. He said the comptroller-general might not agree that 
the board had authority to permit the operators to spend appro- 
priated money for the operation of the fleet. 


The first of the conferences with operators for the purpose 
of considering consolidation of services and other ways of effect- 
ing economies in operation was held this week by W. B. Keene, 
vice-president in charge of traffic; Joseph S. Sheedy, vice-presi- 
dent in charge of operations, and Sidney Henry, vice-president 
in charge of finance, with representatives of the five United 
Kingdom operators of the board. Moore & McCormack was 
represented by E. J. McCormack; J. H. Winchester, by J. B. 
Small, former president of the Emergency Fleet Corporation; 
W. A. Blake & Co., by W. A. Blake; Baltimore Steamship Com- 
pany by W. H. Stayton, and the Export Transportation Company 
by J. E. Andrews. Officials declined to discuss the conference. 
Chairman Farley said similar conferences would be held with 
other operators but he did not know who would be called in 
next. 

Referring to the “535” combination passenger-cargo vessels 
operating out of the Pacific coast, Chairman Farley said the 
board regarded $1,500,000 a fair price for each of the ships, 
although that the price might be half a million dollars more or 


less, according to the service in which the vessels would be 
operated. 


BOARD AWARDS OIL CONTRACT 


Chairman Farley of the Shipping Board has announced 
that, as the result of competitive bids opened October 1 for 
furnishing 1,065,000 barrels, per month of fuel oil to the Ship- 
ping Board for the calendar year 1924, the contract has been 
awarded to the standard Oil Company of New Jersey. The 
Standard’s bid per barrel was as follows: $1.39 terminal at 
New York, Philadelphia, Baltimore and Norfolk; $1.29 at 
Charleston, Savannah and Jacksonville; $1.19 at Tampa; $1.14% 
at New Orleans, Port Arthur and Galveston-Houston. 
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BOARD SHOWS FINANCIAL STATUS 


The Trafic World Washington Bureau 


Edward P. Farley, chairman of the Shipping Board, has given 
out the asset and liability statement of the board as of June 30, 
1923. 

“In making public for the first time a complete statement of 
the assets and liabilities of the Shipping Board and Emergency 
Fleet Corporation, the chairman calls attention to the fact that 
the accounts of the board have been placed as nearly as possible 
on a strictly commercial basis and that there have been elimi- 
nated from the assets all fictitious values resulting from exces- 
sive costs of building the board’s fleet,” a statement issued by the 
board said, 

“The fleet remaining in the board’s hands is carried at ap- 
proximately $230,000,000, which figure has been arrived at by a 
most careful survey recently conducted covering a detailed 
inspection of every vessel owned by the board. This figure, 
of course, bears no relation to the large sums spent in the fleet’s 
construction, but represents fairly the present day world market 
value of the fleet based, not only on the types and characteris- 
tics of the vessels, but also upon consideration of their physical 
valuation. It will be noted that a ‘Reserve for Fleet Liquida- 
tion including Expenses of Liquidation, Allowances on Restricted 
Service Sales, and for Total Loss Risk of Vessels in Laidup 
Fleet’ has been set up amounting to $60,000,000. 

“It takes but a glance at the accounts and notes receivable 
to see the very large amount of offsets that represent disputed 
items and doubtful or uncollectible accounts which are perhaps 
a fair measure of the liquidating problems still before the board. 


“The net amount of these items is abnormally small as com- 
pared with the gross and it will be one of the major problems 
of the board for some time to come to expedite the settlement 
of these old accounts, most of them inheritances from the war 
activities of the board. In this statement, there is also included 
an estimate of the claims both for and against the board. These 
figures do not represent either the gross or net amount in either 
case, but an estimate of the probable amounts at which final 
settlement can be made which in many cases must be the result 
of court action.” 

The statement follows: 


ASSETS 
$ 69,706,467.63 
Less amount in excess of liabilities to 
be covered into U. S. Treasury.... 37,560,260.52 


Insurance fund cash 

Unrequisitioned claims appropriation.$ 17,762,416.23 

Restricted cash available for settle- 
ment of claims 501,323.12 

$ 18,263,739.35 

Less amount in excess of reserve to 


be covered into U. S. Treasury.. 11,745,815.10 


Net amount restricted for 
ment of claims 
Unexpended appropriations 

Less amount to be covered into U. § 
Treasury 


settle- 


6,517,924.25 
314,798.43 


129,237.09 


185,561.34 

Construction Loan Fund 50,000,000.00 

Accounts receivable 

Less: Payable offsets.$25,9 

Less: Claim offsets ... 39,1 

Less: Reserve for 
doubtful or uncollect- 
able accounts 


122,884,147.49 


47,001,147.44 


112,116,220.31 





10,767,927.18 
Accounts receivable of 


managing agents (at 
estimated realizable 
value) 
Notes receivable 
Less: Payable offsets.. 
Less: Claim offsets 
Less: Reserve for 
doubtful or uncol- 
lectible notes 


4,941,880.72 
26,186.302.02 


19,599,732.18 





6,586,569.84 
11,575,811.48 


4,051,305.96 
2,663,595.07 


Operating supplies . 

Surplus material for 
sale 

Land structures and 
equipment for sale.. 

Mortgages receivable 
and securities 

Less: Payable 
sets 

Less: Reserve for es- 
mated value 


390,000.00 


6,046,685.05 6,436,685.05 





Accounts and notes re- 
ceivable for ship 
sales 


: 74,101,254.41 
4eSs: 


Payable offsets. 

Less: Claim offsets... 

Less: Reserve for un- 
collectible accounts 
and notes 


3,494,396.81 
106,246.04 


58,716,257.17  62,316,900.02 


11,784,354.39 
Real estate and equip- 
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ment used in opera- 
tion 

Estimated recoverable 
value of claims in 
favor of the U.S.S.B. 

Fleet (at appraised 
value) 

Uncompleted voyage, 
prepaid accounts and 
commitment charges 


4,533,966.11 


5,279,860.44 
229,929,758.08 


9,106,083.60 


$399,919,781.43 
LIABILITIES 
Accounts and vouchers payable and 
unclaimed wages 


$10,309,738.14 
Less: Receivable offsets 


3,360,761.36 


$ 6,948,976.78 

Accounts managing 
agents sais 10,061,247.34 
Accounts payable for charter hire o 
requisitioned and chartered vessels. 22,624,854.54 
Less: Receivable offsets 20,599,038.81 


payable of 


Deposits to be refunded or applied as 
partial payments on sales or other 
contracts not consummated 


687,805.64 
Less: Receivable offsets 


72,070.09 


Suspense credits (representing re- 
ceipts to be applied as revenue or 
as partial payment for ships, de- 
pending on legal decision or ex- 
ercise of purchase option) 


7,181,999.11 
Less: Receivable offsets 


6,025,778.65 


1,156, 220.46 
Mortgage bonds payable 


1,500,000.00 
Less: Receivable offsets 


390,000.00 
1,110,000.00 
10,228,211.25 


$ 32,146,207.1 
8,850,449.90 
6,517,924.25 


L7 Commitments 


Total liabilities as above 
L8 Reserve for insurance claims and losses 
Lg Reserve for claim settlements 


Total liabilities 47,514,581.26 

Reserve for fleet liquidation, including expenses of 

liquidation, allowances on restricted service sales, 
and for total loss risk of vessels in laid-up fleet 


60,000,000.00 
Net worth at June 30, 1923 


292,405,200.17 
$399,919,781.43 


The Trafic World, Washington Bureau 


“Inspectors of customs may accept passes or free trans- 
portation for interstate and intrastate travel, while other cus- 
toms officers may accept passes or free transportation for 
intrastate travel only,” says Assistant Secretary of the Treasury 
Moss in a treasury decision amending Article 1185 of the Cus- 
toms Regulations of 1915. “The use of such passes or free 
transportation shall be limited to traveling on official business 
in the interest of the transportation company or for the purpose 
of examining baggage and similar routine duties. Requests for 
free transportation may be issued only by the collector or 
assistant collector. Such requests shall state specifically the 
name of the customs officer, the particular customs matter that 
necessitates the use of the transportation and the points be- 
tween which transportation is desired.” 

Under the original regulation customs officers other than 
inspectors of customs were prohibited from accepting passes 
or free transportation. The amendment provides that other 


customs officers may accept passes or free transportation for 
intrastate travel. 


SHIPBUILDING AT LOW LEVEL 


The Trafic World New York Bureau 


Shipbuilding throughout the world in the three months 
ended October 1, reached the lowest levels since 1914 and was 
below the totals recorded in that year, according to a state- 
ment this week from Lloyd’s Register of Shipping. The United 
States, which held first place in the latter years of the war, 
has now dropped to sixth position, following Great Britain, 
Germany, Italy, France and Holland. No end of the depression 
is in sight, it is reported, as new orders are not keeping pace 
with work completed. 

World construction at the close of third quarter represented 
a. decline of more than 165,000 gross tons compared with the 
second quarter. The following table in gross tons gives a com- 
parison of construction orders now and three months ago: 


Oct.1 
99,383 


July 1 
1,337,759 
, 133.660 
1,007,119 1,072,437 


2,377,697 2,543,856 


If only construction on which work is actually proceeding 15 
counted, says Lloyd’s Register, the present aggregate is 229, 
000 tons less than three months ago. Contracts on which work 
has been suspended in Great Britain and Ireland now represent 
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242,000 tons, against 83,000 tons in other countries. The revised 
figures, accordingly, are shown as follows: 


October 1 July 1 
Great. Britain ang Ireland... .. <0 sae0.ces «es 00 1,029,195 1,207,759 
CU PR bao Seavecsier yo Bbc eS ea ee Me Re ee 1,023,502 1,074,097 
WH Ns Gasca reside pe sete als Ges kwweat 2,052,697 2,281,856 


While the actual work in British shipyards has decreased 
more than 175,000 tons since July 1, that in all other countries 
taken together has fallen off only 50,000 tons. As a result, 
British plants, which three months ago were constructing 133,000 
tons more than all the rest of the world combined, are now 
building only about 5,000 tons more. 

That new work begun is not keeping up with the volume of 
shipping being pushed toward completion is indicated by the re- 
turns, which show that in the last quarter the world launchings 
represented 81,000 gross tons more than the total begun. There 
is also shown a decrease of more than 100,000 gross tons in the 
volume of new work as compared with that in the previous 
quarter, as indicated in the following table, the figures shown 
representing gross tons: 





Tir 460) (238,638 
Great Britain and Treland. ......csscccceccsees 11%, j 

CRRGE COMMITEE 6 66 sci cis ais ewa ts Heeeswwes 100,772 75,737 
NI NE a siren saao) wena Scshaiaee ng lal rele eel steal aimee 212,232x 314,375 


xGermany excluded—figures not available. 


In comparison with the decline of 127,000 tons in the work 
begun in British yards, other countries showed an increase of 
25,000 tons, even with the new German construction excluded. 

The comparisons of launchings for the two periods also 
show sharp decreases in the last three months. British yards 
show a decline of 175,000 tons, as against 101,000 tons for the 
rest of the world, as indicated by the following table, in gross 
tons: 


ark tt ere R eT 
Great, Britain O26 TPeland « o66.sic.ccincsicccweacess 62,97 ‘ 

CIE CORIO oo cinic co a Ss 10s nae s wince sie e eoees 231,044 332,291 
WE TR ohh 5s. CONS ES Re SENT SS See 294,023 570,412 


Almost without exception the various countries are building 
less tonnage now than before the war. Italy has more than 
doubled its pre-war figure, and the British Dominions show a 
very small increase, all the others named above registering de- 
clines, as the following table, for the quarter just ended and the 
last quarter before the war, shows, in gross tons: 


Oct.1,1923 June30, 1914 


Great Britain and Ireland... .....0 6c cccescce 1,271,195 1,722,000 
Germany (with Danzig).........cccccvcces 345,985 547,000 
MAE 255... cic culate nies ne ty inniewn Giles walemes 145,423 69,000 
MN ohare ar ois enircBtahe tac aler ni sh oteeotle sacs xeketnoas a Larelial 142,660 227,000 
II 5. 00 Corso a ionog os wre ple O) orescal ere orate tarinl ney ares 104.491 116,000 
ee ee ee ee 99,383 148,000 
NI, ay osist nr > Seed ooo Lal giao wince: Btel ein din  Panetbleis ec oeis 78,012 92,000 
TivtEleth. SIGUE: io oie. 50 caisictncicisia sins ew Were 38,445 37,000 


Britain and Germany have regained their pre-war ranking, 
but the United States has fallen from fourth to sixth place, its 
former rank now being held by France. 

The total world tonnage under construction just before the 
outbreak of the war, Lloyd’s Register points out, was 3,162,890 
gross tons, the present aggregate representing a decline of 
about 800,000 tons. 


SHIPS SCARCE AT HIGHER RATES 
The Trafic World New York Bureau 


Further strength in the ship charter market, with a scarcity 
of tonnage and reluctance on the part of owners to make fixtures 
except at higher rates were the outstanding features of the 
developments last week. Following the extreme depression of 
the summer, ship owners have become so optimistic on the imme- 
diate future that they are holding their vessels at figures which 
shippers hesitate to meet. 

Additional increases in rates on both grain and coal were 
registered. The volume of fixtures showed a moderate advance. 
Business would undoubtedly have been more brisk except for 
the absence of prompt vessels. The firmness of the tramp 
steamer market also had an effect on berth shipments. Rates 
on regular liners showed gains. Advances were noted on grain 
to Amsterdam, Antwerp, French Atlantic and Mediterranean 
ports, Hamburg and Helsingfors, Liverpool and London, Man- 
chester, Naples and Rotterdam, averaging one to two cents for 
100 pounds in each instance over previous figures. Flour rates 
moved up in sympathy. . ; 

Few fixtures were reported for October loading, with prompt 
boats unavailable. More tonnage was offered for November but 
at top prices. 

In the grain market, a steady demand was noted for St. 
Lawrence loading and from Atlantic ports to Sweden, Denmark, 
Continent, and Mediterranean for both October and November 
shipments. Several cargoes were offered also for December 
loading from Atlantic ports, Fixtures were made at advances 
of one-half to two cents for 100 pounds over previous charters. 
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In the coal market only a few charters were reported. Ship- 
pers were in a position to offer shipments but were generally 
reluctant to follow the rapid advances in rates demanded by the 
ship owners. It is probable that this business will crystallize 
within the next few days. Several West Indies charters con- 
stituted the entire activity of the week. French Atlantic orders 
were available for October loading at $2.00 to $2.10 a ton, and 
Italian shipments were offered at $3.00 to $3.10 a ton, Several 
inquiries were reported for Rio, according to Funch, Edye & Co., 
at $3.50 to $3.90 a ton, and to the River Plate at $3.85 to $4.00 
a ton. Ship owners, however, were holding out for 25 to 50 
above these offers, with the result that no business was closed. 

A number of charters for lumber cargoes from the Pacific 
Coast to Japan were reported, Further activity is expected. 
The Japanese Govenment has placed an inquiry for 260,000,000 
feet of lumber through the U. S. Department of Commerce for 
the next six months, and it is estimated that ordinary commercial 
requirements will run around 100,000,000 feet. 

A development of unusual interest in the West Indies time 
charter market was the information that the Shipping Board is 
negotiating for the fixture of around 100 vessels for the move- 
ment of the sugar crop which begins early in the year. 


REVISION OF MARINE LAWS 


The Trafic World New York Bureau 


President Alfred Gilbert Smith of the American Steamship 
Owners’ Association has completed the selection of a special 
committee of ship managers and operators to prepare a revision 
of the navigation laws and rules of the United States, including 
the La Follette seamen’s act and the laws and rules of the 
steamboat inspection service. This committee from the ship 
owners’ association will seek the active co-operation of the 
Department of Commerce and the Shipping Board. 

The committee as selected by President Smith is as follows: 
Captain Eugene E. O’Donnell, Manager of the Marine Depart- 
ment of C. H. Sprague & Son, of Boston, Chairman; J. D. Tom- 
linson, Vice-President of the American-Hawaiian Steamship Com- 
pany; David T. Warden, Manager of the Marine Department 
of the Tide Water Oil Company; .A. J. McCarthy, Manager of 
the American Flag Steamers of the International Mercantile 
Marine Company, and Robert F. Hand, Assistant Manager of 
7 Marine Department of the Standard Oil Company of New 

ersey. 

Captain O’Donnell, chairman of the committee, besides being 
an operator of ships in the overseas and coastwise trade, has 
been a master of passenger and cargo steamers, and for several 
years was the supervising inspector of the steamboat inspection 
service at Boston. The other members of the committee have 
had large experience in the actual operation of important fleets 
under the American flag. Captain O’Donnell, Mr, Warden, and 
Mr. Hand were among those who participated in the inquiry 
of the special committee created several years ago by the Ship- 
ping Board to make a study of the navigation laws and rules. 
This former committee included representatives of the sea- 
going officers and men, and was headed by P. A. S. Franklin, 
president of the International Mercantile Marine Company. Its 
work will be a foundation for the present inquiry. The purpose 
is to have definite recommendations in hand in time for con- 
sideration at the coming session of Congress. 


MENUS IN FRENCH 


The Trafic World Washington Bureau 


Chairman Farley, of the Shipping Board, made public Octo- 
ber 10, his reply to a letter from Representative Britten, of Illi- 
nois, criticizing the board for having the menus of the Ritz- 
Carlton restaurant on the Leviathan printed in French. The 
chairman said the restaurant was added to give the boat dis- 
tinction and that such features had an additional advertising 
value. He said the fact that the waiters found it impossible 
to translate the menu was unpardonable and that he would 
endeavor to have that matter corrected at once. He pointed out 
that the menus in the dining room were printed in English and 
that the Ritz-Carlton restaurant was a feature that patrons of 
the boat could elect to patronize. He said he believed it would 
be a mistake to alter the existing arrangement. 


SHIPPING BOARD AFFAIRS 


The Trafic World, Washington Bureau 


Chairman Farley said, October 10, that the board had de- 
voted the day to going over with department heads the ques- 
tion of effecting economies. Vice-President Love and T. H. 
Rossbottom, of the United States Lines, discussed affairs of the 
lines and the New York office of the board with the chairman. 

The chairman said the gross receipts for the fourth round 
trip of the Leviathan amounted to $440,406.48. He said the 
board had not discussed the proposal to ask Congress for an 
appropriation to build two new sister ships to the Leviathan. 
Former Chairman Lasker was an advocate of the construction 
of such vessels and the idea was said to have had the approval 
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of Representative Madden and Senator Smoot at the time they 
went to Europe on the Leviathan. 

P, A. S. Franklin, president of the International Mercantile 
Marine, discussed questions relating to freight and passenger 
traffic with Chairman Farley and other members of the board, 
but the details of the discussion were not disclosed. It was 
indicated that the board would consider Mr. Franklin’s pro- 
posals. It was stated that the matter had nothing to do with 
the purchase of ships. 


OBSOLETE SHIPS FOR SALE 


The Shipping Board will offer for sale at auction, ten obso- 
lete and damaged vessels October 29 and offers will be received 
from bidders of any nationality. The vessels are the Burnside, 
3,500 d. w. t., built 1882; Yucca, 4,360 d. w. t., built 1903; Wyan- 
dotte, 5,700 d. w. t., built 1894; Wachusett, 6,160 d. w. t., built 
1896; Freedom, 6,440 d. w. t., built 1894; Ascutney, 6,450 d. w. t., 
built 1896; Neuse, 6,890 d. w. t., built 1900; Armenia, 6,982 d. w. 
t., built 1896; Amphion, 8,970 d. w. t., built 1899; and Zaca, 
9,248 d. w. t., built 1918. The Burnside is at Seattle, the Wyan- 
dotte, Neuse and Armenia are at Norfolk and the rest are at 
New York. Any sales to aliens will be on the condition that 
the vessels be dismantled and scrapped. 


TO FORM ADVISORY COMMITTEE 


The Trafic World New York Bureau 


The American Merchant Marine Joint Committee, composed 
of representatives of shipowners, operators and builders, will 
be revived within the next few weeks, but will confine its 
activities to study and advice on measures originating in Con- 
gress rather than to initiation of a plan of its own for legisla- 
tion, according to officials of local shipping concerns. 


Inquiry this week among officials identified with the com- 
mittee last year brought out the information that the organiza- 
tion will be restored, but probably in a more compact form to 
get quicker action. While the shipping men have their own 
ideas as to the most desirable kind of legislation, they believe 
the issue is certain to arise in Congress shortly after it assem- 
bles on December 2, and that their own position will be strength- 
ened by holding themselves in the capacity of an advisory body 
rather than lobbyists seeking favors. 


Statements made by various members of the House and. 


Senate in the last few months indicate that a number of bills 
on marine affairs will be introduced. These will be referred 
to the proper committees, which will hold hearings and invite 
steamship men as well as representatives of other industries 
to testify. 


With the convening of Congress less than two months away, 
it is probable that steps to restore the joint committee will be 
taken shortly. An effort will be made to iron out differences 
of opinion within the committee, so that a united front will be 
presented to Congress and the public. Last year the shipown- 
ers and operators were lined up solidly behind the subsidy plan, 
while the shipbuilders stressed discriminating duties and ton- 
nage dues. With the subsidy definitely cast aside, the outlook 
at present is that the entire marine industry will support in- 
direct forms of government aid, including preferential duties, 
as an offset to economic and legislative handicaps on American 
vessels. 


The first step will be taken next week, when the executive 
committee of the American Steamship Owners’ Association will 
meet to discuss national politics. Further consideration of the 
problem will be given at the Marine Congress in New York, 
November 5 to 10. 


CANADIAN PREFERENTIAL TARIFF 


Figures have been compiled by the Canadian Department of 
Customs showing the result from the preferential treatment of 
10 per cent for all goods imported from Great Britain through 
Canadian ports. The purpose of this legislation was to en- 
courage more traffic through Canadian railway and steamship 
channels. The new regulations did not come into force until 
July 1. The returns show that in that month nearly 90 per 
cent of the goods imported into Canada under the preferential 
tariff were entered under the 10 per cent additional reduction. 
Of the total of $6,123,277 of preferential goods imported in July 
$5,731,098 was entered under the 10 per cent clause. 


CANADIAN CANAL TRAFFIC 


There was a pronounced increase in the traffic on all Cana- 
dian canals in August. The total freight through the Sault 
Canal was 14,353,090 tons, an increase over August last year of 
40 per cent. Traffic through the Welland Canal aggregated 
629,902 tons, or an increase of 30 per cent. The large increase 
was in bituminous coal bound down. Traffic on the St. Law- 
rence increased 25 per cent. 
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WATER COMPETITION AGAIN 


The Trafic World, Washington Bureau 


Arguments in favor of fourth section relief because there 
was water competition were made before Commissioners Aitchi- 
son, Esch and Campbell, October 11, by Elmer A. Smith, for the 
Illinois Central and other railroads, and C. R. Hillyer for Wiscon- 
sin and Minnesota paper mills, on paper and paper articles from 
the Wisconsin and Minnesota mill points to New Orleans. The 
discussion was confined almost exclusively to newsprint paper. 
No one appeared in opposition to the application, although on 
the record Hattiesburg, Miss., expressed opposition. Examiner 
Henry C. Keene, in a report on the matter, recommended denial 
of the application, largely on the ground that the rate adjust- 
ment was not responsible for the failure of the applicant mills 
and railroads to. obtain as much of the paper business at New 
Orleans as they thought themselves entitled to receive. 

The discussion of the situation was based on fourth section 
application No. 12278. The railroads proposed a cut of six cents 
in the rates, to New Orleans, without corresponding reductions 
at intermediate points, wholly on the ground that paper brought 
in by water routes had excluded the product of the northern 
mills from the New Orleans market. At the time of the hear- 
ing the foreign mills, chiefly Swedish and Norwegian, it was said, 
had 66 per cent of the business. The rest of the business at 
New Orleans was in the hands of Maine and other eastern paper 
mills shipping to that point on a rail and water rate of 53 cents. 

At the time of the hearing the rate from International Falls 
was 59.5 cents and from Fox River shipping points 54 cents. The 
railroads, chiefly the Illinois Central, it was said, proposed a 
rate of 53.5 from International Falls and 48 cents from Fox River. 

In his argument Mr. Smith said that since the hearing the 
proportion of the business in the hands of the foreign mills 
had risen to 83 per cent and American mills had fallen to 17, 
none of which came from the northern mills. He said he would 
consider the traffic department of the railroad derelict in its 
duty were it not to make an effort to get business for New 
Orleans, its chief seaport, if it could do so by suggesting a rate 
that would enable shippers on its line to compete with com- 
petitors, whether foreign or American. 

Examiner Keene, in his report, said the rates to New 
Orleans by water that had been quoted ranged from 57.5 up- 
ward. From that he concluded that it was not the trans- 
portation rate but some other cost factor that kept the com- 
plaining mills out of the New Orleans market. 

According to Mr. Hillyer, New Orleans is the only big con- 
sumer of newsprint paper that has no near-by source of supply. 
Chicago has mills in Michigan, Wisconsin, Minnesota and other 
near-by states. New York has mills all around it but New 
Orleans must draw either from foreign mills or mills supply- 
ing Chicago or New York. He said the railroads, by reason of 
their exclusion from the New Orleans market, suffered a gross 
loss of $250,000 a year. The new rates, he said, would be com- 
pensatory and should be permitted because there was no doubt 
about the competition of the carriers by water and the exist- 
ence of a rail-and-water rate from eastern mills of 53 cents. He 
treated the Keene report as being based largely upon the con- 
siderations that influenced the Commission in making its de 
cisions in regard to fourth section violations in the southeast- 
ern and Mississippi Valley territories. ‘The conditions therein 
found, he said, do not exist in this case. Water competition, 
he said, existed and in such a situation the law contemplated 
that the carriers should have relief from the fourth section. 


CANADIAN MERCHANT MARINE 


Forty vessels will be employed by the Canadian Government 
Merchant Marine in ten regular services from St. John, N. B., 
Halifax, N. S., and Vancouver, B. C., this winter. On the Atlan- 
tic there will be fortnightly sailings from St. John to Antwerp 
and London and Cardiff and Swansea; fortnightly sailings from 
Halifax to St. Kitts, Antigua, Barbados, Trinidad and Demerara; 
a three weekly service, passenger and freight, from Halifax to 
Bermuda, Bahamas, Jamaica and British Honduras; fortnightly 
service from Halifax to St. Johns, Newfoundland, and a monthly 
service from Halifax to Australia and New Zealand, There are 
four services from Vancouver, including the new monthly service 
from Vancouver to the United Kingdom via Panama, which 
begins with the sailing of the Canadian Winner on October 20. 


CURRENT AMERICAN SHIPBUILDING 


On September 1, 1923, American shipyards were building or 
under contract to build for private shipowners 152 steel vessels 
of 140,929 gross tons, compared with 198 steel vessels of 164,236 
gross tons on August 1, 1923, according to the Department of 
Commerce. 

There were 11 wood vessels of 1,270 gross tons building or 
under contract to build for private shipowners during the same 
period, compared with 8 wood vessels of 1,004 gross tons on 
August 1, 1923. : 

These figures do not include government ships or ships build- 
ing or contracted for by the United States Shipping Board. 
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MARINE INSURANCE DISCRIMINATION 


The Trafic World Ottawa Bureau 


Steps are being taken by Canada’s representatives at the 
Imperial Conference, sitting in London, to have removed cer- 
tain handicaps on Canadian commercial expansion, which have 
existed since 1900, through the discrimination by British marine 
insurance underwriters against Canadian Atlantic ports, and in 
favor of neighboring ports on the United States seaboard. 
Previous to 1900 there were no restrictions on outside tonnage 
to Canadian ports, except to St. Lawrence ports, between No- 
vember 1 and March 31, when navigation was closed. In that 
year an alteration was made in the terms of time policies by 
the insertion of the following clauses, which affected all out- 
side shipping, except regular lines trading with Canada: 

1. Warranted not to enter or sail from any port or ports, place or 


places, in British North America, except Halifax for purposes of 
coaling. ° 

2. On payment of additional premiums (to be inserted) above 
warranty to be cancelled—except British North America between Sep- 
tember 1 and April 1. 


These are commonly known as the “British North America 
clauses,” and the additional premium demanded has restricted 
outside shipping from entering Canadian ports, and has had 
the effect of diverting Canadian cargoes to United States ports. 

Persistent efforts have been made to have these restric- 
tions removed or modified, but without result, except that Syd- 
ney and Louisbourg are now included in Clause (1) for coaling 
purposes, and the period specified in Clause (2) has been 
changed from September 1 and April 1 to October 1 and May 
1, respectively. Not only have the restrictions not been re- 
moved or modified, but the additional premium demanded has 
not been reduced to any material extent, in spite of the fact 
that all improvements demanded by the shipping and insurance 
interests, and more, have been carried out, and that the per- 
centage of casualties to tonnage has been reduced from ap- 
proximately .0058 in 1900 to approximately .0007 in 1923. This 
percentage of loss is no greater than that experienced on the 
United States seaboard where the discrimination does not ap- 
ply. It is also noted that Norwegian owners on their Nor- 
wegian policies have no such restrictions, and can trade in 
British North America without having to pay additional pre- 
mium. The resuit is that, in the fall of the year, Norwegian 
owners are keen for Canadian business while British shipown- 
ers cannot touch it. 


It is acknowledged that, in 1900, the St. Lawrence route 
was undoubtedly hazardous. The ship channel was narrow and 
only 2714 feet deep at low water and the aids to navigation not 
always reliable, while there were little or no facilities for dock- 
ing and repairs or for wrecking. In the representations which 
Canada will make to the British underwriting organizations it 
is pointed out that today there is a thoroughly well defined 
and well marked channel of more than sufficient depth and 
width to accommodate ships of 15,000 tons and more, all the 
way from the sea to Montreal. The depth is nowhere less than 
30 feet, and, for a distance of 120 miles out of a total of 160 
between Montreal and Quebec, it is not less than 35 feet, while 
the government is definitely committed to complete it to a 
depth of 35 feet for the whole distance and this work is being 
prosecuted with despatch. The width between Montreal and 
Quebec is nowhere less than 450 feet with a minimum of 550 
and a maximum of 800 at curves. The width from Quebec to 
the sea is 1,000 feet. 


Since 1900, approximately $27,000,000 has been expended in 
improvements to the channel alone; $8,000,000 has been ex- 
pended in the establishment of light-houses, fog signals, and 
similar aids to navigation. Today there are 350 light-houses 
and towers, lightships, fog alarm stations and submarine bells, 
and, in addition, 150 lighted buoys and 436 others are being 
maintained between Cape Race and the Straits of Belle Isle 
and Montreal. The annual maintenance charge for these is 
about $1,000,000. An efficient marine signal service has been 
established extending from St. John, New Brunswick, to the 
head of the Great Lakes and is maintained at an annual cost 
of about $100,000. 


As far back as 1901, radiotelegraphy stations were installed 
in the Straits of Belle Isle, probably the first radio stations in 
America. By 1906 a complete chain of inter-communicating 
Stations, 20 in all, had been established extending from Quebec 
to Belle Isle, to cover the Belle Isle route, from Quebec to 
Cape Race, to cover the Cape Race route, and from Cape Race 
to St. John, N. B., to cover the Atlantic route. In 1908, the 
chain was extended to Montreal, and in 1912 to the head of the 
Great Lakes. By this means, once a ship reaches a point 
Within 300 miles of the coast, she is thereafter in constant com- 
munication with two or more stations until she reaches port. 

Especially noteworthy has been the recent development of 
radiotelegraph direction finding as an aid to navigation, and 
five such stations have been established on the Atlantic coast— 
at Cape Race, Canso, Camperdown, St. John, N. B., and St. 
Pauls Island. A further development has been the use of direc- 
tion finding apparatus aboard ship, whereby navigators may 
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take their own bearings, and to meet this, radio beacon sta- 
tions have already been installed at Cape Ray, Newfoundland, 
and Heath Point lightship, Anticosti Island, and others will be 
installed when the practicability and value of the system has 
been demonstrated satisfactorily. Service is free, and no charge 
is made for messages via coast stations regarding aids to navi- 
gation, weather conditions, etc. A complete reporting and 
broadcasting system is maintained for the information of ship- 
ping, and at special hours each day existing conditions are 
broadcast. There are 22 stations in operation in the St. Law- 
rence and on the Atlantic coast, on which $1,000,000 has been 


expended in the last eight years, with an annual maintenance 
of $150,000. 


The pilotage system has been completely reorganized. The 
Department of Marine has authority for all pilotage districts 
in Canada, and the ports of St. John, Halifax, Sydney, Quebec, 
and Montreal are administered directly by this department at 
an annual cost of $250,000. 


A thorough survey has been made of the tides and currents 
of the St. Lawrence, the Gulf, of Belle Isle Straits, off southern 
Newfoundland, and off the coasts of Nova Scotia and New 
Brunswick, and many erroneous beliefs and impressions have 
been dispelled. It has been proved that there are no danger- 
ous currents in the gulf; the erroneous idea of a constant in- 
flow through Belle Isle Straits has been dissipated and the 
actual behavior of the currents determined and the state of 
the currents at each hour of the tide in the Bay of Fundy has 
been accurately tabulated. 


$50,000,000 has been spent in the last 20 years in the de- 
velopment of harbors and terminal facilities at Montreal, Three 
Rivers, and Quebec in the St. Lawrence, and it is stated that 
the value of these developments is seriously menaced by the 
adherence to the clauses above mentioned by the shipping and 
insurance interests. To cite an example of the effect of the 
clauses, on the St. Lawrence, today, on a Lloyds policy, a 
steamer has to pay an additional premium of 1 per cent from 
the period from May 1 to September 30. For one trip the rate 
would be % per cent for the round voyage. After September 
30 and up to April 30 the rate would be 2% per cent additional 
for the period and 1% per cent for single voyages. Thus, in 
the case of vessels desiring to trade all the year around the 
additional premium would be 3% per cent, or on a vessel in- 
sured in the sum of $800,000, the additional premium would be 
$26,000. 

In addition to demanding an extra premium on hulls, the 
shipping and insurance interests also demand increased rates 
on cargoes, provisions and grain, shipped from St. Lawrence 
ports after October 15 and before May 1. These rates vary 
from year to year, and increase from normal during the sum- 
mer months in about the following degree: 


Provisions Grain 
1922 1923 1922 1923 
a 20 20 25 20 
ge eee 25 25 30 25 
October 30 to November 15.... .... .30 30 40 35 
ATP NOVOMBC BG. 6.0.0.6 vhc00: 000 8ee00 40 40 52% 4714 


The attitude of the Canadian government is that unless 
Lloyds Insurance Writers, the London Institute of Underwrit- 
ers, and such other English shipping and insurance interests as 
may be involved, delete the British North America clauses from 
marine insurance policies and remove all restrictions on out- 
side tonnage desiring to trade to Canadian ports, Canada will 
be obliged to assume all insurance risks in her own waters; 
and if this should happen, she will not confine herself to Cana- 
dian waters but will inaugurate a scheme that will embrace 
all shipping and all waters, foreign as well as Canadian. 





REFITTING OF ARMY TRANSPORTS 


W. F. Gibbs, of Gibbs Bros., conferred with Chairman Farley 
October 9, relative to reconditioning of five army transports for 
use in the Shipping Board’s London service in the place of the 
“502” vessels that were sold to the Dollar Line. The board has 
instructed Gibbs Bros. to prepare specifications for the work 
that will be required to make the transports usuable as ‘cargo 
vessels. The transports are tied up in the James river. While 
the vessels have accommodations for a few passengers, each 
having 18 or 20 rooms for that purpose, Chairman Farley said 
the vessels would be operated primarily as cargo carriers. 


VANCOUVER TO MONTREAL, VIA CANAL 


Commercial interests in eastern and western Canada pro- 
nounce the first voyage of the “Margaret Coughlan” successful. 
She recently reached Vancouver from Montreal, taking 5,000 
tons of eastern Canadian freight to Vancouver, made up of 500 
separate bills of lading, and inaugurated a direct service between 
the two Canadian ports via the Panama Canal. The ship returns 
with lumber and canned goods for Montreal. 
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CANADIAN TRAFFIC REPORT Originated—Continuea 


Received From Foreign : 
A statement of revenue freight by principal commodities Connections ae — 
carried by the railways of Canada for May, 1923, is published * iia 


C Destined Destined From At to 
in the attached table. The table has been enlarged to show to to Foreign Stations Foreign 


freight received from foreign connections destined to Canadian esr aft ee” é a Connec- 
points and freight received from foreign connections destined , be yr? geste hy pd eng tions 


. r ps 27,457 30,099 619,980 222,243 
to foreign points or freight passing through Canada. The heavy : 34,552 56,716 24,714 45,832 
movement of this latter class of freight is between Windsor 3. ert! wae 137,803 64.335 
and Sarnia and the Niagara Frontier. 5 2118 2118 11973 
SUMMARY STATEMENT FOR PROVINCES : naan mm <i 
Total Revenue Freight Carried—(Tons, 2,000 Lbs.) : 37.260 40,602 135,715 
EREINNE acig oem a NEP ‘ 47,938 56,860 
Received From Foreign ‘ 20,455 23°193 
— Connections i 13,608 "682 

Total 2. 2.970 
Destined Destined From 34,012 

Total Loaded at to to Foreign 


9, 
2. 

4 

. , 11,788 9, 

Freight Canadian Canadian Foreign Connec- . 2 15,258 6 
9 


Province— Originated Stations Points Points s . 33,645 
; BB. '. 12,374 12,374 
Nova Scotia .... 645,384 642,516 2 F 255,978 357,874 1,126,748 
N. Brunswick ... 163,731 143,959 112 
Quebec , ; 879,177 ‘ : ; 309 496 6,896 
Ontario 1,854,179 ; x ; L 2,964 3,096 57,705 
Manitoba 255,712 ; : 1,346 849 
Saskatchewan ... 5,74 381,310 é : 5 4,495 19,356 
Alberta 9: 293,194 : 43,545 11,535 
Br. Columbia .... 37, 406,386 5 3,85 22. 


18,337 2,814 
Dom. of Canada. .8,415,444 4,868,807 2,047,607 1,499, 030 3,546,637 23. : 28,635 5,535 


; q 5.132 92 
Terminated , 2 24,290 5,844 

Delivered ‘ 127782 12,886 3,723 

At Stations to Foreign 27. 2,017 3,330 1,562 

Province— in Canada Connections 28. 6,230 8,110 14,340 4,800 

; ae EE 14,775 a 2,024 . 3,501 5,525 3,237 
a Scotie 605.240 — ' nie iinaltin 
ee 9 32,940 132,513 165,453 123,948 
) eee "791.55 \ 475,326 242,497 717,823 302,695 


Manitoba : , 24, 841,641 1,313,262 
Saskatchewan 9 Y : 48 13,432 


Alberta 98, 3. 82,096 
British Columbia . 
Dominion of Canada 5,709,081 2,740,054 


AvaIees 
CO STDS So SO 


DAIS wWAD 


MO RIOSOROHR 
¢ D2 AI eR OO -100 0 Co 


ob. 17, 653 
Originated . i 295, 876 
Total Loaded at : on : 60,799 
Freight Canadian ; 27,669 
Commodities Originated Stations P ‘ page ti 
Agricultural Products— ’ 9 ‘ "9 
644,338 40,241 
1,009 485, ; 2 
iS eee ,3 42,920 
9, 3. ,08: 91; 216,418 
25,797 ’ 3,05 2 22,374 
4,810 ‘ 117.931 
Other Grain 2,478 6,750 3 i 395,394 
Flour 28 134,688 : : e278 12,001 27,255 
Other Mill Products § B 50,745 sincere pr caeh ER a ee 2 he S. 
Hay and Straw 54,30: 43,848 69,525 104,641 174,166 779,372 530,456 
Cotton 974 
Apples (fresh) 1,159 
Other Fruit (fresh) 36, 2,199 4 sau 
Potatoes ; 34,142 ; Commodities. 
Other Fresh Vegetables............. 1,769 
Other Agricultural Products......... 39° 725 6,080 Manufactures and Miscellaneous 


—_—_—_— ————— - Refined petroleum and its products...... 140,561 1,321 
1,474,373 1,116,499 . Sugar — yn 4 74°180 38°025 
- Iron, pig and bloom 82,554 39,858 
Animal Products— » MOMS Gn TEStONINES,. «0:)< 016 cise csetiow ses 36,470 32,897 
Horses 6,081 - Bar and sheet iron, structural iron and 
Cattle and Calves ,62§ 58,533 iron pipe 186,542 53,556 
9'9 882 . Castings, machinery and boilers.......... 59,299 19,638 
19,080 - Cement see .. 94,774 90,603 
Dressed Meats (fresh) 5 . 9.601 + Brick and artificial stone. ......06cascces 117,866 93,606 
Dressed Meats (cured or salted) .... 2 3,744 : —— and plaster....... 45,205 40,477 
Other Packing House Products...... 398 3,764 - Sewer pipe and drain tile 10,734 9,746 
Poultry 208 27 - Agricultural implements 1S, 
Eggs 6,526 other than autos 21,630 9,559 
Butter and Cheese at 5,649 59. Automobiles and auto trucks............. 120,079 22,911 
Wool : 728 ;  ~ taal goods 226 
Hides and Leather 4,904 . Furniture 
im: or ts 546 9 . Liquor beverages 
Other Animal Products ; a . Fertilizers, all kinds.........2222I02011! 
123.590 - Paper, printed matter, books 
? - Wood pulp 97, 367 
ates: Siedacts— : F Aon gp oe aaa cured, etc) 4, iH 
; ae - Canned meats 
Anthracite Coal ‘ pA gwd aie : Canned os canned food products iad 
3 n us € ye ,o0a 04 af an a ’ 
Lignite Coal oeiee yt 9, Other manufactures and miscellaneous... 658,327  325,¢ 
Hon are: aig Leg 94 ” Merchandise 331,552 192,266 
"¢ "es , c , os | 
Other Ores and Concentrates 181,068 165,772 2 30 77.52 
Base Bullion and Matte ete act Rg oy pa i wie — See = 
Clay, Gravel, Sand, Stone (crushed).. 371,04: 299,324 r 8,415,444 807 
Slate—Dimension or Block Stone.... 88,219 59,142 ee 
Crude Petroleum 31, 5,021 - : : 
Received from Foreign Connections Terminated 
nae Ag Destined Destined Total Delivered 
Other Mine Products 50,998 42,370 to. to. from At to 
Canadian Foreign Foreign Stations Foreign 
a "T3699 68.240“ Sisass TT: 
SEN oso icsk ce cantare es be at's ew elein wae 3,238,649 1,413,485 ; , . 15,7 17,57 
Total . ’ 34,118 46,125 
Forest Products : ; 26,536 42,696 
Logs, Posts, Poles, Cordw ‘ . 961 3,573 
Ties ,t2s 52. " 33,590 132,986 
Pulpwood 3, $ 


a 27,675 39,661 
Lumber, Timber, Box Shooks, Staves, E 2,589 


4,171 
Heading 4 5,117 24,260 
51,052 5. 2,408 4,728 


baat ads ata PS. cere ; 132 988 
1,111,877 937,711 8,696 12,071 
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BO. bucieweniete «bie s 9,152 88,016 97,168 15,075 100,720 
CO... Ses * meeps’ « 822 690 1,512 13,750 ,061 
Gio Set eee sew oi 459 4,259 4,718 2,742 4,418 
GR. alten seek 721 1,604 2,325 14,349 2,460 
Se oe 4,403 5,401 9,804 29,393 7,508 
er ae 4,445 35,073 39,518 28,582 130,874 
Ei 4 cele canine 1,156 9,845 11,001 23,578 100,935 
BE. © srorite crereio oie 201 232 433 2,114 1,598 
oe Peed eer 330 44 374 1,210 217 
GS: _. cw cisco: s:94 1,837 12,641 14,478 7,834 15,833 
Ae ee eee 91,568 241,296 332,864 367,313 277,971 
Pw). toate bre ete oes 27,705 111,581 139,286 197,515 87,426 
357,777 666,203 1,023,980 1,336,093 926,196 

2,047,607 1,499,030 3,546,637 5,709,081 2,740,054 


CANADIAN GRAIN RATES 


The Trafic World Ottawa Bureau 


The Railway Commission has decided that grain rates in 
British Columbia and the prairie provinces will not be made 
the subject of a rehearing. The Commission will proceed to 
review the evidence already before it on the matter and will 
deliver judgment. On September 12 an order was passed re- 
ferring to the Commission the question of export grain rates 
from the prairies to the Pacific coast. Under this order it 
would have been necessary to hear evidence and argument, but 
this has been rescinded and a new order-in-council passed re- 
ferring the question of export grain rates to the Railway Com- 
mission “for immediate determination and such effective action 
as it may deem necessary.” 

The new order-in-council bases the change in procedure 
upon the consideration that the question as to rates on grain 
from points in Alberta, Saskatchewan and Manitoba to Van- 
couver and other British Columbia coast points was not dealt 
with in the judgment by the Railway Commission in June of 
last year, and on this ground the Commission is now directed 
to come to a decision on export rates from the above provinces 
on the basis of the evidence and the argument already before it. 


EXTENSION OF T. & N. O. 


The Trafic World Ottawa Bureau 


Judging by remarks by some of those who accompanied 
Premier Ferguson of Ontario on his recent trip over the Tamis- 
kaming and Northern Ontario Railway, there is some doubt as 
to whether that line will be extended to Hudson Bay. The air 
pilot who accompanied Premier Ferguson’s party gave an inter- 
view on his return to Montreal in which he said: 

“J think our recent air-trip with Premier Ferguson has put 
a stop to the madness of the idea of building a railway through 
to Hudson Bay. There is no possibility of making a harbor at 
the foot of James Bay. There is no depth of water and any 
channels are constantly silting up. So far as traffic to the bay 
or any possible local business is concerned, there is none. From 
what we could gather from Premier Ferguson he gave us the 
impression that he had reached the opinion that the idea was 
‘a wash-out,’ and no more money should be wasted on it.” 

Premier Ferguson gave an interview in which he admitted 
that “some delay may occur before proceeding beyond the limit 
of the present contract.” The Toronto papers are warning him 
that the Canadian Pacific, backed by the provincial govern- 
ment of Quebec, is pushing north across the Transcontinental 


to the bay and the merchants of Montreal may be first on the 
ground. 


CANADIAN IMMIGRATION PROPAGANDA 


The Traffic World Ottawa Bureau 


Representatives of the government and of the two great 
railway systems of Canada have been meeting in Halifax to 
arrange details of the immigration propaganda which they are 
to carry on together. Vice-President Robb, of the Canadian 
National, said that system must have at least 400 people a 
mile to pay, while at present it had only 326. Col. Dennis, of 
the C. P. R., said the Maritime Provinces would have to be 
prepared to give their financial support, and it was putting the 
cart before the horse to ask the C. P. R. what sum of money 
it would be willing to spend until the people of the Maritime 
Provinces had considered the matter. Speaking at Edmonton 
afew days ago, President Beatty, of the C. P.. R., said there 
was one mile of railway to every 232 persons in all Canada, and 
in the west to every 110 persons. 


CANADIAN NATIONAL EARNINGS 
Gross earnings of the Canadian National Railways for the 
week ending September 30 were $7,254,952, a decrease of $97,464, 
a compared with the corresponding period of 1922. Gross earn- 
mgs from January 1 to September 30 were $181,558,228, an in- 
crease of $17,175,882. 


RECORD FOR GRAIN TRAINS 


What is believed to be a record for grain trains was made 
by the Canadian Pacific recently when a train one mile long, 
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composed of 125 cars loaded with wheat, was operated over the 
line between Stoughton and Arcola. This string of cars con- 
tained about 185,000 bushels of wheat; the total weight of the 
train, which was hauled by one engine, was 7,945 tons. 


HEAVY GRAIN LOADING 


The heaviest loading of any one day of the present year 
in wheat traffic was made a few days ago on the Canadian 
Pacific when 1,657 cars, or 2,402,000 bushels, of grain were loaded 
on Canadian Pacific lines west. Owing to the late harvest, 
loading and marketing have not yet reached nearly the highest 
point, and it is expected that last year’s record of 1,767 cars in 
one day will be eclipsed. 


PARCEL POST TO CANADA 


W. Irving Glover, third assistant Postmaster General, has 
issued the following modification of previous instructions con- 
cerning the dispatch of insured parcels for Canada: 


The instructions printed on page 24 of the March, 1923, Postal 
Guide, and in the Postal Bulletin of August 7, 1923, concerning the 
dispatch of insured mail for Canada, are modified to provide as follows: 

Insured parcels for Canada shall be given the same dispatch, with- 
out billing, as ordinary parcels for Canada, except that those United 
States postmasters and railway postal clerks who dispatch registered 
mail in rotary locked pouches or in registry lead-sealed sacks to Cana- 
dian exchange post offices where customs officials are located shall 
include insured parcels in such despatches when space is available in 
the registry rotary locked pouch or registry lead-sealed sack. It is 
not intended that new dispatches of insured mail in rotary locked 
pouches or registry lead-sealed sacks separate from the ordinary mail 
shall be established, or that, where the space in existing dispatches is 
not sufficient, that additional registry pouches or registry sealed sacks 
shall be used for the insured mail only, but in such cases the overflow 


of insured mail should be dispatched in ordinary (unregistered) lead- 
sealed sacks. 


Insured parcels dispatched in rotary locked pouches or lead-sealed 
registry sacks to Canada shall be listed on a separate bill, in bulk, 
simply as “ insured parcels.’”’ The bill shall also show the num- 
bers. of the rotary lock or the number of the lead-sealed sack. 

Any United States post office, R. P. O., or terminal R. P. O. 
authorized to exchange mail with foreign countries may make up lead- 
sealed ordinary sacks for insured mail addressed to any exchange post 
office in Canada where a customs officer is located when the quantity 
of insured mail for dispatch warrants and there is not space in any 
registry dispatches which are being made. Sealed sacks containing 
only insured mail shall be marked ‘Parcel post.’”’ They are not to 
be numbered or recorded. . 


IMPORT AND EXPORT REGULATIONS 


Importation of firearms into Guatemala is prohibited by a 
decree effective August 31, reported to the Department of Com- 
merce by Charge d’Affaires Hewes, with the exception of hunt- 
ing shotguns and other arms and ammunition for purely sport- 
ing purposes. 

The importation, sale, fabrication, and use of sidearms, 
such as rapiers, daggers, and poniards, is absolutely prohibited. 
Costa Rica also has prohibited the importation of small arms 
such as daggers, poniards, large folding knives, swords, rapiers, 
ete., including all steel weapons, the blades of which exceed ten 
centimeters in length, by a decree effective September 4. Re- 
shipment of these arms is permitted in accordance with the 
prevailing regulations for re-exportations. 

The South African regulation which prohibited the impor- 
tation into the Union of boots and shoes except under license, 
went out of force on June 30, 1925, and has not been renewed. 
No license is now necessary, therefore, for the importation of 
such products into South Africa. 

This statement does not apply, however, to second-hand 
boots and shoes, the importation of which is prohibited under 
Act No. 23 of 1923. 

The export duty on coffee from Guatemala will hereafter 
be 1.50 peso (gold) per quintal of 101.4 pounds, according to a 
Guatemalan decree effective September 4. (The export duty 
4 ae has been 1 peso (gold) per quintal. since November 

India rubber may be exported from Honduras free of export 
duty and all fiscal taxes for as long as deemed advisable by the 
Executive, according to a decree published in La Gaceta on 
July 20, 1928. The export duty on India rubber was formerly $3 
U. S. currency per quintal of 101.4 pounds. 

Australian dumping duties have been applied to certain 
shipments of hosiery of cotton and silk and playing cards im- 
ported into Australia from the United States, under Sections 
4 and 5 of the Preservation of Industries Act, on the ground 
that these goods were being sold to Australian importers at 
less than the fair market value of the goods in the United 
States, and below a “reasonable price.” 








PARCEL POST TO CHILE 


Paul Henderson, second assistant Postmaster-General, has 
advised postmasters that, effective October 15, all parcel post 
packages addressed for delivery to Chile must have attached 
thereto two customs declarations. This ruling modifies the 
item “Chile” shown on page 173 of the annual Postal Guide 
for 1923. 
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NEBRASKA LIVE STOCK CASE 


The Trafic World, Washington Bureau 


Argument was heard by the Commission and H. G. Taylor, 
chairman, and T. A. Browne, of the Nebraska state railway 
commission, October 10, in No. 13273, in the matter of -inter- 
state and intrastate rates for the transportation of ordinary 
live stock, in carloads, from points in Nebraska to Omaha and 
South Omaha, Neb., in their relation to rates on the same com- 
modity, in carloads, from points in Nebraska to Kansas City 
and St. Joseph, Mo., and Sioux City, Ia. 

Kenneth F, Burgess, of counsel for respondent carriers, said 
the mileage scale of rates proposed in the examiner’s report 
for live stock from Nebraska points to the Missouri River mar- 
kets was indefensibly low. He asserted the examiner had pro- 
posed a scale of mileage rates so low as to menace every other 
live stock rate in the United States. He said the examiner’s 
scale for application generally in Nebraska was 15 per cent 
lower than that prescribed only four months ago by the Com- 
mission for application from the eastern part of South Dakota 
to the markets of St. Paul, Chicago, St. Louis and Kansas City. 
Mr. Burgess submitted a series of charts to show that the 
proposed Nebraska scale was lower than scales prescribed by 
the Commission applicable contemporaneously throughout other 
portions of the United States. He said the proposed mileage 
rates were so low that they would reduce the rates from the 
Colorado common points to Missouri River live stock markets 
to 77.5 per cent of what they were now. 

Mr. Burgess asserted application of the examiner’s findings 
would cause the carriers a loss of approximately $2,500,000 
annually. 

“We do not wish to make a bogey-man out of this pros- 
pective revenue loss,” said he. “It is a very real thing to us. 
If we are mistaken in our proposition that it would be difficult 
to maintain’lower rates from Nebraska points to the Missouri 
river markets than obtain from Wyoming and Colorado to the 
same markets, or from Iowa points to the Chicago market, we 
are open to conviction on this point.” 

Mr. Burgess said, however, nothing had been said to show 
that the position taken was incorrect. He said that, before the 
Nebraska commission he had contended seven months ago that 
if there was to be a mileage scale of rates on Nebraska traffic, 
the comparative traffic and transportation conditions warranted, 
for a maximum scale reasonable per se, 120 per cent of the 
C. F. A. live-stock scale. He said he had seen nothing in the 
further analysis that he had given to the problem to change 
that conclusion. 


J. J. Murphy, appearing for the South Dakota state com- 
mission, outlined the commission’s position in the case, which 
was that the Commission by supplemental order in No. 12268, 
Board of Railroad Commissioners of South Dakota vs. Cc. & 
N. W. et al., 77 I. C. C., 451, should provide that the southern 
boundary of the differential territory be fixed at Edgemont and 
Buffalo Gap, S. D., where, the state commission said, sub- 
stantial changes in conditions do not occur, rather than at the 
Nebraska boundary line, where there were no discernible 
changes in conditions. Such an order, the commission said, 
would have the effect of removing a portion of the jump at the 
boundary line and would spread it over the territory between 
the boundary line and the stations north and south of Edgemont 
and Buffalo Gap. It said some similar modification should be 
made at points along the Winner branch. 


W. H. Fitzpatrick, appearing for the South St. Joseph Live 
Stock Exchange, said St. Joseph favored the mileage scale pro- 
posed by the examiner for distances up to 650 miles. He said 
if the Commission did not see fit to adopt the mileage scale as 
proposed by the examiner for 650 miles, that St. Joseph then 
asked that the Commission prescribe differentials in effect at 
present from C. B. & Q. points west of Aurora, including the 
Erickson, Burell and Sargent branches, as prescribed in 53 I. C. 
C., 114, and that it prescribe differentials not in excess of the 
differentials now in effect from points on the C. B. & Q. west of 
Aurora, to be applied from points on the High line of the C. B. 


& Q. and from points on the Union Pacific west and northwest of 
Kearney, Neb. 


Mr. Fitzpatrick asked that the Commission approve that 
part of the examiner’s report wherein the examiner condemned 
the rates to St. Joseph as being unreasonable and unduly prefer- 
ential of Omaha and South Omaha, 

J. H, Tedrow, representing the Kansas City Chamber of 
Commerce, discussed the various phases of the case in their 
relation to the interest of Kansas City, in opposition to rates 
that would have the effect of destroying the existing parity be- 
tween Kansas City and South St. Joseph. He said Kansas City 
desired to remain in the group with that point. 

In behalf of the Sioux City Live Stock Exchange, R, A. 
Zwemer agreed with the examiner that there should be a mile- 
age scale but disagreed as to the rate of progression and con- 
tended that Sioux City, in comparison with Omaha was entitled 
to the advantage of its geographical location nearer to parts of 
Nebraska than Omaha. He said the rate of depreciation in 
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progression of the scale was too great and that if adopted the 
scale would create discriminations worse than those existing. 
He said the depreciation in progression was not warranted be- 
cause of the unloading and re-loading required by the feed and 
water law, making as he said, transportation of live stock a 
series of local movements. 

According to Hugh LaMaster, speaking for the attorney 
general of Nebraska, the order of the Commission was for a 
proceeding to remove discriminations against interstate com- 
merce but that the carriers had converted the case into a rev- 
enue case. He referred particularly to their contention that the 
Aldrich law of 1907 had deprived them of $805,000 a year and 
their suggestion that rates for the present should be based on 
the rates reduced by that law, inflated and deflated by the gen- 
eral rate changes since then. He suggested there was no real 
hurt by reason of that law else the carriers would have made 
some effort, during the last sixteen years, to have the rates 
changed. His contention was that rates in Nebraska, generally 
speaking were as high or higher than rates in surrounding 
states, except north and west of Aurora where they were much 
higher and should be reduced coincidentally with adjustments 
elsewhere. 


Attorney-Examiner Disque was in error when he came to 
the conclusion that Nebraska rates were low, H. W. Shackel- 
ford said in discussing the examiner’s recommendation, for the 
Omaha Chamber of Commerce and the Omaha Live Stock Ex: 
change, because his scale would cut the revenues of the car- 
riers $103,000. He contended the discrimination, if any, could 
not be great, because the effect on the revenues of the Burling: 
ton and the Chicago & North Western would be only about 
$3,000 a year on a gross of about $800,000 and $1,000,000 a year. 
On the contention of the Sioux City interests that rates to that 
point were on a much higher basis than to Omaha, he said that 
considering the matter generally it would be found that the 
charges to Sioux City would be only $6 per car higher than to 
Omaha, which he suggested would be just equal to a toll over 
the bridge the traffic from Nebraska had to use in getting into 
Sioux City. Even that difference was nominal he said, because 
on much of the traffic to Omaha there was‘a switching charge 
of $2.75 per car that did not have to be paid at Sioux City. 


In conclusion Mr. Burgess gave the men on the bench and 
around the counsel table a thrill by quoting from an utterance 
by Senator Capper of Kansas as answer to the declarations by 
attorneys for shippers that the live stock interest was in a bad 
way and would be made worse by any addition to the rates. 
The Commission, he said, could take judicial notice of what had 
been said by a deep student of conditions, Senator Capper of 
Kansas. He read from a page advertisement in the Chicago 
Tribune, October 6, in which the Kansas senator said farm 
values this year were $1,000,000,000 greater than last year. That 
advertisements, from which a few sentences were read, Burgess 
thought was the best answer he could make to the allegations 
of poor conditions of the farmer. 


Reiterating the position of the railroads, Mr. Burgess said 
they advocated a scale equal to 120 per cent of the Central 
Freight Association scale, or the eastern South Dakota scale, 
prescribed by the Commission graded up to Wyoming and Mon- 
tana rates, as a substitute for what the examiner recommended. 
He said the railroads, to enable the Commission to know the 
exact effect of that proposal, would undertake to check such a 
scale against the traffic so as to show what the results would be. 


PACKING OF PARCELS FOR CHINA 


More care should be taken by shippers using parcel post 
to China in packing their parcels, Paul Henderson, second 
assistant Postmaster-General, has advised postmasters. Said he: 


This office is in receipt of information that, due to inadequate 
packing, a considerable number of parcel-post packages from the 
United States for China, particularly interior post offices of China, 
are received at destination in a damaged condition and frequently 
with a portion of their contents missing. ; ; : 

In view of the long transit and frequent handling involved in the 
transmission of parcels for foreign countries, postmasters are directed 
to adopt such further measures at their offices as will prevent the 
acceptance for mailing of parcel-post packages for China or any other 
foreign country unless substantially packed. More than ordinary care 
should be exercised by the senders in the preparation of parcels the 
transmission of which involves not only a long sea voyage, but also 
the conveyance over a long distance from the post office of mailing 
to the port of dispatch in the country of origin and from the port 
of receipt to the postoffice of address in the country of destination. 


GAIN IN NEW ZEALAND RAILWAY’S EARNINGS 

Net earnings of the New Zealand Railways for the year ended 
March 31, 1923, amounted to £1,225,305 out of a gross revenue of 
£6,727,802, and represent 3.04 per cent on capital invested. Net 
earnings increased 200 per cent over those for the preceding 
year. The operating ratio amounted to 81.79 per cent of the 
revenue, 12.12 per cent lower than for 1921-22. The improv 
showing is credited to drastic economy, says Vice Consul J. F. 
Moran in a report to the Department of Commerce. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


THOSE IOWA RESOLUTIONS 


Editor The Traffic World: 

On page 768 of the TRAFFIC WORLD of Sept. 29, you pub- 
lished an article under the caption of, “Attack on Freight 
Bureaus,” in which it was stated that word had come to Wash- 
ington that the Iowa Railroad Commission was about to ask 
the Commission to abolish the Westecn Trunk Line Committee 
and other freight organizations having jurisdiction, as it thinks, 
over rates. And on page 799 of the TRAFFIC WORLD of Oct. 
6, under the same caption, “Attack on Freight Bureaus,” you 
say: “In the Traffic World of Sept. 29, Page 768, was published 
an item to the effect that the Iowa Commission had adopted 
a resolution asking the Interstate Commerce Commission to 
abolish the Western Trunk Line Committee and other similar 
freight organizations. The information was obtained from 
Mr. R. T. Willette, Traffic Commissioner of the Atchison Cham- 
ber of Commerce. It was incorrect. The resolution in question 
was adopted by the Iowa Traffic League and not the Iowa 
Railroad Commission.” 

If you will kindly refer to Page 432 of the TRAFFIC 
WORLD of August 25, you will find the resolution in full. It 
does not attack the freight bureaus whatsoever, but was a reso- 
lution adopted by the Iowa Traffic League, an organization of 
commercial traffic men, protesting against the methods adopted 
by the carriers for the consideration of rate adjustments 
through standing rate committees and general traffic officers’ 
committees. Copies of this resolution were to be transmitted 
through the press and otherwise, to the chief executives of the 
American railroads, and to all organizations representing ship- 
pers’ interests, and had nothing whatever to do with either the 
Interstate Commerce Commission or the Board of Railroad 
Commissioners of the State of Iowa. The resolution, however, 
requested the railroad executives to restore to the traffic de 
partments of their respective lines the rate making power, so 
that rate adjustments could be accomplished through direct 
contact with the shipping public instead of through the exist- 
ing standing rate committees and general traffic officers’ com- 
mittees. 

There was set forth in the resolution, an explanation of 

the reason for the conclusion of the league members, showing 
the objectionable features connected with the present method 
of rate adjustments. ‘The Iowa Traffic League believes it is 
imperative, for the best interests of the carriers and shippers, 
that there be restored a closer personal touch between the rail- 
road traffic officers and the patrons and supporters of our trans- 
portation system. 
; I wish you would correct the impression given your readers 
in your issues of September 29 and October 6, that the Iowa 
Traffic League or the Board of Railroad Commissioners of the 
State of Iowa has attacked the railroad freight organizations or 
freight bureaus. The only objection the Iowa Traffic League 
has, is against the present method adopted by the carriers for 
the consideration of rate adjustments through standing rate 
committees and general traffic officers’ committees, and not 
against the Western Trunk Line Freight Bureau, the Central 
Freight Association Bureau, or any other freight bureaus or 
organizations. 

Ft. Dodge, Iowa, Oct. 9, 1923 

L. M. O’LeAry, President, Iowa Traffic League. 


REDUCED MILEAGE RATES 
Editor The Traffic World: 

I have before me a copy of your issue of September 1, in 
which appears an editorial entitled “Reduced Mileage Rates.” 

I have read this article with much interest, and while I 
feel sure same has been conscientiously penned by you or 
some one in authority on your staff, I beg to take issue with 
you regarding the policy championed. 

There is much that might be said on this subject of re- 
duced mileage rates. Of course, I fully appreciate that every 
man in business attempts to make as much money from his 
business as possible. He uses his best efforts, including his 
eloquence, to hold down expenses. 

I fully realize that every individual who takes a ride on 
@ railroad train or steamboat feels that he is entitled to a 
little lower rate than he is paying. There is much that might 
be said on this voluminous subject. 

For many reasons I am going to be very brief. 





I simply want to present to you facts showing the position 
of a traveling salesman, or other business man, who is forced 
by circumstances to travel great distances on railroads an- 
nually. 


I think your careful investigation will corroborate the fol- 
lowing statements: 


First. When a school teacher takes a summer tour she 


is given a summer tourist’s rate of approximately one and one- 
third fares. 


Second: When a farmer goes to the circus to a city fifteen 
to fifty miles distant, he is usually given a rate of about 50 
per cent of list. 


Third: When a business man attends a convention in a 
distant city, he is usually given a rate of about one to one-and a- 
quarter fares for the round trip. Excursion Rates! 

Fourth, Today, a perusal of almost any large metropolitan 
daily will show advertisements offering rate concessions between 
various cities. I have seen some eight or ten during the past 


week. 

As a rule, all of the above classes of people make one or 
two, or only a few, trips annually. They produce very little 
revenue to the railroad, except in the aggregate at cut rates. 
On the other hand, the traveling salesman spends practically 
his entire time on the railroads, purchases transportation in 
wholesale lots, and yet pays full list, as a rule, for same. 

Take my own case as an example, I will travel this year be- 
tween 60,000 and 70,000 miles. On all this mileage I will pay 
03.60 per mile. I am never able to take advantage of the bar- 
gain rates offered for excursions, owing to the nature of my 
business. All traveling salesmen are practically in the same 
category. They do not shuttle. When their business is finished 
in a city, they have no reason for returning for some time, 
therefore are not in a. position to take advantage of excursion 
rates which are so prevalent. 

Conscientiously, way down in your heart, do you think the 
above situation is fair and just? 

Leaving aside all considerations of expediency, I will thank 
you to give this suggestion most serious consideration. 

Now, the burden of your article seems to be to the effect 
that the reduction of rates for the traveling salesman would 
result in serious loss to the transportation company. I am not 
disputing that statement; you may be correct. 

But do you think it is fair and right, and just, that one class 
of travelers should bd burdened with the responsibility of fur- 
nishing revenue to the railroad? Do you not think it would 
be fairer and more just if all travelers should bear their proper 
share of this burden? 

My theory is that the transportation rates should be placed 
on a fair basis as regards all parties or interests paying for said 
rates. Then, if the aggregate revenue is not sufficient to prop- 
erly remunerate the transportation companies, an advance of 
all rates proportionately should be made. 

It does not appear to me as fair and just that the whole- 
sale buyer should pay practically twice as much as the small 
retail buyer for the same service. Do you not think I am cor- 
rect? 

R. A. Shotwell, 
Steele-Wedeles Company. 


RATES BASED ON LOADING 


Editor The Traffic World: 

There appears to be a demand on the part of the shipping 
public, for a general reduction in freight rates throughout the 
United States. It also appears that the railroads are strongly 
opposed to any horizontal reduction in rates at the present time, 
claiming that their net earnings do not warrant any general 
reduction in rates, 

Statistics show that during the past year there has been a 
heavy increase in freight traffic throughout the United States. 
This has resulted in a decided improvement in the financial 
condition of railroads generally, and net earnings are now yield- 
ing close to 5% per cent on the valuation placed on the carriers 
of this country by the Commission. 

During the fall of the year 1922 the shippers of the Pacific 
Coast faced a serious car shortage and, owing to the great in- 
crease in traffic this year, another car shortage is impending, 
and the carriers have been constantly urging shippers to load 
cars to capacity. 

In view of the two demands, one on the part of the public 
for lower freight rates and the other on the part of the carriers 


Chicago, Sept. 22, 1923. 
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for the heavier loading of equipment, it seems as though it 
should be possible to meet both through one adjustment satis- 
factory to both the shippers and the carriers. 

If shippers must have lower freight rates and the carriers 
must have heavier loading of equipment, why not offer lower 
rates based on heavier loads? 

This, in the writer’s opinion, would undoubtedly result in 
a mutual benefit to all concerned. 


I have in mind that this could be accomplished through 
the establishment of a rule similar to the following: 


Rule No. X. (a) All shipments of freight whether moving 
under carload commodity or carload class freight rates subject 
to a specific minimum weight, whether governed by rule No. 34 
of the Consolidated Freight Classification or otherwise, shall be 
subject to the following provisions. 

(b) In all instances where the minimum weight prescribed 
is 80,000 lbs., or less, freight rates governing such shipments 
will be subject to modification under the conditions and to the 
extent provided in paragraphs (c), (d) and (e) of this rule. 

(c) Freight rates governing any traffic referred to in par- 
agraphs (a) and (b) of this rule shall be subject to a reduction 
of two (2) per cent for each five thousand (5,000) pounds excess 
loading over the prescribed minimum weight. 


(d) The provisions of paragraph (c) of this rule will not 
apply on traffic subject to a minimum weight in excess of 
80,000 pounds. 

(e) In ascertaining rates under the provisions of paragraph 
(c) of this rule, fractions shall be disposed of in the same 
manner as prescribed by the Interstate Commerce Commission 


in its order governing ‘“‘General Reductions in Freight Rates 
for 1922.” 


I believe that if the carriers will adopt a rule of this char- 
acter the following results will be obtained. 


1. Immediate results in securing an increased average weight 
per car. 
2. Shippers will be afforded a substantial reduction in rates. 


3. Carriers will obtain greatly increased earnings per car 
mile without a proportionate increase in operating expense per 
car mile. 


It is a well known fact that the per car mile factor, whether 
used in considering earnings or expenses, is one which largely 
influences rates. The writer is familar with several cases which 
were presented before the Commission in which the carrier in- 
troduced evidence based on the per car mile factor in figuring 
operating expenses. For example, it was shown in these cases 
that under a 40,000 pound load, the cost was so much per car 
mile to handle such a load from “Y” to “Z.” It was also shown 


that the additional cost per car mile for handling a 50,000, 60,000 


or 80,000 pound load between the same points was very little 
more than the cost of handling a 40,000 pound car. If I recall 
correctly, for a haul of something like 1,200 miles, the increased 
cost for handling heavier loads was figured at something like 
2% cents per car mile for each additional 10,000 pounds over 
and above the minimum of 40,000 pounds. 


It would, therefore, appear to be good business practice on 
the part of the railroads to shrink their rates for heavy loads 
when they can largely increase their car mile earnings with 
very little additional expense for handling the surplus tonnage 
in each car. 


The following table illustrates the advantage accruing to 
both the shipper and the carrier under the proposed rule: 


Shipments of Canned Goods Moving From San Francisco to Reno 
Under Rate of 57% per cwt., Minimum Weight of 36,000 


Earnings 
under 
rate of 
57%4c 
$207.00 

235.75 
264.50 
293.25 
322.00 
350.75 
379.50 
408.25 
437.00 
465.75 
494.50 


Saving to 
shipper 
under heavier 
loading 


“4.10 


Per car 
Earnings mile 
per car earnings 

$207.00 84.8¢ 
231.65 94.9¢ 

f 253.00 103.7¢ 
51, f 275.40 112.9c 
56,000 5é 296.80 121.6¢ 
61,000 317.20 130.0¢c 
66,000 333.30 136.6¢c 
71,000 351.45 144.0c 
76,000 368,60 151.1ic 
81,000 380.70 156.0¢c 
86,000 395.60 162.1¢c 


Weight 
36,000 


Explanatory of the above table: 
Carload shipments of canned goods (general mixture) mov- 
ing from San Francisco, Cal., to Reno, Nev., are subject to a 


minimum weight of 36,000 pounds, and a rate of 57% cents per 
hundred. 


Assuming that a shipper loads 36,000 pounds or the min- 
imum weight, the rate under the proposed rule would be 57% 
cents. This yields a car revenue of $207.00 or 84.86 cents per 
car mile for a haul of 244 miles. If the shipper loaded 66,000 
pounds into this car the rate assessed would be 50% cents per 
hundred pounds while the per car earnings to the Company 
would be $333.30 or 136.6 cents per car mile. This would repre- 
sent a saving in freight charges to the shipper of $46.20 and 
increased car mile earnings to the carrier of approximately 52 
cents with very little additional cost for transporting the 66,000 
pound car in comparison to transporting a 36,000 pound car. 
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The writer feels that the subject discussed above is worthy 
of serious consideration on the part of all concerned. 
E. H. Walker, 
Traffic Manager, Reno Chamber of Commerce. 
Reno, Nev., Oct. 4, 1923. 


SHIPPERS’ DISTRIBUTION PROBLEMS 


(Address by M. M. Twohig, Traffic Manager of the Willard Storage 
Battery Company, Cleveland, at Convention of the Motor 
Accessory Manufacturers’ Association) 


I shall try briefly to set forth some of the conditions that 
affect the distribution of commodities produced by units repre- 
sented in the membership of our organization, which, when 
properly met and solved, enable the association to widen the 
market for automotive products. 

Most of those here assembled can, no doubt, easily recall the 
disturbed conditions in transportation in the last three years, 
caused by the switchmen’s strike in 1920, the shopmen’s strike 
in 1922, and the paralyzed conditions of the railroads operating 
in New England and those eastern states, east of Buffalo and 
Pittsburgh, which was reflected in the territory to the Indiana- 
Illinois line the winter of 1922. 

How did the conditions referred to reflect on the distribu- 
tion of our commodities? By curtailing the available supply 
of railroad equipment with which to move our products and 
also delay in the delivery of shipments. 

To what extent and how can properly organized traffic 
departments of the units of our association overcome this dis- 
ruption in transportation? 

First, for those who ship a great number of carloads, by 
combining such carloads into trainload lots, routing such train- 
loads via lines less congested, necessitating only junction super- 
vision and the change of motive power at junctions. The only 
delays, therefore, under this method would be at destination 
terminal. This would enable the carriers promptly to place in 
service for the movement in the opposite direction the equip- 
ment so released, 

Second, by consolidating into carloads, which are termed 
pool or consolidated cars, less carload shipments to be con- 
signed as a carload, either to the shipper or his representative 
at a favorable point of distribution known as break bulk points, 
to be reshipped LCL from such break bulk points. What saving 
is there in this method? Service first of all to our customers, 
the rapidity with which it is possible to make deliveries under 
this method, the reducing of junction transfers, the latter re- 
ducing the liability of loss and damage in transit, and, in the 
majority of cases, a reduction in the freight costs in such de- 
livery. 

Third, by warehousing your commodities at favorable dis- 
tribution points. What does warehousing do for you in deliveries? 
It reduces time in transit and loss and damage hazard as set 
forth under pool car distribution by the carrying of your stock 
of the commodity closer to your customer, all of which cannot 
be computed in dollars and cents. Warehousing your mercandise 
should enable you better to equalize your production and keep 
your plants uniformly busy, which, in itself, would permit more 
standardization and reduction in manufacturing costs. When 
you ship from warehouse stock you are enabled better to meet 
competition at points distant from your factory, from both the 
freight cost and delivery to consignee. It will enable you to 
obtain freight cars at warehousing points during congestion 
much better than can be obtained at the larger shipping centers, 
which in itself should appeal to those shippers who desire an 
economic method of transportation. 

Experience has proved that any one of the three methods 
referred to has resulted in quicker service at lesser costs to the 
consumer, which in the end is what we are aiming to do, as, 
by fully meeting our customer’s requirements through service, 
we are helping ourselves by increased sales and greater pro- 
duction. 

In this we have not, however, been selfish as we must also, 
for a moment take into account how we have helped the carriers 
by using carload shipments. We have more quickly released 
equipment to the carriers, thereby providing increased efficiency 
of such equipment. It has always been admitted that the carload 
shipments earn a greater net return to the carriers and by prompt 
release of their equipment allow them to replace in transporta- 
tion the facilities which allows a greater net return. 


Therefore, when the carriers are earning a reasonable 
return on their investment, brought about through the co-opera- 
tion of the shippers, such returns are reflected to us by better 
conditions of motive power, rolling stock, enlarged terminals, 
and, when warranted, a reduction in freight rates, all of which 
can be analyzed into the word “service.” And through service 
will we be able to widen the market for our products. 


MISSOURI LINE APPROVED 


The Commission has approved the application of the Kan- 
sas City & Grandview Railway Company for authority to con- 
struct a line of railroad from Leeds to Grandview in Jackson 
county, Missouri, a distance of 13.48 miles. 
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Traffic Lesson No. 47 


The Transportation Act of 1920—(Concluded)—Forty-seventh Lesson in the Course, Written for 
the Traffic World by Grover C. Huebner, Ph. D., Professor of Transportation and 
Commerce, University of Penna. 


In addition to title No. IV. containing the amendments to 
the interstate commerce act discussed in Lesson No. 46, the 
transportation act of 1920 includes four other titles as follows: 
No. I, definitions; No. II termination of federal control; No. 
Ill, disputes between carriers and their employes and subor- 
dinate officials; and No. V, miscellaneous provisions. 

The definitions given in title No. I are intended merely to 
facilitate statement throughout the remainder of the act, and 
require no discussion in this connection. The provisions of 
title No. II are lengthy because they not only accomplish the 
return of the railroads to private management, but provide tem- 
porary arrangements after the termination of federal control. 
They may be summarized briefly as follows: 

(1) The President is instructed to relinquish possession 
and control of the railroads on March 1, 1920. 

(2) The powers exercised by the President during the 
period of railroad control, except in so far as they are incident 
to winding up matters arising out of federal control, are re- 
pealed. 

(3) The President’s power to take possession of the trans- 
portation system under war conditions, provided for in the army 
appropriation act of Aug. 29, 1916, is not, however, limited or 
affected by the transportation act. 


(4) The barges, tugs and other inland and coastwise water 
transportation facilities acquired during the period of Federal 
control are transferred to the Secretary of War, and this official 
is also authorized to construct or contract for the construction 
of water terminal facilities. Water transportation services 
operated directly or indirectly by the Secretary of War are 
made subject to the provisions of the interstate commerce act 
and the shipping act and to any amendments which may be 
enacted in the future, 


(5) The President is instructed “as soon as practicable 
after the termination of Federal control, to adjust, settle, 
liquidate, and wind up all matters, including compensation, and 
all questions and disputes of whatsoever nature, arising out of 
or incident to Federal control.” Full provision is made for the 
reinbursement of deficits incurred during federal control, the 
inspection of carriers’ records, causes of action arising out of 
Federal control, and the refunding of carriers’ indebtedness to 
the United States on account of additions and betterments and 
equipment or otherwise incurred. 


(6) Provision is also made for winding up matters con- 
cerning compensation toa carriers with which no contracts were 
made during the period of federal control. 


(7) The temporary arrangement applicable after the term- 
ination of federal control included: (a) A provision to the 
effect that existing rates were to continue in effect until Sep- 
tember 1, 1920, unless change or reduction is approved by the 
Interstate Commerce Commission. (b) A continuation of the 
war-time federal guarantee to carriers after termination of fed- 
eral control for a period of six months beginning March 1, 1920. 
(c) A revolving fund of $300,000,000 from which loans could be 
made to carriers during a period of two years after the passage 
of this act, upon presentation to the Secretary of the Treasury 
of a certificate from the Commission to the effect that the loan 
“is necessary to enable the applicant properly to meet the trans- 
poration needs of the public, and that the prospective earning 
power of the applicant and the character and value of the se- 
curity offered are such as to furnish reasonable assurance of 
the applicants’ ability to repay the loan within the time fixed 


therefor and to meet its other obligations in connection with 
such load.” 


Disputes Between Carriers and their Employes and 
Subordinate Officials 


Perhaps the most disputed sections in the transportation 
act are those providing machinery for the settlement of rail- 
toad labor disputes. A determined effort was made to insert an 
anti-strike clause and to compel the peaceable adjustment or 
compulsory arbitration of labor disputes in the railroad in- 
dustry, but so much opposition arose that the effort was not 
Successful. It was felt by many that however desirable in the 
public interest it may be to avoid a widespread interruption of 
the transportation service, the awards of adjustment agencies 
May not under all circumstances be made compulsory. Title 
lll of the transportation act creates more comprehensive 
Machinery than obtains under the Newlands Act of July 15, 
1913, but the decisions rendered by the Railroad Labor Board 
or by a railroad Board of Labor adjustment are not binding 


under the law; their effectiveness depends upon the force of 
public opinion. 

The plan provided in the transportation act is three-fold: 

(1) All railroad labor disputes “shall be considered and, 
if possible, decided in conference between representatives desig- 
nated and authorized so to confer by the carriers, or the em- 
ployees or subordinate officials thereof, directly interested in 
the dispute. 


(2) In case a satisfactory adjustment of a dispute involv- 
ing grievances, rules or working conditions is not reached in 
such conference it shall be referred to a so-called Railroad 
Board of Labor Adjustment, which may be “established by 
agreement between any carrier group of carriers, or the car- 
riers as a whole, and any employers or _ subordinate 
officials of carriers, or organization or group of organiz- 
ations thereof.” Disputes may be referred to an Adjustment 
Board upon application of the chief executive of any carrier or 
organization of employes whose members are directly inter- 
ested, upon written petition of not less than 100 unorganized 
employees who are directly interested, upon motion of the ad- 
justment Board itself, or upon request of the Railroad Labor 
Board when it is of opinion that the dispute is likely to inter- 
rupt commerce. 


(3) A Railroad Labor Board is created to decide railroad 
Wage disputes and also disputes involving grievances, rules or 
working conditions not settled in conference or by an Adjust- 
ment Board. Title III provides that the Labor Board shall be 
composed of nine members, three of whom shall constitute the 
labor group, three the management group, and three the public 
group. A decision shall require the concurrence of at least five 
members of the board, and in case of wage disputes at least 
one representative of the public group shall concur in the de- 
cision. The board is authorized to suspend the operations of 
wage adjustments made in conference between carriers and 
employes if it is of opinion that the wage increase agreed upon 
“will be likely to necessitate a substantial readjustment of rail- 
road rates.” On deciding disputes involving wages or work- 
ing conditions the board is instructed to consider “(a) the scale 
of wages paid for similar kinds of work in other industries; (b) 
the relation between wages and the cost of living; (c) the 
hazards of the employment; (d) the training and skill required; 
(e) the degree of the responsibility; (f) the character and reg- 
ularity of the employment, and (g) inequalities of increases in 
wages or of treatment, the result of previous wage orders or 
adjustments.” 


The Labor Board is given power to require the attendance 
of witnesses, the production of books, papers, documents or 
other evidence and the taking of depositions. The intent is to 
vest the board with adequate powers to enable it to arrive at a 
decision based upon the essential facts. Its decisions, however, 
are not compulsory. Section 313 provides that “in case it has rea- 
son to believe that any decision of Labor Board or of an Ad- 
justment Board is violated by any carrier, or employe or sub- 
ordinate official, or organization thereof, [the board] may upon 
its own motion after due notice and hearing to all persons di- 
rectly interested in such violation, determine whether in its 
opinion such violation has occurred and make public the deci- 
sion in such manner as it may determine.” Railroad strikes 
have not been entirely obviated since the enactment of the 
transportation act, nor have the railroad companies accepted 
all the decisions of the Labor Board. The railroad labor situa- 
tion however, is for the time being less acute than it was a 
few years ago. Something has been accomplished under the 
transportation act, sou.e of the railroad companies and their 
employes have come together sufficiently to adjust their own 
disputes peaceably, and the economic conditions influencing 
wages changed somewhat after 1920. 

Miscellaneous Provisions 


The provisions contained in Title V chiefly concern the 
promotion of transportation on water routes. It is declared to 
be the policy of Congress “to promote, encourage, and develop 
water transportation service and facilities in connection with 
the commerce of the United States, and to foster and preserve 
in full vigor both rail and water transportation.” The Inter- 
state Commerce Commission has referred to this provision and 
to the Merchant Marine Act, as well as to the change in the 
long-and-short haul clause of the interstate commerce act dis- 
cussed in the preceeding lesson, in recent refusals to permit 
violations of the long-and-short haul principle requested on the 
ground of water competition. Title V, however, makes it the 
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direct duty of the Secretary of War to promote and develop 
water transportation. He is required to investigate suitable 
types of craft; terminals and terminal facilities for inland water- 
way traffic and for through water-rail traffic; the status of water 
transportation upon the various inland routes, and any other 
matter that may tend to promote water transportation. He 
is also required to compile, publish and distribute “such useful 
statistics, data and information concerning transportation on in- 
land waterways as he may deem to be of value to the commer- 
cial interests of the country. 

The Department of War, Corps of Engineers, had for many 
years published waterway statistics but they were incomplete 
except for selected individual waterways or groups of water- 
ways. Prior to 1919 they were confined mainly to localities 
under improvement by the United States government. Since 
then consolidated statistics including the waterways of the en- 
tire country have each year been published as a separate volume 
of the annual report. It is compiled by the Statistical Division 
of the Board of Engineers for River and Harbors. Although 
these current waterway statistics for the United States as a 
whole do not as yet compare favorably with the railroad traffic 
statistics published by the Interstate Commerce Commission 
either as to accuracy or completeness, they are a great improv- 
ment over what they were before 1919, and contain much data 
of interest to the traffic man. 


BOARD TO HEAR WAGE DEMANDS 


The Trafic World New York Bureau 


The demands of the four brotherhoods for an increase in 
wages to the peak rate of 1920 will be taken before the Rail- 
road Labor Board in Chicago, according to present plans of the 
railway executives. The burden of proof that such increases 
are justified will be thrown on the unions. Spokesmen for the 
carriers in New York point to official government figures plac- 
ing the cost of living now six per cent lower than it was 
July 1, 1921, when wages were reduced from the peak level. 

There is also a belief among some of the railroad officials 
that the four brotherhoods will utilize this occasion to launch 
a blow at the existence of the Labor Board, which has had the 
concerted opposition of organized labor since its inception. Ap- 
parently, it is the plan of campaign of the unions to show that 
the Labor Board is unable to cope with the emergency when 
it reaches an acute stage, whereupon the brotherhoods will 
have arguments with which to approach Congress and ask for 
its abolition. Success in this plan would open the way for a 
return to mediation and arbitration as a means of settling rail- 
road disputes. 

Railroad managements have not yet set private conferences, 
though it is expected that these will be held late this month or 
early in November. Each has thirty days following presenta- 
tion of the demands in which to arrange meetings. The pro- 
posals of the brotherhoods are now being received by the car- 
riers in all parts of the country. 

An unexpected turn in the wage situation came this week 
when the two train service brotherhoods served demands on the 
railroads for an increase in pay ranging from 15 to 39 per cent 
and asking for a definite answer before November 10. This was 
considered as overriding the code of procedure laid down in the 
transportation act of 1920, specifying that the unions should ask 
yee a conference to negotiate on their demands within thirty 

ays. 

Unofficial statements from local executives were that the 
demands would be refused. The manner in which the increases 
were proposed was regarded as the beginning of an attack on 
the Labor Board. 

The classes of labor involved in these proposals are the 
conductors on freight and passenger trains, flagmen, brakemen, 
baggagemen, yard foremen and ticket collectors. 

The next regular meeting of the Eastern Presidents’ Con- 
ference is scheduled for October 18, at which it is expected the 
wage demands will be discussed. 


LABOR BOARD DECISIONS 

In decision No. 1979, the Labor Board has ruled that the 
Kansas City Southern, Arkansas Western, and several other 
roads have the right to negotiate with foremen separately from 
the other employees in the maintenance of way department. 
The decision follows an election held at the instigation of the 
board for the purpose of determining if the majority of the fore- 
men desired separate representation. The brotherhood declined 
to participate in this election, maintaining that all employees 
of the department must be negotiated with as a whole. The elec- 
tion indicated that the majority of foreman wished separate 
negotiations. The employees protested to the board and the pres- 
ent decision sustains largely the contention of the carriers, 

The decision is followed by a long dissenting opinion signed 
by labor members Wharton and Grable in which it is charged 
that the other members of the board have premeditatedly dis- 
regarded the rights of the employees. It is answered in an 
opinion by Chairman Hooper in which he says the board has 
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long established the principle that skilled labor should not be 
bound to be represented by the representatives of unskilled 
labor and, therefore, has the right to make separate negotiations 


RAILROAD WAGES 


The Great Northern and the Order of Railway Telegraphers 
have filed a joint submission with the Labor Board in which 
the employees are asking for various increased rates of pay in 
order to eliminate what they contend to be inequalities between 
various employees, and the carrier is asking the board to grant 


a reduction of 4 cents an hour for all employees in the tele- 
graphic service. 


Marine engineers employed by the Santa Fe, Southern Pa- 
cific, Western Pacific and Northwestern Pacific at the port of 
San Francisco have petitioned the Labor Board for an advance 
in wages of $35 a month. The same increases are asked for 
assistant chief engineers and assistant engineers. 


I. C. C. WAGE STATISTICS 


“The monthly returns of class I carriers show that since 
January, 1923, there has been an increase, from month to month, 
in the total number of railroad employes,” the bureau of statis- 
tics of the Commission said in its summary of wage statistics 
for July. The report said: 


For the month of July, 1923, the summary shows a total of 1,954,- 
687 employes, an increase of 20,758, or 1.1 per cent, as compared 
with the returns for June, 1923, and exceeds the employment reported 
for July, 1922, by 486,863, or 33.2 per cent. This abnormal increase, 
however, resulted partly from the shopmen’s strike, which became 
effective on July 1, 1922, and partly from the larger business of 1923. 
The total compensation reported for July, 1923, compared with that 
for June, 1923, shows an increase of $2,677,760, or 1 per cent. 

The monthly earnings, by groups, were as follows: 

Monthly earnings of— 
Employes Employes 
reportedon reported on 
daily basis hourly basis 
July, 1 July, July, 
1922 


1923 1923 1922 
$418 


Group 
Executives, officials and staff assistants. .$427 creas eS? 
178 172 “= $124 

2 


Professional, clerical and general 
Maintenance of way and structures 23 235 82 
Maintenance of equipment and stores 243 127 135 
Trasportation (other than train, engine and 


92 122 120 


ders and hostlers) 259 256 148 153 
Transportation (train and engine service) ‘ 189 180 


A comparison of the number of employes and their compensation, 
by months, follows: 


Class I Steam Roads 
Number of 
employes 


Total — 
compensation 
$193,571,244 
224,976,644 
238,735,394 
255,514,000 
249,286,713 
247,672,515 
250,051,786 
230,416,541 
255,447,764 
245,874,117 
259,679,263 
259,127,789 
261,805,549 


July, 1922 
August, 1922 
September, 1922 
October, 1922 
November, 1922 
December, 1922 
January, 1923 
February, 1923 


July, 1923 


SIGNAL AND TRAIN-ORDER STATISTICS 
The Commission has issued an order requiring the railroads 
to make a statement, as of January 1, 1924, and file it with the 
Commission not later than January 15, concerning block signal 


and train order statistics. The report is to be made in accord- 
ance with blanks furnished by the Commission the purpose be- 
ing to show what progress, if any, has been made within the 
year toward equipping the lines with automatic and semi-auto- 
matic signal devices. 

If no additions have been made during the year, the Com- 
mission said it would be satisfied with a statement to that effect 
in lieu of a filled out form that would be a mere duplication of 
prior reports, if work of that kind has been done by the report- 
ing line. 


TONNAGE ON ALASKA R. R. 


Freight on the Alaska Railroad increased in volume three 
times the record of a year ago in July, according to a telegram 
received at the Interior Department from Anchorage. Tonnage 
for July, 1923, was 7,500 as compared with 2,500 in 1922. 

The flood of shipments on the boats operated by the govern- 
ment on the Nenana and Yukon rivers has been so great in the 
late September prior to the general freeze-up that they have 
been overtaxed to their fullest capacity, the message said. By 
strenuous efforts the boats succeeded in delivering all freight, 
but the big problem confronting the railroad is to get the river 
steamers back safely to the ways at Nenana before the freeze-up. 

The telegram announced that the bridge on the branch of 
the Alaska Railroad to the Healy River coal field will be com 
pleted this month, making the coal mined in this district ac 
cessible for domestic and railroad consumption, 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from R: 


eporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing "Co. ) 





Sinking of Lighter in Smooth Water and Calm Weather, with 
Less than Full Load, Is Presumptive Evidence of Unsea- 
worthiness: 

(Circuit Court of Appeals, Second Circuit.) The sinking of 

a lighter in smooth water and calm weather, under less than 

the load for which her size fitted her, raises a presumption of 


unseaworthiness.—The Jungshoved, J. Aron & Co., Inc., et al. 


vs. Dampskibs Selsk Danneborg et al., 209 Fed. Rep. 733. 
Implied Warranty of Seaworthiness Attaches to Lighter Hired 
for Storage Purposes in Harbor: 

The hiring of a lighter for storage of cargo in a harbor, 
pending its landing, carries the implied warranty of seaworth- 
iness for the purpose of the hiring.—Ibid. 

Agent and Undisclosed Principal Cannot be Joined in Suit for 

Breach of Contract Made by Agent: 

An agent, who makes a contract without disclosing his 
agency and the indentity of his principal, and the principal, when 
discovered, may either be held liable for breach of the contract; 


_ but the other party is put to his election, and cannot maintain a 


suit against both.—Ibid. 
Breker Held Not Personally Bound by an Implied Warranty of 

Seaworthiness of Lighter Let by Him: 

On evidence showing that a respondent, known to be a 
broker, in furnishing a lighter for harbor use on oral request, 
disclosed the fact of his agency and the identity of the owner 
of the lighter, such respondent held not personally bound by an 
implied warranty of seaworthiness.—Ibid. 

Agent Without Power to Change Terms of Charter Without 

Specific Authority: 

(District Court, S. D., New York.) The master of a vessel 
and the agent of the charterer are without power to change the 
terms of a charter party made between the owner and charterer 
without specific authority—Oneida Nav. Co. vs. Arkell & Doug- 
las, Inc., 290 Fed. Rep. 827. 

New Charter by Agents Held Not to Displace Original Charter: 

Owner and charterer signed a charter party for a voyage 
from African to American ports, the vessel to be loaded only by 
charterer. On arrival at an African port, the master and char- 
terer’s agent there, without knowledge that a charter had been 
previously signed and through a misunderstanding, signed a new 
charter at a higher price, but permitting: loading by a sub- 
charterer. The vessel was loaded by a subcharterer, but with- 
out greater delay or inconvenience to owner. Held, that the 
voyage was made under the original charter and that the owner 
could not recover the additional charter hire, stipulated for in 
the second charter party.—Ibid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co. ) 





REGULATION OF COMMON CARRIERS 


Term “Railroads” Held to Include Interurban Railroads: 

(Supreme Court of Ohio.) The term “railroads,” as used 
in section 540, General Code, includes interurban railroads.— 
Hocking Valley Ry. Co. vs. Public Utilities Commission et al., 
140 N. E. Rep. 667. 

Public Utilities Commission Held Empowered to Require the 

Tracks of Steam and Interurban Railroads to Be Connected, 

So as to Admit Passage of Cars from One Railroad to 

Another and to Establish Joint Rates: 

The Public Utilities Commission, when the facts warrant, 
has power to require that the tracks of a steam railroad and 
the tracks of an interurban railroad be so connected as to 
admit the passage of cars from one road to the other, and also 
to establish joint rates under the provisions of section 540, Gen- 
eral Code.—Ibid. 

Order Fixing Intrastate Rates During Test Period Affirmed: 

(Supreme Court of Washington.) In view of the difficulty 
of measuring the reasonableness of freight charges by ref- 
erence to the cost of transporting a particular commodity, an 
order of the department of public works, establishing uniform 
intrastate tariff rates for the transportation of logs and pro- 
Viding for a test period of 12 months to establish the reasonable- 
hess or unreasonableness thereof, will be affirmed without preju- 
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dice to the right of the carriers to reopen the case.—Northern 

Pac. Ry. Co. et al. vs. Department of Public Works, et al., 217 

P. Rep. 507. 

Must Prove Increased Rates Just and Reasonable: 

Where the evidence prima facie showed that increased rates 
proposed by carriers were discriminatory, the burden was on 
the carriers under Rem. Comp. Stat., sec. 10424, to prove the 
proposed tariff just and reasonable. (Per Pemberton, Parker 
and Tolman, JJ.).—Ibid. 
Cost per Ton Mile on Entire System Proper Basis for Fixing 

Intrastate Rates: 

In fixing a uniform distance tariff on intrastate transporta- 
tion of logs, the average cost per ton mile on the entire systems 
of four competing carriers was properly considered as the basis, 
though less than the ton-mile cost to such carriers on their 
trackage within the state and much less than such costs on 
those branch lines carrying most of the logs. (Per Pemberton, 
Parker and Tolman, JJ.).—Ibid. 
Uniform Distance Tariff Rate Fixed on Basis of 6 Per Cent 

Net Return Not Inadequate, Because Income Tax Not Con- 

sidered as Operating Expense: 

A uniform intrastate tariff rate sufficient to secure to the 
carriers a 6 per cent return is not inadequate, because the 
income tax was not included as part of the operating expense 
in estimating the net income, where the rate as established was 
sufficient after deducting the income tax to secure to the car- 
riers a 5% per cent return. (Per Pemberton, Parker and Tol- 
man, JJ.).—Ibid. 

Department of Public Works May Prescribe Lower Rate as 
Penalty for Failure to Furnish Cars Equipped with Patent 
Log Bunks: 

Under Laws 1911, p. 546, sec. 9, relating to the facilities and 
equipment which carriers are required to provide, the depart- 
ment of public works has authority to prescribe a lower tariff 
rate as a penalty for failure to furnish cars equipped with patent 
bunks for the transportation of logs. (Per Pemberton, Parker 
and Tolman, JJ.).—Ibid. 
Findings of Fact of Department of Public Works Controlling: 

The findings of the department of public works in fixing 
freight rates are controlling on the questions of fact, unless 
arbitrarily reached without proper consideration of all the facts 
or determined on a manifestly wrong basis. (Per Pemberton, 
Parker and Tolman, JJ.).—Ibid. 
Courts Cannot Perform Functions of Rate-Making Body: 

Rate-making is not a function of the courts, which cannot 
substitute themselves for the rate-making body and perform its 
functions. (Per Pemberton, Parker and Tolman, JJ.).—-Ibid. 
Court Cannot Consider Weight of Evidence or Wisdom of Pub- 

lic Works Department’s Order Fixing Uniform Freight Rates: 

It is not within the province of the court to consider the 
weight of the evidence or wisdom of an order by the depart- 
ment of public works fixing a uniform intrastate freight rate. 
(Per Pemberton, Parker and Tolman, JJ.).—Ibid. 


REVENUE FREIGHT LOADING 


Revenue freight loading jumped to a new high level the 
week ended September 29, the total number of cars loaded hav- 
ing been 1,097,274 as against 1,060,436 cars the week preceding 
and 1,092,567 cars the week ended September 1, which was, up 
to that time, the greatest loading on record, according to the 
weekly report of the car service division of the American Railway 
Association. Loading in the corresponding weeks of 1922 and 
1921, totaled 977,791 and 904,831 cars, respectively. The loading for 
the week ended September 29 reflected the resumption of opera- 
tions in the anthracite fields. Coal loading totaled 200,970 cars 
as against 182,524 cars the preceding week and 171,830 cars the 
week ended September 15. It fell short of the coal loading of 
206,610 cars the week ended September 1, which was just before 
the anthracite strike began. The loading for the week ended 
September 29 was approximately 79,000 cars in excess of the 
record loading of October, 1920, which was not exceeded until 
this year. 

The loading of revenue freight by districts for the week 


ended September 29 and for the corresponding week of 1922 
follows: 


Eastern district: Grain and grain products. 9,275 and 7,641; 
live stock, 3,714 and 3,738; coal, 54,939 and 55,445; coke, 3,499 and 
1,658; forest products, 5,944 and 5,876; ore, 5,319 and 3,828; 
merchandise, Ba: 68,464 and 64, 153; miscellaneous, 106,440 
and 94,662; total, igos” 257,644; 1922, 236, 901; 1921, 212,075. 

Allegheny district: Grain and grain products, 2,807 and 3,108; 
live stock, 2,893 and 3,729; coal 55,469 and 56, 343; coke, 6,096 
and 4,599; forest a? 3,640 and 3,127; ore, 11,867 and 9,361; 
merchandise, L C. L., 51,950 and 50,336; miscelianeous, 89,163 
and 78,637; total, 1923, bos, 885; 1922, 209,240; 1921, 173,940. 

Pocahontas district: Grain and grain products, 276 and 254; 
live stock, 392 and 540; coal, 29,502 and 16,690; coke, 524 and 
228; forest qrotects, 1,841 and 1,448: ore, 154 and 34; merchan- 
dise, | Oh 6,786 and Bark: miscellaneous, 5,985 and 3,490; 
total, 1923, “5 460: 1922, 27,795; 1921, 34,762. 

Southern district: ‘Grain and grain products, 3,707 and 3,555; 
live stock, 2,636 and 2,804; coal, 25,624 and 21,574; coke, 834 and 
895; forest products, 24, 120 and 17,834; ore, 1,624 and 1,197; mer- 
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chandise, L, C. L., 41,337 and 36,912; miscellaneous, 45,907 and 
42,186; total, 1923, 145,789; 1922, 126,957; 1921, 131,932. 

Northwestern district: Grain and grain products, 17,165 and 
18,955; live stock, 10,935 and 9,723; coal, 9,327 and 10,048; coke, 
1,471 and 1,408; forest products, 19,315 and 15,559; ore, 46,734 and 
32,597; merchandise, L. C. L., 32,361 and 28,940; miscellaneous, 
45,211 and 37,588; total, 1923, 182,519; 1922, 154,818; 1921, 138,470. 

Central Western district: Grain and grain products, 13,161 
and 14,032; live stock 16,912 and 15,599; coal 20,222 and 20,482; 
coke, 316 and 521; forest products, 12,009 and 8,432; ore, 2,932 
and 2,415; merchandise, L. C. L., 36,539 and 34,540; miscellaneous, 
66,602 and 62,275; total, 1923, 168,693; 1922, 158,296; 1921, 144,358. 

Southwestern district: Grain and grain products, 4,505 and 
4,480; live stock, 4,142 and 3,666; coal, 5,887 and 7,230; coke, 196 
and 144; forest products, 8,572 and 5,726; ore, 542 and 563; mer- 
chandise, L. C. L., 15,739 and 13,392; miscellaneous, 33,701 and 
28,583; total, 1923, 73,284; 1922, 63,784; 1921, 69,294. 

Total, all roads: Grain and grain products, 50,896 and 51,925; 
live stock, 41,264 and 39,799; coal, 200,970 and 187,812; coke, 
12,936 and 9,453; forest products, 75,491 and 58,002; ore, 69,172 
and 49,995; merchandise, L. C. L., 253,176 and 233,384; miscel- 
sean oe -* gta and 347,421; total, 1923, 1,097,274; 1922, 977,791; 


UNLOADING OF PERISHABLES 


The Trafic World, Washington Bureau 


Failure to unload promptly refrigerator cars is seriously 
affecting the supply of cars in perishable loading territory, ac- 
cording to advices received by the car service division of the 
American Railway Association. At some points the delay in 
unloading is attributed to a crowded market and to prices that 
do not justify unloading. As of October 1, at nineteen important 
consuming terminals, 1,643 refrigerator cars were delayed under 
load for 3 days or more. This figure does not include cars de- 
layed for 48 hours, or more up to 3 days. 

The transportation division of the Department of Com- 
merce is continuing its efforts to facilitate the movement of 
fruits and vegetables in refrigerator cars. Secretary Hoover 
said officials of the Department had conferred with officials of 
eastern carriers to speed up the handling of those commodities 
the east. Not much relief for the west coast producers is 
anticipated by the way of water shipments via the Panama 
canal because ships equipped to handle fruit and vegetable 
shipments would have cargoes for only one period during the 
year, it was said. 


Officials of the car service division take the position that 
the shortage of refrigerator equipment is due to the failure of 
receivers to unload promptly. The following figures compiled 
by the division show the number of refrigerators held at prin- 
cipal cities 3 days and over as of October 1: 

Buffalo, 100; Cleveland, 36; Detroit, 63; Toledo, 11; Cin- 
cinnati, 35; Kansas City, 33; St. Louis, 39; Omaha, 88; Denver, 
33; Chicago, 320; Milwaukee, 153; Pittsburgh, 322; Twin Cities, 
57; Boston, 24; Philadelphia, 38; New York, 263; Washington, 
7; Baltimore, 8, and Dallas 13. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars for the period 
September 23-30 was 41,745, a decrease of 17,263 cars as com- 
pared with the preceding period, while the average daily short- 
age of cars was 15,331, an increase of 1,816 cars over the pre- 
ceding period, according to the car service division of the Amer- 
ican Railway Association. 

The surplus was made up as follows: Box, 29,011; ventilated 
box, 48; auto and furniture, 1,468; total box, 30,527; flat, 314; 
gondola, 1,346; hopper, 4,305; total all coal, 5,651; coke, 168, 
S. D. stock, 1,054; D. D. Stock, 51, refrigerator, 3,723; miscel- 
laneous, 257; total, 41,745. 

The shortage was made up as follows: Box, 6,345; ven- 
tilated box, 15; auto and furniture, 116; total box, 6,476; flat, 
1,183; gondola, 3,046; hopper, 2,393; total all coal, 5,439; coke, 
36; S. D. stock, 943; D. D. stock, 115; refrigerator, 992; tank, 
100; miscellaneous, 47; total, 15,331, 

Canadian roads reported a shortage of 300 box, 100 flat and 
100 refrigerator cars. 


SPEED IN UNLOADING FRUIT 


Greater speed in unloading fruit from refrigerator cars at 
the eastern markets is being urged by the transportation de- 
partment of the American Farm Bureau Federation in answer 
to complaints of an acute shortage of cars in California and 
reports that only 29 per cent of orders had been filled up to 
October 2. California shippers are fearful that with a con- 
tinued shortage of cars fall rains may spoil millions of dollars 
worth of fruit, particularly grapes. 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as of 
September 15 was 55.9, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
By classes of equipment, the percentages were as follows: Box, 
45.6; refrigerator, 63.7; coal and coke, 62.3; stock, 72.6; flat, 64.5; 
others, 95.2. By districts, the percentage of home cars on home 
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roads was as follows: Eastern, 43.8; Allegheny, 59.7; Pocahontas, 
57.6; Southern, 50.3; Western, 64. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership as of September 15 showed the following: 
Eastern district, 94.5, as against 99.2 a year ago; Allegheny, 
100.4, as against 100.5 a year ago; Pocahontas, 80.3, as against 
90.5 a year ago; Southern, 91.7, as against 98.2 a year ago; West- 
ern, 103.6, as against 98.3 a year ago; all districts, 98, as against 
98.6 a year ago; Canadian roads, 96.8, as against 90.4 a year ago; 
National Railways of Mexico, 108, as against 103.4 a year ago. 


SAVE SPACE IN PACKING 


“Ocean rates on both light and bulky articles are based on 
cubic measurement,” says the transportation division of the De- 
partment of Commerce, “Therefore, in packing such articles 
economy of space should receive prime consideration. As an 
example of the saving resulting from economical packing, during 
the war 22,000 tons of shipping space were saved on a shipment 
of 6,000 rolling kitchens by the use of a specially designed crate. 
Likewise, by adopting bales instead of boxes for clothing, blan- 


kets, etc., the army saved approximately $49,000,000 in freight 
charges alone.” 


URGES CO-OPERATION WITH CARRIERS 


, The Mississippi Cotton Seed Crushers’ Association has warned 
its members that, despite the fact that the carriers have bought 
many new cars and that there is no strike this year and a short 
crop of cotton, there is a possibility of their suffering from a 
car shortage, owing to the immense tonnage which the carriers 
are handling. With this in view, the association urges its mem- 
bers to co-operate with the carriers in loading and unloading 
promptly, in loading cars heavily, and in further extending 
the co-operation which effected good results last year. 


TERMINAL CO-ORDINATION 


“Co-ordination of Railroad and Marine Terminals” was dis- 
cussed before the Society of Terminal Engineers on October 
9, by J. Rowland Bibbins, who declared that terminal operation 
was one of the major problems before the transportation world. 
He said a special committee was at work studying and investi- 
gating both store door delivery and standard containers with a 
view to their efficiency in terminal operation. 

He stressed the necessity for operating terminals, where rail 
and water traffic was to be served, as points of contact rather 
than as destinations. The conception of the terminal as a 
destination he said, had lead to much defective planning. 

; “It is strange,” he said, “that so little attention has been 
given by practical transportation men to the problem of efficient 
off-track freight movement, both local and interchange. Because, 
after all, transportation is the entire journey—producer to con- 
sumer—and not simply the rail or water journey between 
temini. It is not difficult to demonstrate that probably half of 
the construction cost and an even greater proportion of the 
operating difficulties of the railroads of this country are repre- 
sented by other than main line tracks, terminals largely; fur- 
thermore, that the total cost to the country for off-rail is not far 
from the total cost of movement on rails.” 

_ In conclusion he said, “It is not standing capacity of ter- 
minals that determines capacity, whether for ships, cars or 
motors. It is movement alone that counts and all unnecessary 
delays and expense must necessarily, in the end, be loaded on to 
the shippers, consignees, and general public. Transportation 
is a dynamic and not a static business.” 


CLAIMS CONFERENCES 


A meeting of the Central Claims Conference was held at 
St. Louis October 9 and 10. Carrier repreesntatives and rep- 
resentatives of the freight claim division of the A. R. A. were 
guests at a dinner on the evening of the 9th given by the St. 
Louis Chamber of Commerce for the purpose of furthering co- 
operation between shippers and carriers. The meeting was 
addressed by Daniel W. Sims, general attorney for the Wabash, 
who spoke on “The Constitution.” P. W. Coyle, traffic commis- 
sioner of the St. Louis Chamber of Commerce, acted as toast- 
master. 

An approximate date of November 20 has been fixed for 
the meeting of the Eastern Claim Conference with shippers 
and representatives of the A. R. A. It will be held at Boston. 

The Business Men’s Association of Waco, with the Rotary 
and Kiwanis clubs of Waco, have invited the Southwestern 
Claims’ Conference to meet at Waco on October 25 and confer 
with shippers. 


CHICAGO BELT STOCK ISSUE : 

The Belt Railway Co. of Chicago has applied to the Commis- 
sion for authority to issue 2,400 shares of common capital stock 
and to sell and deliver the same to the Pere Marquette Railway 
Company for $240,000 in cash. Approval of the proposed trans- 
action will make the Pere Marquette a co-owner with the ap- 
plicant and its proprietary tenants of the leasehold estate of 
the applicant. 
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J. A. Fitzpatrick has been appointed assistant traffic mana- 
ger for the Nickel Plate with headquarters at Cleveland. 

Wilbert A. Schumacher has been appointed general traffic 
manager for the United Fruit Company with office at New 
York. The status of the passenger ‘department has not been 
changed. Charles M. Wynns has been appointed assistant gen- 
eral traffic manager with office at New Orleans. Walter M. 
Daniels has been made division manager at Havana. 

Ralph Peters, president of the Long Island Railroad for 
eighteen years, died suddenly at his home in Garden City Octo- 
ber 9. 

Thomas H. Murray has been appointed traveling freight 
and passenger agent for the Santa Fe with headquarters at 
Phoenix. Mr. Murray was formerly with the bureau of tariffs 
of the Commission at Washington. 

Frederick S. Holbrook has been elected traffic vice presi- 
dent of the American Railway Express Company to succeed 
D. S. Elliott, who died. John W. Newlean has been elected vice 
president and treasurer, which position was formerly held by 
Mr. Holbrook. 

Charles E. Wallington, formerly general traffic manager for 
the Owens Bottle Company and recently engaged in general law 
practice, has become director of traffic for the Ohio Trent Coal, 
Coke, and Amalgam Company, of Toledo. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of New England will celebrate “Canadian 
Night” October 16 at the Copley-Plaza. Addresses will be made 
by Hon. F. B. Carvell, K. C., chief commissioner, Board of 
Railway Commissioners for Canada, whose subject will be 
“The Railway Problem of Canada,’ and by Sir Henry Thorn- 
ton, chairman and president Canadian National Railways, who 
will speak on “State Ownership.” More than 100 Canadian 
guests are expected. Observing a tendency of the radical group 
in Congress to make a target of the transportation act, the 
Traffic Club of New England has asked its members to assist 
in investigating and exposing untrue statements and to counter- 


act propaganda intended “to upset our government and destroy 
our institutions.” 





The Transportation Club of Tulsa resumed its meetings 
with a dinner at the Hotel Tulsa October 9. Sam S. Butler, 
freight traffic manager for the Frisco, was the principal speaker. 





The Traffic Club of Kansas City held a Columbus 


Day 
dance at the Ivanhoe Temple October 12. 





The Traffic Club of New York resumed meetings of the 
Club Forum on October 9. These meetings are in the nature 
of round table discussions of traffic and transportation prob- 
lems. Harry Wilson, chairman of the general freight com- 


— of the Trunk Line Association, spoke on “Trunk Line 
ates.” 





The York Traffic Club held its first fall meeting October 11. 


L. B. Burford, general freight agent of the Erie, spoke on “The 
Future of Our Railroads.” 





The Waco Traffic Club had a “spelling bee” at its luncheon 


October 4, using pages 10 to 20 of the Freight Traffic Red Book 
In place of words. 





The Traffic Club of Minneapolis gave a dinner October 9 
i honor of C. C. Grey, who was leaving Minneapolis. 





The Transportation Club of Decatur will hold its fourth 
annual railroad banquet October 18. 





The Milwaukee Traffic Club will hold its first dinner of 
the fall season at Hotel Pfister on October 16. Irvir. L. Len- 
Toot, United States Senator from Wisconsin, will be a guest and 
will address the club on “The Transportation Question.” 





The Traffic Club of Kansas City held its regular luncheon 
meeting October 9 and was addressed by J. W. Perry, who spoke 
on “A Business Man’s View of the European Situation.” 





_ The Traffic Club of St. Louis had as its guest at its meet- 
ig October 8 Lieutenant Connelly of the Near East Relief. 





The Chicago Shippers’ Conference Association will hold its 
annual election of officers at the Chicago Traffic Club Novem- 
ber 6. The following have been placed in nomination: For 
President, George A. Blair, traffic manager, Wilson and Com- 
Pany; for vice president, C. T. Bradford, manager traffic depart- 
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ment, International Harvester Company; for secretary, W. J. M. 
Lahl, traffic manager, American Seating Company; for treas- 
urer, R. W. Campbell, traffic manager, Butler Paper Corpora- 
tion; for directors for three years, R. C. Ross, general traffic 
manager, Jos. T. Ryerson and Son, and E. C. Wilmore, traffic 
manager, Sefton Manufacturing Company. R. C. Ross, general 
traffic manager for Jos. T. Ryerson and Son, is now president. 





The Miami Valley Traffic Club will hold the first of its 
fall and winter meetings October 22 at the Shrine Club, Day- 
ton. Walter B. Moore, managing director of the Dayton Cham- 
ber of Commerce, will address the meeting. 

The Transportation Club of Louisville and the Louisville 
Board of Trade made a joint inspection of the terminals and 


industries served by the Kentucky and Indiana Terminal R. R. 
October 9. 





The Traffic Club of Brooklyn and the Brooklyn Chamber 


of Commerce will celebrate October 19 as “New York Central 
Night.” 





The St. Clair River District Transportation Club resumed 
activity with its first fall meeting on October 1. ‘Meetings are 


planned through the winter for the first and third Mondays of 
each month. 





The El Paso Traffic Club was addressed by Walter Splawn 
of the Railroad Commission of Texas at its meeting October 3. 


Mr. Splawn spoke on “Railroad Consolidation.” The club held 
a business meeting October 10. 





The fall tournament of the National Freight Traffic Golf 
Association will be held at Glen Echo Country Club in St. Louis 
October 24 and 25. This will follow the annual meeting of the 
American Association of Freight Traffic Officers in St. Louis 
October 23, and a large attendance is expected at both gather- 
ings. The object of the National Freight Traffic Golf Associa- 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are ag follows: First insertion, $1.00 per line, 
minimum charge $3.00; succeeding insertions, per line, 50e; 10 words 
to the line; numbers and abbreviations counted as words; 6 point type: 
payable in advance. Answers to keyed advertisements forwarded free 


and all correspondence held in strict confidence. The TRAFFIC 
WORLD, 418 South Market Street, Chicago, [il. 











POSITION WANTED—By energetic traffic manager or assistant 
with large industrial concern or carrier. Long varied railroad experi- 
ence; thoroughly conversant with transcontinental and coastwise rate 
structures and traffic problems. Salary $5,000. Good personality. Now 
employed. References. Address, Box 579, Traffic World, Chicago. 
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tion is to hold golf tournaments with a view to encouraging a 
better acquaintance among traffic men of the industrials and 
the railroads. 


INTERLOCKING DIRECTORATES 


George W. Dixon has been authorized to hold the position 
of director of the Grand Trunk Western Railway Company and 
of the Chicago & Kalamazoo Terminal Railroad Company in 
addition to positions previously authorized. 


TRANSPORTATION MEN HELP ROLL CALL 


The railroad and shipping industries of New York City are 
co-operating actively with the Red Cross in its annual roll call, 
which opens Armistice Day, November 11, and continues until 
Thanksgiving, for the enlistment of new memberships to main- 
tain the organization’s manifold peace-time program of relief and 
public health work. 

Four special groups have been formed in accordance with 
the campaign plan of organizing the city into various industrial, 
mercantile and professional groups to facilitate the roll call 
effort. Howard Elliott, of the Northern Pacific Railway Com- 
pany is acting as chairman of the railroad group; P. W. What- 
mough, of the Cunard Steamship Co., Ltd., chairman of the steam- 
ships group; F. B. Dalzell, of the Dalzell Towing Company, 
chairman of the harbor interests group and a special express 
group is functioning under the chairmanship of R. C. James, 
of the American Express Company. Special roll call committees 
of representative leaders in the railroad and shipping industries 
will function under these chairmen to obtain the maximum re- 
sponce to the roll call throughout the industries, and plans are 
already under way to reach every person in the industries 
directly with the Red Cross appeal. 


NEW YORK SHIPPER’S CONFERENCE 


The Trafic World New York Bureau 
The Shipper’s Conference of Greater New York held its 
first meeting of the season in the assembly room of the New 
York Board of Trade and Transportation the afternoon of 
October 9. C. L. Hilleary, traffic manager of the F. W. Wool- 
worth Company and chairman of the conference, presided. 
Frank H. Pike, division freight agent of the Delaware, 
Lackawanna and Western Rd., exhibited his new device for 
showing freight rates, and gave a demonstration of its use. 


There were reports by various committee chairmen, the 
most important being that of Rollins White on the proposal 
of the National Perishable Freight Tariff Committee to estab- 
lish charges for the use of refrigerator cars uniced. As a re- 


sult of his report the following resolution was adopted by the 
conference: 


Whereas, by long established practice, the carriers have seen 
fit to make and provide different types of car equipment suited to 
the transportation of goods according to kind— 

Whereas, the furnishing of such equipment has been a part 
of the carriers’ standard transportation service, included in the 
rate of freight, not to be confused with out of pocket expenses 
for temporary equipment accessories for which specific charges 
may be made, and 


Whereas, the rates of freight of the carriers are established 
with full consideration of the character of goods to be trans- 
ported; now therefore be it 

Resolved, that, upon consideration of National Perishable 
Freight Committee Docket Subject 918, dated July 9, 1923, pro- 
posing the adoption generally of a rental charge for the use of 
one type of car equipment, the shippers’ conference of New York 
does construe the carriers’ action to be a proposal for an unwar- 
ranted increase in rates, an inequitable method of restricting the 
use of refrigerator cars, and does express its emphatic opposition 
to the establishment of such additional rates: and be it further 

Resolved, that a representative of this organization appear 
before the carriers at the Chicago, Illinois, hearing, October 16, 
making known the action of this body, and that copies of this 
resolution be sent to shippers’ organizations and carriers’ officials. 


GREAT LAKES ADVISORY BOARD 


(Special Correspondence from Buffalo, N. Y.) 


That no car shortage exists in the lower Great Lakes 
region, while, at the same time, the service being furnished 
by the transportation companies is uniformly good with only 
rare exceptions, was the gist of reports made by the chairmen 
of the various commodity committees at the meeting in Buffalo 
October 9, of the Great Lakes Shippers’ Regional Advisory 
Board. 

Regular meetings of the board, which is similar to others 
that have been organized in various parts of the country for 
the purpose of bringing into closer relationship the public and 
the carriers and to enable both the shippers and the railroads 
to anticipate as far in advance as possible the transportation 
needs of the industries located in various industrial districts, 
are held every sixty days. This was the third meeting of the 
Great Lakes board, and it was voted to hold the next one in 
Cleveland in December. 

More than 150 shippers and representatives of. the railroads 
attended the meeting from southern Michigan, northern Indiana, 
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— Ohio, northwestern Pennsylvania and western New 
ork. 

In furtherance of the plan to create boards in other parts 
of the country, a meeting of shippers was to be held in Cin- 
cinnati October 11 to organize a similar board for the territory 
of Indiana, Ohio and parts of West Virginia and Kentucky. 

K. A. Moore, of Detroit, connected with the Michigan Auto- 
mobile Chamber of Commerce and chairman of the automobile 
committee told the board that there was no car shortage in that 
district and none was expected. He estimated that from Octo- 
ber 15 to December 15, sixty thousand cars would be required 
for the automobile industry. The automobile industry, he said, 
was one hundred per cent behind the regional advisory board 
plan and intended to remain so. 


Reporting for the grain, corn, hay, bean and seed com- 
mittee, E. C. Nettles, traffic manager of the Postum Cereal 
Company of Battle Creek, said the representatives of that in- 
dustry were having no trouble in getting sufficient railway 
equipment to meet its needs, adding that “as long as the ship- 
per can get cars, there’s no kick coming.” He said the car 
situation was satisfactory to all interests. 


W. S. Crowl, traffic manager of the Michigan Alkali Com- 
pany of Wyandotte, Mich., made a similar report for the salt 
and chemicals committee, as did C. M. Andrus of Cleveland, 
chairman of the iron and steel committee. 


H. M. Griggs of Cleveland, chairman of the coal, coke and 
ore committee, told the board that, by furnishing an adequate 
supply of cars this year for shipments of bituminous coal, “the 
railroads are fast wrecking the coal industry.” More coal is 
being produced now than can be used, Mr. Griggs said, adding 
that this would result in many mines temporarily suspending 
operations. Spot prices of steam and industrial coals, he said, 
were now lower than they had been in six years and, due to 
this, together with anticipation of a strike next year of bitumi- 
nous miners, great quantities of bituminous coal were being 


stored. He said it was a “fine job for the public, but bad for 
the operators.” 


In speaking of coal prices, however, Mr. Griggs explained 
that he was not referring to Pocahontas or the higher grades 
of bituminous coal used for domestic purposes. 

Mr. Griggs said the carriers were furnising an adequate 
supply of cars, which were also moving freely in the territory 
represented by the board. He estimated that lake coal ship- 
ments from Lake Erie ports this year would total twenty-seven 
million tons, the greatest amount for any year, except 1918, 
when shipments amounted to 28,000,000 tons. 


J. C. Coppock of Greenville, O., chairman of the sandstone 
and gravel committee, said the transportation service had been 
very good, with one or two exceptions, but that the industry 
had had a wonderful year. 

W. A. Wareing of Cleveland, traffic manager for the Stand- 
ard Oil Company, said the railroads were functioning properly 
so far as the petroleum industry was concerned. 

The suggestion was made by A. S. Waltz of Cleveland, 
chairman of the live stock and fertilizer committee, that the 
carriers provide more adequate facilities for the loading of 
live stock, adding that live stock should have preference over 
other freight, owing to the difficulty in transorting live stock. 

Lee G. Macomber, of the Toledo Chamber of Commerce, 
presided at the meeting. F. H. Baer of the Cleveland Chamber 
of Commerce, is secretary of the board. 


Organization of the boards, which are composed entirely 
of shippers, is progressing rapidly and Donald D. Conn, chair- 
man of the Public Relations Section, Car Service Division, the 
American Railway Association, announced that, in the near 
future, similar boards would also be organized for the Pitts- 
burgh, New York City and New England districts. Six boards 
are already functioning. 


Mr. Conn said there were seven purposes in the organiza- 
tions of the boards, as follows: 


1. To form a common meeting ground between shippers, local 
railroads, and the carriers as a whole, as represented by the Car 
Service Division for the better mutual understanding of local and 
general transportation requirements, and to analyze transportation 
needs in each territory, and to assist in anticipating car requirements. 

2. To study production, markets, distribution and trade channels 
of the commodities local to each district, with a view to effecting 
improvements in trade practices when related to transportation, and 
promoting a more even distribution of commodities where practicable. 

3. To promote car and operating efficiency, in connection, with 
maximum loading and in the proper handling of cars by shippers 
and railroads. 

4. To obtain a proper understanding by the railroads of the trans; 
portation needs of shippers, that their regulations may fit shippers 
requirements and to bring about an understanding by the shippers 
and their co-operation in carrying out necessary rules governing car 
handling and car distribution. : 

5. To acquaint shippers and railroads in each section of the coun- 
try of the seasonal requirements in their sections, in order to pro- 
mote intelligent co-operation in the handling of equipment between 
the different districts of the country. yee 1 

6. To adjust informally car difficulties that may arise in each loca 
seal tet” between the carrier and shipper. a obs f 

7. To give the shipping public direct voice in the activities 0 
the car service division on all matters of mutual concern. 
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PORT OF HOUSTON 


THE DISTRIBUTING AND EXPORT CENTER 
OF THE SOUTHWEST 


879 

















One of the leading cot- 


ton export ports of the 
U. S. A. 


Because reliable steamship 
lines furnish dependable and 
regular service to most lead- 
ing Ports of the world. 














No Congestion. 







Seventeen railroads serve the 
Port of Houston and connect 
with the Public Wharves 
through the Public Belt Rail- 
way. 








No Delays. 





During the period, August 
1st to September 30, 1923, 
Houston exported 260,751 
bales of cotton. 












Trunk Lines in all directions 
to main and assembly and 
distributing points. 







Houston is one of the 
leading cotton export 
ports of the U. S. A. 


Modern wharf facilities de- 
signed to give quick service 
to both ship and shipper. 














For these reasons and many 
WHY? others, direct your shipments 


via Houston. 










S.S. “STEADFAST”’ IN HOUSTON CHANNEL 


TARIFF AND PARTICULARS MAILED UPON REQUEST 
DIRECTOR OF THE PORT, Fifth Floor, Court House, Houston, Texas 









INTERIOR#VIEW SHOWING A PART OF COFFEE CARGO 
120,000 SQUARE FEET FLOOR SPACE, concrete construction throughout; three compartments; sprinkler system; 
electric conveyor trucks and stacker; 72 cars, private tracks. ’ 


Quick out bound rail and water service; very low insurance rate. 

MERCHANDISE ACCOUNTS FOR STORAGE AND DISTRIBUTION SOLICITED. 

WE CALL SPECIAL ATTENTION to our facilities for handling, storing and distributing full and part cargoes of 
coffee, sugar, rice, beans, canned goods of all kinds, dried fruits, packing house products, farm implements, 
automobiles and steel products. 

Your shipments to HOUSTON can be financed through our NEGOTIABLE WAREHOUSE RECEIPTS. 

We offer our efficient and reliable service, backed by years of experience in the warehouse business. 


BINYON SHIPSIDE WAREHOUSE CO., INC., HOUSTON, TEXAS 
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OPPOSES RATE REDUCTIONS 


The Trafic World New York Bureau 


Julius Kruttschnitt, chairman of the board of the Southern 
Pacific, in an address at the fifty-first annual meeting of the 
New York Board of Trade and Transportation this week, said 
the proposed rate reductions on agricultural commodities would 
bankrupt every railroad in the country without benefiting the 
farmers. He replied specifically to the recent statement of 
Secretary of Agricultue Wallace advocating a decrease of 25 
per cent. 

While Mr. Kruttschnitt’s address was a reiteration of views 
previously expressed, he submitted an array of facts in support 
of his arguments. Reviewing the history of railroad rates on 
farm products and the course of prices received by the farmers, 
he showed that there was little, if any, connection between 
the two. In his opinion, the chief need of the agricultural 
community is for customers, not for rate legislation. He also 
attacked the questionable economies of the McAdoo administra- 
tion of the railroads, saying that it cost the government $1.17 
for every dollar it saved. 

Commenting on the proposals to bring relief to the farmer 
by cutting wheat rates, he said: 

“To add 14 per cent to the price of wheat the railroads 
would have to carry the entire product for nothing, 


“Since May, 1921, the prices of farm products have risen 
25 per cent, while the’ receipts per ton mile of the railroads 
in the same period have fallen 14 per cent. Prices of farm prod- 
ucts move up and down regardless of freight rates. Freight 
rates neither produced the extraordinary prosperity of the 
farmer in 1916, 1917, 1918 and 1919, nor caused the break in 
those prices in 1920.” 


A survey of 6,000 representative farms made by the De- 
partment of Agriculture, he said, showed that the average return 
to the farmers who operated them was 7.4 per cent. “The 
railroads are limited by law to 5% per cent, but have never 
enjoyed it,” he said. “For thirty-five months since September, 
1920, the rate of return has been 3.97 per cent.” 


When the arguments of the proponents of rate reductions 
are met he said they shift their attack and, with a similar lack 
of facts, declare that economies can be effected by consolida- 
tion. Referring to experience with consolidation under govern- 
ment control, he said: 

Mr. McAdoo, before the senate committee on interstate 
merce, alleged that the savings by consolidation of the railroads 
under government control in 1918 over 1917 under private control 
amounted to $118,000,000. To effect this the public was deprived of 
66,388,000 passenger train miles. At a very low estimate of $1.20 a 
train mile, this elimination saved substantially $80,000,000, leaving 
the economies from other sources $38,000,000, a little over $6,000,000 
out of this $38,000,000 being the salaries of corporate officers whose 
services were dispensed with after consolidation. ; 

In response to questions asked by the senate committee on inter- 
state commerce, the Railroad Administration stated that by the end of 
1918 they had created new offices, the salaries of which added to 
office and traveling expenses for the incumbents totaled $7,168,000 


per annum, or it cost $1.17 to save every dollar of corporate officers’ 
salaries eliminated. 


AISHTON ON RAILROADS 


A period of rest from political agitation and legislation in 
order to permit the railroads to demonstrate to the public what 
they can do under the present system of regulation, was urged 
by R. H. Aishton, president of the American Railway Associa- 


tion, before the New England Railroad Club at Boston, October 
9, He said: 


com- 





With the government, through its different bodies—that is, 
Congress, the Interstate Commerce Commission, the Railroad 
Labor Board, and the various state railroad commissions— ex- 
ercising complete control over the question of rates charged by 
the carriers; the amount paid for labor by the carrier; their 
income regulated to a “fair return” to be determined by a 
government institution; the value of the carriers’ property upon 
which the fair return is based, also determined by the govern- 
ment; with the power vested in a government body to determine 
whether or not the management is “honest, efficient and eco- 
nomical” and “ expenditures for maintenance of way and struc- 
ture reasonable”; with the question of whether or not stocks 
and bonds are to be issued and, if so, in what amount, governed 
by the government, and with all favoritism or unjust discrimin- 
ation in favor of any of the carriers’ patrons expressly forbidden, 
can anyone with reason contend that the carriers are not now 
under existing law adequately regulated, or that any interest 
of the shipping public is not fully recognized and adequately 
protected? If then, no such reasonable contention can be made, 
should the carriers not be given a period of rest from political 
agitation and legislation, and be permitted to demonstrate to the 
public what they can do under this system of regulation? 


Application of “common horse-sense treatment” in meeting 
the economic situation in certain sections of the country, for 
which “high freight rates” have been blamed, was urged by Mr. 


Aishton. As an illustration, he said a drop some time ago in 
shipments of seed potatoes from Maine to the southern trade 
was blamed on freight rates by farmers and shippers in that 
section of the country. To ascertain the actual situation, he 
said, President Todd of the Bangor and Aroostook railroad pro- 
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posed to the Aroostook Potato Growers’ Association that if it 
would select a competent man to investigate the real reason, 
the railroad would pay all expenses. A man unknown to the 
railroad officials was selected and after visiting most of the 
southern states, he made a report to the Potato Growers’ Asso- 
ciation which was practically to the effect that freight rates 
had nothing whatever to do with Maine losing the seed potato 
traffic but that the real responsibility rested on the potato ship- 
pers themselves. Continuing, Mr. Aishton said: 


The result is that the farmers of Aroostook County now 
know what the trouble is, have quit their talk about freight 
rates and are devoting their attention to providing the real 
remedy for the discovered trouble. There isn’t any question that 
arises regarding any phase of transportation, either in Kansas, 
Texas, or the state of Maine, or even Minnesota, whether affect- 
ing potatoes or wheat, or what not that isn’t susceptible of sim- 
ilar treatment. 

Some time it will be found that the remedy may and does 
exist in the transportation company. The railroads are just as 
glad to know this as anybody else. On the other hand, a great 
many of the half-baked and unproven ideas that are today pre- 
verting the mind of the people in various sections of the country, 
when submitted to this analysis, are completely and satis- 
factorily corrected. You will find that the American people as 
a whole recognize the truth and truth will prevail. 


Regarding the program unanimously adopted by the rail- 
roads of the country last April in New York “to provide ade- 
quate transportation service in 1923,” Mr. Aishton said that 


substantial progress has been made in carrying it to success. 
Continuing, he said: 


Loading of revenue freight from January 1 this year to 
September 1, inclusive, has been the heaviest for any correspond- 
ing period in history, being 5,554,042 cars in excess of the same 
period in 1922; 7,407,172 cars in excess of 1921, and 3,248,151 cars 
in excess of 1920. In this period for twelve weeks this year, 
loading has been over 1,000,000 cars a week, with a peak loading 
for the week ended September ist of 1,092,567 cars, which really 
means that when you take into consideration the cars awaiting 
repairs, the cars held in grain districts for loading (and prac- 
tically out of service for a time), that every available car in this 
country was loaded, moved to its destination, unloaded and put 
back for another load in less than two weeks. 

The railroads also from January 1 this year to September 1 
installed 116,117 new freight cars and 2,583 new locomotives, 
while they also have on order with deliveries being made 
daily 72,906 new freight cars and 1,517 new locomotives. When 
it is considered that this financing of equipment was very largely 
done through borrowed money; that the return of the roads has 
been less than 5% per cent on their valuation, it must be 
evident that the railroads making these vast capital expenditures 
are en on the fairness and self-interest of the American 
people. 

The program also provided that locomotives awaiting heavy 
repairs be reduced to 15 per cent by October ist. This figure 
was met on September ist and is now in the neighborhood of 
14.7 per cent, the lowest number of locomotives held for repairs 
since the car service division has had records. 

The program further provided that every effort should be 
made to bring down the percentage of freight cars awaiting 
repairs to 5 per cent by October 1, ° On September 1, it was 
7.7. When the figures are compiled for October it will be 
somewhat less than that. Despite the handling of a peak business 
this year there has been a surplus of equipment in good repair 
and ready for business at all times, and there has not been 
a single day that the entire transportation requirements have 
not been reasonably well met. 


Mr. Aishton said that on September 1 the average load per 
loaded car was 281% tons which exceeds that for the same time 
last year by 3% tons and 1921 by 1 ton. The average movement 
per car was also 7 miles per day over 1922 and 6 3/10 miles 
per day over 1921. 

Under orders of the car service division, he also said the 
eastern and southern lines delivered to western lines through, 
the gate-way of Chicago and St. Louis alone, from April 16 to 
September 23 this year, 114,530 empty box cars belonging to 
western railroads, as well as 27,200 box cars owned by eastern 
lines to be used for the movement of crops. There has been no 
complaint as to shortage of box cars or refrigerator cars in any 
territory up to this time, he said. 


DICKINSON’S RAIL VIEWS 


The Trafic World Washington Bureau 


Representative Dickinson, of Iowa, in a conference with 
President Coolidge October 6, outlined his views as to amend- 
ments that should be made to the interstate commerce act at 
the next session of Congress. After the conference he issued 
the following statement which he said covered the points dis- 
cussed by him in the conference: 


The Middle West, comprising the main food-producing section 
of our country, feels a vital interest in the transportation problem. 
For economie and political reasons, the 68th congress should take uP 
the transportation act, and modify it along certain important and 
essential lines. First, there are many roads in the Middle West that 
are curtailing their service for lack of revenue; while other roads are 
making more than a fair return. In order that this service that 
is now being paid for by the public should be equitably distributed, 
the grouping policy heretofore approved by. the executive, should be 
presented to the 68th congress for final action. , 

Second, the rate-making clause should be restored to the old rate- 
making authority, authorized under the former transportation act, 
and thereby nullifying what is called the ‘‘guarantee clause. t 

Third, there is a feeling that the present labor board tends to 
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Great Lakes Transit Corporation 


General Office: Great Lakes Transit Corporation Building, 223 Erie St, Baffalo, N. Y. 





W.J. CONNERS, SHERMAN J. SEXTON, 
Chairman of Board Vice-President, 
Buffalo, N. Y. Buffalo, N. Y. 
J. C. EVANS, President, R. M. RUSSELL, 
Buffalo, N. Y. Secretary and Treas. 
W.3. CONNERS, Jr. Buffalo, N. Y. 
First Vice-President, J. F. CONDON, 
Buffalo, N.Y. General Passenger i. 
J. E. DEASY, Buffalo, N. ¥. 
Vice-Presid W.R. EVANS, Aaditor, 
Buffalo, N. Y. Buffalo, N. Y. 
. ——— J f- Levy wm A 
ice-President, reig! im 
“Buffalo, N. ¥. ss sia Buffalo, N.Y. 
H. S. NOBLE, F.A.S , G. C. WILLIAMS, 
Vice-President, Freight Traffic Manager, General Manager and 
Buffalo, N.Y. Buffalo, N. Y. General Western — 
Duluth, Minn. 


FREIGHT SERVICE 


Rates Restored for the Season of 


1923 


New and fast service on Lake Michigan to and from 
the Ports of Chicago and Milwaukee in addition to the 
famed service via Lake Superior. 


Twenty-four (24) modern steamers, fully equipped for 
handling package freight east and westbound comprise 
the finest and swiftest fresh water fleet in the world. 


Package freight capacity 


Refrigerator freight ca- 
over two million tons. 


pacity about forty thou- 
sand tons. 


Through rates are in effect between the Atlantic Sea- 
board, Eastern Basing points, also Lake Ports; and 
Western and Northwestern points, including Chicago, Til; 
Milwaukee, Wis.; St. Louis, Mo.; Duluth, Minn.; Minne- 
apolis, St. Paul and points beyond. 


Through rates are also in effect from Youngstown, O.; 
Pittsburgh, Pa.; Wheeling, W. Va.; Canton and Akron, O., 


and points in the same general territory to Duluth, St. 
Paul and related points, 


Under arrangements with connecting rail lines this Cor- 
poration maintains a service via rail-and-lake between 
Eastern points and territory in the West, Southwest and 
Northwest, including Pacific Coast. 


INFORMATION FURNISHED SHIPPERS OR RE- 
CEIVERS ON APPLICATION WILL DISCLOSE A CON- 


SIDERABLE SAVING IN RATES AS COMPARED 
WITH ALL-RAIL. 


In order to secure the benefit of our unexcelled rail-and- 
lake service, combined with the saving in rates, shippers 
should mark their bills of lading plainly, “care Great 
Lakes Transit Corporation.” 


Address F. A. Stanley, Freight Traffic Manager, Great 
Lakes Transit Corporation Building, 223 Erie St., Buffalo, 
N. Y., or any of the agents mentioned below. 


AGENCIES 


Boston, Mass.—539 Old South Building. Milwaukee, Wis.—18 West Water Bt. 
L oe New England Agent. Vv arbo: General 


>. ie ne, Agent. 
Minneapolls, Minn.—1120 Metropolitan 
a Life Building. 
W. J. Meagher, General Agent. W. J. Hiliott, General Agent. 
Chicago, 111.—233 Bast North Water St. New York, N. Y.—298 Broadway 
B. J. Hogan, eral Agen’ (Barclay Building). 
Cleveland, 0.—Lake Front, Foot Ninth W. B. Riddle, General Agént. 
Street, N. W. Philadelphia, Pa.—452 The Bourse. 
M. 8. Mead, General Agent. G 4 , General Agent. 
Detroit, Mich.—Foot of Cass Street. Pittsburgh, Pa.—1826 Oliver Building. 
P. B. Bourke, General Agent. L. B. , General Agent. 
Duluth, Minn.—Palladio Building. St. Paul, Minn.—315 Pioneer Building. 
Geo. C. Williams, General W b eral Agent. 
saa: Ste. Marie, oes Desk, 


. Kline, mn: 
Washington, D. C.—326 Mills Building. 
L, Agnew Myers, Agent. 


Agent. z 
Erle, Pa.—Foot of Holland Street. 
. B. Bryan, eral Agent. 
Houghton, Mich.—44 Isle Royale St. 
C. O. Berglund, General Agent. 
Cruise the Great Lakes this summer on the 
Great Lakes Transit Corporation 


Steel Steamers 
TIONESTA JUNIATA OCTORARA 


’ “The World’s Finest Cruise’’ 


Orchestra Dancing 


Ask Anyone Who Has Made the Trip 
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Joint Service With 


Hambuarg-American Line 


NEW YORK TO HAMBURG 


“RELIANCE 46005560 Oct. 16 a eee Nov. 1 
*ALBERT BALLIN ..Oct. 18 +CLEVELAND ....... Nov. 8 
+THURINGIA ....... Oct. 25 *RELIANCE ......... Nov. 13 
*RESOLUTE ......... Oct. 30 WESTPHALIA ..... Nov. 15 


+Cabin and 3rd Class Passengers. *ist, 2nd and 3rd Class. 


BOSTON TO BREMEN AND HAMBURG 
BAYERN (via Baltimore and Hampton Roads) 


PHILADELPHIA TO BREMEN AND HAMBURG 
*EMDEN 


*Via Baltimore and Hampton Roads 


BALTIMORE TO BREMEN AND HAMBURG 


EMDEN (via Hampton Roads)...............sceccsceeeess 
rrr eee 
BRASILIA (via Hampton Roads) 





NORFOLK AND NEWPORT NEWS TO BREMEN AND 


HAMBURG 
MINN, c.0's.s1a-sievstipiaineS cunsins Slade olen ee ap eeea aaa wiwescbiew wen Oct. 26 
i EZES RS SET AS SR SRE TS A Ne Ni ammEe Nov. 13 
NIE | s.cdiclsammciodrnleiewwSs-bike pelsineieselh.n sale bee beehicies's Nov. 24 
NEW ORLEANS TO BREMEN AND HAMBURG 
I a iancnisds eax wonsuSoosus iecbaad Last Half of October 
WESTERWALD 


Sie risecens: cio, ayes eeu metiasicmipternel Last Half of November 


ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports 


Joint Service With 


Houlder, Weir & Boyd 


Weekly Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


FROM NEW YORK 
EASTERN KNIGHT 


Shak Dia ardese este BO aeieos aig Bade e wie wine has we Oe Oct. 25 
TIN 5. cco ce eveicsiataho tvs, Sieualela eles aie erdelonnewelesteine Nov. 1 
I a oi0 ine. thsse.s v.00 wiee owe aloe oN Wiglasieolow eeiennaieese Nov. 8 
Glee ciciakia's:ong-picimiaine qarecew areas onieaieebinebuweeaanw esr Nov. 15 
WEE. 5 Wie ec Owls Hae SEiesa cio oavicaw em waeaawtiiienw dase sae Nov. 22 


Pier No. 5, N. Y. Docks, Brooklyn 


FROM BALTIMORE 
EASTERN KNIGHT 


Ee 65 6.5 sory is oraietsjo'g aleaiel tAiaee Ww mpaemecinniou ee Oct. 27 
sooo ahd oid do. Synissexe Sado abs nlOargieeamesicd@ree Nov. 3 
SE RuraS os ac rain teases in aie Sih iG RAINS SiS 0is big SS GW Seino Nov. 10 
IER PAGAN a Sekt aa loreian dian: 0 4g Mainierdrs. Smee 64 eis Big owle onletae Nov. 17 
EEE. on dia Sibriztn sigs coumenctc Oe wae awionne.ehavexs Nov. 24 


Pier No. 9, B. & O. R. R., Locust Point 








General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 
CHICAGO, 327 South La Salle Street.......... Phone Wabash 4891 


BRANCH OFFICES: 
E ipisidee-al ons ie o-ecace Sleieia eatin emaietem ame Hearst Tower Bldg. 
Laswhesienoun 801 Chamber of Commerce Bldg. 
ee ee ee ee 4128 Jenkins Arcade Bldg. 
Die vag Gurren enere adeamen panne iaravaaiass eo 230 California St. 


AGENTS: 
etnnieG- thdhcnohdoda celenabawaws adh C. H. Sprague & Son 
oe 4 | a eae eee Trosdal, Plant & Lafonta 
i ee ne Richard Meyer Co. 
NORFOLK 


Fain: athne-0\6-0.0.0 Wa Seales Lawns Trosdal, Plant and Lafonta 


881 





882 


centralize the disputes between the operators and the labor organiza- 
tion. This puts the public in the danger of being without service 
because of the centralization of a labor dispute before one tribunal. 
Under the old system, one road might be curtailed in service, while 
the other road is operating, but under the present method all of the 
roads are centralized and controlled in the same controversy. This 
is a dangerous policy, and is not one designed for the protection 
of the public interest, Therefore, there is a sentiment for the repeal 


of the labor board section, and a substitution therefor of another plan 
yet to be agreed upon. 

Concurrent with the demand for adjustment of our transporta- 
tion facilities by rail comes the necessity for the encouragement of 
water transportation, particularly with reference to our inland water 
ways. In order to accomplish this, certain legislation is necessary: 

1. The provision of the transportation act permitting differential 
rates by rail in competition with water should be revised, and a satis- 
factory differential fixed, so that the rail rate could not be reduced to 
where it is confiscatory of the water service. With the repeal of this 
provision of the present transportation act, freight traffic could be 
again restored on the Mississippi River. 


2. It is necessary to take into account the proper appropriations 
for the improvement of our water ways so that they could begin 
carrying traffic that is suitable for transportation on our rivers. 

3. Our government must make some plan for the development 
of our water power, and the proper distribution of the electrical 
energy to be developed thereby. Electrical energy produced by water 
power and the distribution thereof should be controlled by a govern- 
mental policy, and should be designated a public utility, and regulated 
accordingly. Our government should not permit the distribution of 
electrical energy from our great waterpower plants, such as Muscle 
Shoals, Boulder Dam, Niagara Falls, and others, to be controlled by 
large organizations for profit, but should adopt a distribution system 
whereby this energy can be distributed to consumers at a low rate. 
This will encourage the use of electricity for domestic, industrial 
and transportation purposes. 


FARMER AND THE FREIGHT RATE 


Declaring that, while the farmer was entitled to a square 
deal from the railroads, he was also entitled to a square deal 
from labor, bankers, manufacturers, and taxation, Samuel O. 
Dunn, editor of the Railway Age, speaking before the Interna- 
tional Farm Congress at Kansas City, October 10, urged that 
the railroads also have a square deal. He pointed out the dis- 
porportionate increases in the wages paid by the farmer and 
the carriers compared to the advances in the corresponding time 
which the farmer and the railroad received in farm products and 
freight rates. The average hourly wage of railway employees 
had advanced 118 per cent in the last seven years, he said. 

“With the farmers in many parts of the country complaining 
about low prices for their products, and organized labor in many 
industries receiving wages two or three times as high as before 
the war, it certainly is astonishing that farmers should be join- 
ing with organized labor in political movements against the rail- 
roads and other large industries, on the theory that such move- 
ments can get relief for agriculture,” he said. 

Speaking of freight rates as related to agriculture he said: 
“If the railways should be criticised because at times their rates 
on farm products have been too high, or the service supplied by 
them inadequate, they should, at the same time, receive credit 
for the fact, which cannot be successfully disputed, that most of 
the time railway rates and service have been highly favorable 
to the welfare of agriculture.” 

He said that in the middle of 1920 the average price of farm 
products was 200 per cent higher than in 1906—three times as 
high as fourteen years previously. “The advance in rates granted 
in 1920,” said he, “made the average freight rate of the railways 
only 75 per cent more than it was in 1906. In short, the average 
price of farm products had increased almost three times as 
much as the average freight rate of the railways ever did in- 
crease. 

“Obviously, if lower rates on certain farm products would 
affect the railways. No one will deny farmers are entitled to a 
square deal from the railroads. It is equally true, however, that 
the railroads are entitled to a square deal from the farmers. No 
rate can be fair to one which is not fair to both. Manifestly, 
therefore, it would be wholly unfair to make any change of rates 
unless the effect such change would have upon both, farmers 
and railroads, is to have consideration.” 


FARMER AND FREIGHT RATE 


A comparison of railroad freight expenses and automobile 
expenses for the average Iowa farmer is made in a letter by 
W. W. Baldwin, in the October 4 issue of the Iowa Homestead, 
under the heading, “The Iowa Farmer and His Railroad Freight 
Rate.” The article shows that, for the average farm of 160 
acres, the total burden of railroad freight charges can hardly 
amount to more than $340 yearly while the yearly expense for 
an automobile must be about $500. 

Discussing the payment of freight charges on incoming 
supplies, the letter says: “A careful estimate shows that, aside 
from cattle and excluding coal, he pays less than $50. Cal- 
culating coal as ten tons and $16 for freight on that and $72 
on his feeder cattle, makes $138 a year on everything he buys.” 
The freight charges on the produce that the farmer sells are 
est imated at $202 yearly, which includes $5,300 worth of produce 
consisting of two cars of cattle and a car of hogs. This yields 
a total freight expense of $340 yearly. 

It is then pointed out that, on this amount, the saving that 
would be effected by a twenty-five perecent freight rate reduction 
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such as the Commission has been asked to grant for farmer 
relief, would amount to $85 yearly. 
Continuing the letter says: 


In other words, what the average prosperous Iowa farmer, who is 
able to market produce to the amount of $5,320 a year, is dissatisfied 
about in the freight rate is that it costs him $85 a year too much. 
Is the foregoing a true and fair statement of the grievance of Iowa 
farmers against the railroads? Is this entire agitation over $85? 
Not all central Iowa farmers can sell produce amounting to $5,320 
a year. Thousands do not. sell more than half that, and the saving 
to such farmers from a reduction of 25 per cent in the freight rates 
would therefore be, perhaps, only $43 a year, and that $43 is the 
cause of their feeling against the railroad. 

_If the farmer could be assured of a $43 reduction in his yearly 
freight rate, would he be a friend to his railroad, as he is a friend to 
his merchant? 

But assuming that this is now impossible—that railroad wages 
and taxes and the cost of supplies will not permit such rate reduc- 
tions that he can save this $43, how does that burden compare with 
his automobile burden? 

Mr. Hinman, a well-known writer on the Hearst newspaper—the 
Chicago Herald and Examiner—said a day or two ago in an article 
upon the automobile expense of the farmer: 

‘“‘An automobile expert estimates the money invested yearly in the 
motor cars of the United States as follows: For each car, average 
depreciation on cost, $235 a year; average gas and oil bill, $90; tires, 
repairs, and so on, $165; miscellaneous, $10 to $25. The estimates 
seem low. They are made for an average of 4,000 or 4,500 miles of 
travel in 12 months, and the total bill is a little over $500 a machine.” 

These figures may not be perfectly accurate, but they are honest 
and disinterested and approximately correct, and do not include in- 
terest upon the investment. 

But it is not fair to figure the average automobile expense of the 
Iowa farmer as high as the average for all machines. Iowa farmers, 
many of them, buy Ford machines. A representative farmer has said 
to me that if Mr. Hinman’s figures are cut in two, and the average 
annual automobile expense is placed at $250, no one can object to the 
fairness of that figure. 

_ This $250 annual automobile expense is not waste. Having a ma- 
chine saves the farmer’s time in many ways and takes the place of 
horses, which are expensive and slower. But any farmer who has 
an annual automobile expense of $250 will say that if he sold his 
machine he could reduce his expense $125 a year without detriment to 
his business. In other words, he voluntarily increases his expense at 
least $125 a year for the pleasure of an automobile and involuntarily 
pays $43, or possibly $85, more freight than he thinks he ought to pay. 


TO STUDY MOTOR TRANSPORT IN U.S. 


The Trafic World Washington Bureau 


Preliminary plans pointing to the further development of 
highways in Latin America were discussed last week by repre 
sentatives of the American automotive industry, with Mr. Drake, 
assistant secretary of the Department of Commerce, and rep- 
resentatives of the Pan American Union, Inter-American High 
Commission, and the Bureau of Public Roads. The meeting was 
held at the Department of Commerce after a conference with 
President Coolidge. : 

It was decided that representatives of the different Latin 
American countries should be invited to the United States 
to devote two or three weeks to an intensive study of highways 
and highway transport here. It is expected that the Latin Ameri- 
can Officials will then return to their own countries, to apply 
the information gathered to local conditions, and to participate 
in a formal conference to be called by the Pan American Union 
some time next year. 


In discussing the significance of the meeting, Mr. Drake said: 


The rapid increase in motor transport in this country has brought 
with it many new and diverse problems which will have to be faced 
all over the world as the use of the motor vehicle is extended. The 
proposed conference will give South Americans an opportunity to see 
the mistakes we have made as well as a better understanding of the 
profound influence exerted on economic and social life by modern 
highway transport. At the same time we will gain a better under- 
standing of their problems, hence I believe that the conference will be 
of mutual benefit to all concerned. 


Those attending the preliminary session were: J. Walter 
Drake, assistant secretary of commerce; L. S. Rowe, director 
general, Pan American Union; G. A. Sherwell, secretary general 
of the Inter American High Commission; T, H. McDonald, 
Bureau of Public Roads; Roy D. Chapin, chairman of the board, 
Hudson Motor Car Company; Alfred Reeves, general manager, 
National Automobile Chamber of Commorce; A. H. Swayne, 
vice-president, General Motors Company; W. O. Rutherford, 
vice- president, B. F. Goodrich Rubber Company; A. R. Erskine, 
president, Studebaker Corporation; John H. Willys, president, 
Willys-Overland Company; Pyke Johnson, National Automobile 
Chamber of Commerce;‘ Julius Klein, director of the bureau of 
foreign and domestic commerce; and Eugene S. Gregg, chief, 


transportation division, bureau of foreign and domestic com- 
merce. 


AMENDATORY FINANCE ORDERS 


The Commission has issued amendatory orders in finance 
cases in which the Pennsylvania Railroad Company was author- 
ized to lease various railroad properties providing that the Pent 
sylvania shall not dispose of stock of the leased companies, eX 
cept in connection with transactions with the federal gover 


ment, without approval of the Commission. The cases involve 
the leasing by the Pennsylvania of the Panhandle, Wheelins 
Terminal, Englewood Connecting, South Chicago & Southert, 
Toledo, Columbus & Ohio River, Pittsburgh, Ohio Valley & Cit 
cinnati, Ohio Connecting and Grand Rapids & Indiana. 





15 October 13, 1923 THE TRAFFIC WORLD 


883 


tarily 
) pay. 


S. Handling Lumber Direct From Ship to Car, Norfolk Municipal Terminal 
purecau 


nt of 
repre- 


_ Dependable and Frequent 


z was ba ] > 

‘a General Cargo Sailings 
Lati 

Jatt m 

beers have opened up new trade opportunities for you, Mr. Shipper, 

1 

cipate through 

Union 

a: NORFOLK 

prought 

ithe ON HAMPTON ROADS 

to see 

f the * . eye e . 

modern The Norfolk Port Commission’s October Sailing List contains 59 
will be (Fifty-nine) scheduled sailings to the following ports: 

bate Port No. of Sailings Port No. of Sailings 

veneral Liverpool Scandinavian Ports 

ronald, Hamburg & Bremen 

board, Yokohama, Kobe, Shanghai 

anager, Singapore, Manila, Hong Kong 

wayne, oe Yokkaichi 

— West Coast, U. S. A. (Los Angeles, San 

asident, Francisco, Tacoma, Seattle, Port- 

maul GIG se SS avas<vetdrseuubévens 9 

reau of 
? chief, 
ic com: For information write 

finance NORFOLK, VIRGINIA 
- author- 
ne Pent- 
nies, ye | 6é * * . 6 99 
“govern Port of Quick Dispatch and Economical Handling 
Wheeling 
outher™ 





y & Cin- 





884 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables amounted 
to 28,518 cars the week ended October 6, as compared with 
27,003 cars the preceding week, according to the Bureau of 
Agricultural Economics of the Department of Agriculture. The 
totals from the weekly summary of carlot shipments follow: 


Totals for week and season are regularly subject to revision be- 
cause of the receipts of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 

Tuesday, Oct. 9, 1923. 
Total Total 
this last 
Sept. 30- Sept. season season 
Oct. 6 23-29 to to 
1923 1923 Oct. 6 Oct. 7 
Apples (box areas)— 

Total 4,005 11,483*  7,616* 
Apples (bbl. areas)— 

Total 4,019* 18,595* 23,338* 
Cabbage— 

24,028* 
29,654 
6,455 


Total 
35,015 


Total 
last 
season 
46,244* 
65,950* 
41,341* 
29,917 
14,782 


59,863 


2,066* 


1,050* 18,896* 
Cantaloupes— 
Total 28% 493 
Celery— 
Total 
Grapes— 
Total 
Grapefruit— 
Florida— 
Sept. 15-June 30 505 
Lettuce (old crop)— 
Total 349 
Lettuce (new crop)— 
Total 
Mixed Vegetables— 
Total 
Onions— 
Total 
Peaches— 


24,232 
216* 


5,665* 


16,604 
22,281 
25,328 
19,676 
29,783 
38,299 
20,365* 
5,021 
79 21,574 
21,662* 25,279 26,624 
47,032 47,066 


512* 18,789* 
12,815* 
31,898 

14,063* 


6,376 


1,089* 
1,275 


1,020* 
Plums and Prunes— 
Total 175 392 
Sweet Potatoes— 


Watermelons— 
Total 
Summary Potatoes— 
Leading Sections, 
Late Crop 5,672 
Other Sections, 
Late Crop y 265 636 
Barty Crop .... 1 1 5 
Total 7,052* 
**Unavailable. 


COMMODITY STATISTICS 


Freight tonnage originated by Class I roads, exclusive of 
switching and terminal companies, in the quarter ended June 30, 
1923, was 49.48 per cent greater than the tonnage originated in 
the same period of 1922, while total tons carried showed an in- 
crease of 46.03 per cent in the 1923 period as compared with 
the 1922 period, according to a summary of freight commodity 
statistics prepared by the bureau of statistics of the Commission. 

Below will be found a comparison, by general classes of 
commodities, of the tonnage transported during the second 
quarter in 1923 with the corresponding period in 1922: 


6,290 35,865 34,804 
21,681 
40,827 


97,312* 


185,644 


27,171 
40,923 
253,738* 


12,155 
33,144 


0 
6,931 81,164* 


Number of tons originated 
Per cent of in- 
Quarter ended crease 1923 
June 30, 1923 over 1922 
19,629,102 *1.68 
6,650,007 8.12 
184,322,057 81.89 
30,938,739 35.82 


Quarter ended 

June 30, 1922 
19,965,391 
6,150,416 
ING 4 56% 0 0.010 101,338,220 


Classes of Commodities 
Products of agriculture 
Animals and products......... 
Products of 


Manufactures 
eous 
Merchandise—All L. C. L, traf- 
11,036,921 


ee eT een reer 


and miscellan- 


73,468,208 28.31 
11,652,057 
326,660,170 
Total tons carried 
43,648,868 
11,802,332 
322,433,841 
60,851,671 


Total 


Products of agriculture 43,583,656 
Animals and products......... 10,846,813 
Procucts Of MINES... 2... csccece 180,471,075 
Proaucts of forests. .... cscs. 45,913,216 
Manufactures and miscellan- 

eous 


142,842,060 
Merchandise—All L. C. L. 


26.91 


6.60 


46.03 


19,249,106 


Total 600,827,880 


* Decrease, 





LUMBER SHIPMENTS 


According to reports to the National Lumber Manufacturers’ 
Association from 390 of the larger commercial lumber mills of 
the country as compared with revised reports from 384 mills of 
seven associations for the preceding week, the national lumber 
movement declined somewhat in the week ending October 6, 
although new business and shipments were about 40 per cent 
larger than for the corresponding week of 1922, which throws 
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an interesting light on building and transportation activity. The 
134 reporting mills of the West Coast Lumbermen’s Association 
and the 134 reporting mills of the Southern Pine Association 
showed a decrease in unfilled orders from 660,352,309 feet of the 
preceding week to 656,344,703 feet this week. 

For all the mills shipments were 92 per cent and orders 96 
per cent of production. For southern pine mills these percent- 
ages were 98 and 93, and for West Coast mills 94 and 105. Most 
of the mills have a normal production for the week, according to 
which actual production was 106, shipments 98 and orders 103 
per cent. 


The following table compares the lumber movement for the 
three weeks indicated: 
Corresponding Preceding Week, 
Week, 1922 1923 (Revised) 
362 384 
224,283,062 250,541,366 
170,069,822 249,315,686 
177,772,122 269,505,750 


Owing to the incomparability of its current order reports 
with-respect to those of other regional associations, the Califor- 
nia white and sugar pine mills are no longer carried in the above 
figures, which accounts for some apparent discrepancies in these 
statistics when compared with earlier statements. 

Reports were received this week from 21 of the California 
pine mills giving their production as 22,868,000 feet; shipments, 
12,842,000 feet, and orders 16,747,000 feet. 

Compared with the like period of 1922 the lumber move- 
ment for the first 40 weeks of 1923 is as follows: 


Past Week 
390 


256,237,457 
235,859,093 
245,600,126 


Production 
Shipments 
Orders 


Production 
SE ee ee 9,475,554,944 
8,185,897,450 


Shipments 
9,482,484,918 
8,016,339,846 


1,466,145,072 793,599,221 


The foregoing figures are for mills belonging to seven 


regional associations, omitting the California white and sugar 
pine mills. 


PAYMENTS TO RAILROADS 


The monthly statement of the Treasury Department on pay- 
ments to railroads under the transportation act shows that a 
total of $1,979,327.68 was paid out in September and that total 
payments to September 30 amounted to $828,660,303.88 divided 
as follows: Under section 204 for reimbursement of deficits, 
$8,162,102.88; under section 209 for guaranty, $481,497,534, and 
under section 210 for loans, $339,000,667. Repayments on loans 
totaled $146,397,558.03. The payments made in September follow: 


Section 204: (Deficits). 
Erie & Michigan Railway & Navigation Co 
Loranger, Louisiana & Northeastern R. R. Co 
Muncie & Western Railroad Co 
Ouachita Valley Railroad Co 
Uintah Railway Company 
Section 209: (Guaranty). 
Andalusia, Florida & Gulf Railway Co ! 
Detroit Terminal Railroad Co.... 89,1 
9 
9 


Orders 
9,025,526,773 
8,231, 927,552 


1923 
1922 3 


1923 Increase 


16,635.44 

7,741.18 
21,857.56 
21,303.41 
23,290.31 


Q 


BAMOtON -CBVOMMe BIOUNTOAd CO. ....cccecccccccvccececece 2, 

Lorain & West Virginia Railway Co 36,2: 

New York Connecting Railroad Co 757,677.95 

Woodworth & Louisiana Railway Co 2,679.9° 
Section 210: (Loan). 

Seaboard Air Line Railway 


‘ 


5 
(i. 
9 
> 


3.80 
1.38 
9.32 
7.40 
7.9 


1,000,000.00 


$1,979,327.68 


The Commission has certified to the Secretary of the Treas- 
ury that the Franklin & Pittsylvania Railroad Company has 
received $3,232.75 in excess of what is due it for reimbursement 
of its deficit under section 204 of the transportation act, the 
amount payable having been found to be $18,518.31. It also 
certified that the carrier owed the President, on account of 
traffic balances and other indebtedness, $35,000, with interest 
from July 1, 1920. Under section 209, the Commission certified, 
$2,672.36 is due the carrier in final settlement of the guaranty. 
Under section 204 the Commission certified that $24,265.23 was 
due the Tavares & Gulf; $3,728.74 the Smoky Mountain, and 
$4,225.83 the Flint River & Northeastern. 


HIGHWAYS IN PENNSYLVANIA 


“A constitutional amendment which, if adopted, will make 
$50,000,000 available for highway construction in the state, will 
be acted upon by the voters of Pennsylvania at the general 
elections, November 6,” says a bulletin to members issued by 
the highways committee of the National Automobile Chamber 
of Commerce. Continuing, the committee, urging support for 
the amendment, said: 


The first bond issue for highway construction in Pennsylvania 
called for a similar amount and was passed in 1918. The funds 80 
appropriated have been used for construction of the primary high- 
way system of the state. The added funds are necessary to complete 
links of the main system and to match county appropriations fol 
the construction of the state aid or secondary system. — 

It is the belief of the highways committee that the passage 0 
this bond issue will return large sums to Pennsylvania through be 
creased property valuations, decreased operating costs and the othe 
benefits which follow from the improvement of highways. 
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wise, TES | ae OF TEA 
Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


Merchandise Storage and Pool Car 
ciiag'sand Kone os DStribution 


2,000 CAR 
CAPACITY 


CROOKS TERMINAL WAREHOUSES 


KANSAS CITY, MO. 


CHICAGO, ILL. 


PORTLAND, MAINE 


Galt Block Warehouse Company 
PORTLAND, MAINE 
Storage, General Merchandise and Household Goods 


Private track, sprinkler equipped, low insurance rate. 
Storage in Transit on Flour , Cereals and Canned G 


Office, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager 


Petry Express & Storage Co. Inc 
TRENTON, N. J. 


MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association. 








CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 


ee of Every Cer Delivery Service and Carload 
Istributors 





AKRON 













STATES 


JERCHANDISE 






FOR CE 
DISTRIBUTI 


MERCHANDISE WAREHOUSES 
Located best to serve as your warehouse. Pool car distribution—store door delivery. 


heitLLe COTTER WAREHOUSE Company 


40 West 3rd Street 





Executive Offices: 








“TOLEDO MANSFIELD, OHIO | MANSFIELD 
TAYLOR EDW ARDS 


Transfer and Storage Co. 


Members: 
American Warehousemen’s Asso. Central Warehousemen’s Club 


Merchandise Distributors 


DISTRIBUTION CARS POOL CARS 
Delivered, Forwarded or Stored. eee ee 
No Switching cg. on Carloads. Established 1905 

FIREPROOF STORAGE LOW INSURANCE 


SEATTLE, WASHINGTON 
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Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 





ALBANY, N.Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


BOSTON, MASS. 





ESTABLISHED 1888 


A. M. SOMES 


BONDED 


TRUCKMAN—FORWARDER 
234 Congress Street, Boston 
Teaming of Every Description—City Delivery Service and Carload Distributors 





JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


merchandise storage and distribution. 
Prompt and tatullionnt service. 

References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 


NEW YORK CITY CUSTOM HOUSE LICENSE 381 
SuHiep To Us To Snip For You 
L. ELLINGER 


Trucking, Storage and Distribution 
24 Washington St., New York City 


CHICAGO 


STORAGE OF MERCHANDISE 
DISTRIBUTORS OF POOL CARS 


Over night service to all points on Chicago, Aurora & Elgin . 
tric Lines and its connections. Direct delivery to all Trunk L 
floors via Chicago Tunnel. All without cartage charges. 


SOO TERMINAL WAREHOUSE 


519 W. Roosevelt Road “‘The Economical Way’”’ 


PORTLAND, OREGON 
OREGON TRANSFER COMPANY 


General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention ge Merchandise Stocks, 
Accounts and handling of Car- 
loads for Distribution. 
NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 


CHICAGO OFFICE: 123 West Madison Street 
NEW YORK OFFICE: 100 Broad Street 
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NEW ROUTE, CHICAGO TO NEW YORK 


The Trafic World New York Bureau 


Another freight and passenger line between New York and 
Chicago is being sought by two of the largest commercial or- 
ganizations of New York City as a necessity if further conges- 
tion and delays are to be avoided, The Merchants’ Association 
and the New York Produce Exchange have experts at work on 
various schemes for improving railroad connections. These 
bodies, when they have completed their plans, will enter every 
phase of the fight before the Commission and will participate 
in further hearings before the Commission and the Port of New 
York authority. 

Whether the two organizations will support the plea of the 
New York Central for consolidation with the Central Railroad of 
New Jersey remains to be seen. It is considered significant, 
however, that the New York Chamber of Commerce, at its 
meeting last week, endorsed this scheme as the only one that 
would benefit the port of New York. Consolidation of the Jersey 
Central with either the Pennsylvania or the Baltimore & Ohio, 
it was said, would accrue chiefly to the advantage of Phila- 
delphia and Baltimore, as against New York. 

Merger of the New York Central and the Jersey Central 
contemplates the consolidation of that part of the Jersey road 
extending 135 miles from Jersey City to Hawkes, Pa., and that 
part of the Philadelphia & Reading 96 miles from Hawkes to 
Newberry Junction, Pa. With the New York Central Line from 
Chicago to Ashtabula, Ohio, and from there to Newberry Junc- 
tion, the consolidated lines would form a complete road from 
Chicago to New York, 

The advantages of this route, it is said, would be that it is 
one of the shortest, only 25 miles longer than the Pennsylvania, 
that it is over low grade, and that it goes through a part 
of the country much south of the present New York Central 
Line in this state, where winter storms off the Great Lakes 
frequently block traffic. 

In regard to this plan, President Alfred H. Smith, of the 
New York Central, made the following statement on the claims 
of the B. & O. and also on the proposals of Professor Ripley: 


The best transportation comes from a continuous flow and control 
of the flow between reasonably given points. The suggestion is, there- 
fore, made that the New York Central be permitted to acquire the 
leased lines of the Philadelphia & Reading, which apparently can be 
detached from that system without serious interference with its cor- 
porate structure, and that the New York Central should also be per- 
mitted to acquire the Central Railroad of New Jersey, subject to 
certain equities which the Baltimore & Ohio has in connection with 
parts of that property and which the New York Central lines have no 
disposition to ignore or minimize. 

It is recognized that this proposal runs counter to the tentative 
plan of the commission, which assigns the Philadelphia & Reading 
and Central Railroad of New Jersey to the Baltimore & Ohio. The 
proposal does not, however, run counter to the same extent to that 
of Professor Ripley, who recognizes the important interest which the 
New York Central has both in the Philadelphia & Reading and the 
Central Railroad of New Jersey and proposes to satisfy this interest 
by the granting of certain trackage rights. 

Professor Ripley’s conclusion appears to be based entirely upon 
the existing traffic relationship which the New York Central has with 
the Philadelphia & Reading and Central Railroad of New Jersey, via 
the Newberry Junction gateway. This relationship, important as it 
is, is not so important in our opinion as is the necessity of securing an 
essential through route from New York to the West. 

However, we think it important to pursue the analysis along the 
lines made by Professor Ripley for the purpose of showing the im- 
portance of the present established route of trade and commerce be- 
tween the New York Central and the Central Railroad of New Jersey 
and the northern lines of the Philadelphia & Reading. We think that 
this analysis will emphasize the importance of existing relationship 
and will also show that the interests of the New York Central lines 
and the Baltimore & Ohio in portions of these properties which com- 
pose present established routes are not in substantial opposition to 
each other and are in fact to a large extent complimentary. 


ASKS OIL CASE REVERSAL 


The Trafic World Washington Bureau 


In a brief on rehearing in No. 10804, Barnett Oil & Gas 
Company vs. Director-General, Louisville & Nashville et al., 
attorneys for the complainant insist that the Commission should 
reverse its decision and sustain the report of Attorney-Examiner 
Mackley, which was to the effect that the railroads be required 
to establish a rate of 24.5 cents on crude petroleum, from the 
eastern Kentucky field to Chicago (Blue Island), the point 
where the complainant has its plant, or, if not that, that it order 
a rate that will give recognition to the fact that the eastern 
Kentucky fields are several hundred miles nearer Chicago than 
the mid-continent field, from which a rate of 24.5 cents applies. 
The rate at the time the decision was made was 29 cents. It 
has been increased since that time, the complainant said. 

Among the points made by the complaining company was 
that the carrier south of the Ohio, the Louisville & Nashville, 
obtained only 11 cents out of the rate of 24.5 for the service 
performed by it, part of which, it reminded the Commission, 
was performed by branch lines through a sparsely settled region 
of low traffic density. It observed that the Commission’s im- 
plied conclusion that the Louisville & Nashville could not be 
expected to shrink its part of the rate was not a necessary one, 
especially inasmuch as it contended the adjustment to St. Louis 
and other points, especially north of the Ohio, was out of line, in 
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a region of great traffic density. They also denied the necessity 
for altering the adjustment in Central Freight Association ter- 
ritory. They said the Chicago situation could be corrected by 
the establishment of a rate on crude from eastern Kentucky 
to Chicago, fairly proportioned to the one from Oklahoma to 
Chicago. They observed that the Oklahoma producer moved his 
product on a rate lower than that maintained on the refined 
oils, while the Kentucky producer had to pay the same rate 
as was charged the shipper of refined oil. The complainant 
in this case is both a producer and a refiner. It said that if 
the rate adjustment were made proper, the development in east- 
ern Kentucky would be increased. Commenting on the Com- 
mission’s report, it said: 


In answer to the Commissions’ position that the rates from the 
eastern Kentucky field to Chicago are reasonable, the complainant 
wishes to refer to the effect of the prohibitive rate of 29 cents, and 
to say that as shown by the evidence submitted at the hearing in 
this case, the oil from the Midcontinent field, although located sev- 
eral hundred miles farther from Chicago than the eastern Kentucky 
field, enters the Chicago market at a decided advantage because of 
the lower freight rate. This is a discrimination against the refiners 
and the consuming public in the Chicago market, who are en- 
titled to the potential competition of the oil produced in east- 
ern Kentucky. Complainant desires to point out that tha pres- 
ent rate structure simply forbids refiners at Chicago (including the 
complainant) and the consuming public in the Chicago district from 
obtaining crude oil from the Kentucky field. In view of the price 
of crude oil and its products in the Chicago market, the Kentucky 
oil should not be excluded from the Chicago market by a prohibitive 
and discriminatory freight rate. The people of Chicago are entitled 
to whatever competitive effect may resuut from the entry of Ken- 
tucky crude oil into their market, and any rate which bars out the 
product of the Kentucky district, which travels over a shorter dis- 
tance, in favor of Midcontinent oil, which must be transported sev- 
eral hundred miles farther, is unquestionably excessive and dis- 
criminatory. 

From the standpoint of Kentucky producers, this rate has a 
stifling effect on the development of the oil industry in Kentucky, 
because it unduly restricts them from entering a market to which 
they are entitled by reason of the fact that they are nearer to the 
ee cleats district than are the producers of the Midcon- 
tinent field. 


D. T. & Il. INVESTMENT CERTIFICATES 


The Commission has approved the application of the De- 
troit, Toledo & Ironton Railroad Company for authority to issue 
not exceeding $1,000,000 of investment certificates, or certifi- 
cates of indebtedness, to employes. The announcement of ap- 
proval was made October 9, immediately after approval had been 


voted by the Commission and the report will be made public 
later. 





UNCONTESTED FINANCE CASES 


By memorandum the Commission has announced approval 
of the application of the American Niagara Railroad Corpora- 
tion to construct a line of railroad in Erie county, New York. 
The Kansas City Southern has been authorized to issue and 
sell $1,620,000 of equipment trust certificates at not less than 
97.03. 


STATEMENT OF THE OWNERSHIP, MANAGEMENT, CIRCULA- 
TION, ETC., REQUIRED BY THE ACT OF CON- 
GRESS OF AUGUST 24, 1912, 
of The Traffic World, published weekly at Chicago, Illinois, for Octo- 
ber 1, 1923. 
State of Poe 
County of Cook § §5- sd 

Before me, a notary public, in and for the State and county afore- 
said, personally appeared William C. Tyler, who, having been duly 
sworn according to law, deposes and says that he is the treasurer 
of the The Traffic World, and that the following is, to the best of his 
knowledge and belief, a true statement of the ownership, manage- 
ment (and if a daily paper, the circulation), etc., of the aforesaid, 
publication for the date shown in the above caption, required by 
the Act of August 24, 1912, embodied in section 443, Postal Laws and 
Regulations, printed on the reverse of this form, to wit: 

1. That the names and addresses of the publisher, editor, man- 
aging editor, and business managers are: 

Publisher, The Traffic Service Corporation, 418 S. Market St., 
Chicago, Ill.; editor, Henry A. Palmer, 1244 Forest Ave., Evanston, 
lll.; managing editor, none; business manager, Henry A, Palmer, 1244 
Forest Ave., Evanston, Ill. 

2. That the owners are: The Traffic Service Corporation, 418 So. 
Market St., Chicago, Ill.; E. F. Hamm, Kenilworth, Ill.; Wm. Eastman, 
Evanston, Ill.; Wm. C. Tyler, LaGrange, Ill.; C. J. Fellows, St. Paul, 
Minn. : 

3. That the known bondholders, mortgages, and other security 
holders owning or holding 1 per cent or more of total amount of bonds, 
mortgages, or other securities are: None. 

4. That the two paragraphs next above, giving the names of the 
owners, stockholders, and security holders, if any, contain not only 
the list of stockholders and security holders as they appear upon 
the books of the company but also, in case where the stockholder or 
security holder appears upon the books of the company as trustee or 
in any other fiduciary relation, the name of the person or corpora- 
tion for whom such trustee is acting, is given; also that the said 
two paragraphs contain statements embracing affiant’s full knowledge 
and belief as to the circumstances and conditions under which stock. 
holders and security holders who do not appear upon the books 0 
the company as trustees, hold stock and securities in a capacity other 
than that of a bona fide owner; and this affiant has no reason to 
believe that any other person, association, or corporation has any 
interest direct. or indirect in the said stock, bonds, or other securities 


than as so stated by him. 
WILLIAM C. TYLER. 
Sworn to and subscribed before me this 1st day of October, 1923. 
[Seal.] BE. c FLINN. 
(My commission expires July 20, 1926.) 
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INLAND MARINE CORPORATION 


Low All-Water | Freight Rates 
The New York State Barge Canal Route 


New York Harbor Points 


Buffalo, N. Y. Detroit, Mich. 

Cleveland, Ohio Duluth, Minn. 

Chicago, Ill. Minneapolis, Minn. 
and 


Milwaukee, Wis. 
St. Paul, Minn. 
St. Louis, Mo. 


Points in the Same Rate Territories 


COMPANY’S OFFICES 
NEW YORK CITY, 15 Moore St. . .. . Tel. Bouling Green 3516-9 
BUFFALO, N. Y., 522 Ellicott Square Tel. Seneca 8203 
MINNEAPOLIS, 20 Builders’ nge Tel. Atlantic 0596 





S. W. BULLOCK, 


President Officerss M. R. GALVIN, V.-Pres. and Treas. 
15 Meore St., New York City 


522 Ellicett Sq. Bldg., Buffale, N.Y. 


BULLOCK & GALVIN, INC. 


Operating Managers 
Canal and Lake Transportation 


Our organization provides you with every necessary 
Operating and Traffic Service, including Vessel 
Maintenance and Repair, Insurance, Customs En- 
trees and Claim Adjustments. 


General Offices: 15 Moore St., New York 


0. BERTSCHI, Gen. Supt. 
J. O'NEIL. Chief Engineer 
W. J. 





AMERICAN 
LINE } : 
= oe ON 
WHITE STAR == = 2 PACIFIC 
LINE ——— Tria =. 


ATLANTIC : “oa 
TRANSPORT 


WHITE STAR- 
a DOMINION 


Majestic—World’s Largest Ship 


Ocean Freight 


Service 
The INTERNATIONAL MERCANTILE MARINE LINE with 117 


steamers,'many of the fast passenger type, render hi: specialized freight 
Service to United Kingdom and Continental ports. en 


For Coast!to Coast shi its —the P ific Line. 
Cellleenie "Ie deen i aon oa, anama Pacific Line. New York to 


127 SOUTH STATE STREET, CHICAGO 
I. D. ROTH, General Western Freight Agent 
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CONSOLIDATION OF RAILROADS 


Interstate Commerce Commission Docket 12964 


An interesting session in this case was held in Boston, Mass., September 
24 to 29, 1923, before Commissioners Hall, Cox and Eastman. The proceed- 
ings involved the New England situation and its relation to the trunk lines. 
Testimony was taken also on a plan submitted by the Storrow Committee, 
composed of the Governors of New England States. 


The official stenographer’s minutes of this hearing can be secured from the Official Reporters for the Commission, 
THE STATE LAW REPORTING COMPANY, 235 Broadway, New York City. 





Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92. State Street 








ROUTE YOUR CARGO VIA 


Mobile Gulfport Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
Hamburg and Bremen 


We Solicit General Cargo 


LIVERPOOL 


Sailing from Mobile Oct. 20 
U.S.S.B. S.S. BRADDOCK......... Sailing from Gulfport Oct. 25 


Sailing from Pensacola Oct. 31 


Sailing from Mobile Nov. 10 
U.S.8.B. 8.8. WILDWOOD......... Sailing from Gulfport Nov. 13 
(or Sub.) Sailing from Pensacola Nov. 15 
LONDON 


Sailing from Mobile Oct. 29 
U.S.S.B. S.S. MAIDEN CREEK....4 Sailing from Gulfport Nov. 3 


(or Sub.) Sailing from Pensacola Nov. 7 


Sailing from Mobile Nov. 20 
Sailing from Gulfport Nov. 23 
Sailing from Pensacola Nov. 28 


HAMBURG AND BREMEN 


.S.B. S.S. ANTINOUS.......... Sailing from Mobile Oct. 20 
—_ = Ve *** | Sailing from Pensacola Oct. 23 


U.S.S.B. 8.8. AFOUNDRIA 


sere reee 


Waterman Steamship Corporation 
“Operating United States Government Ships” 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 













































































































































































































































































































































































































































SOUTHERN L. C. L. RATES 


The Trafic World Washington Bureau 


With a view to simplifying the case and disposing of it 
without formal procedure other than has already been had, the 
Commission has called an informal conference on I, and S. No. 
1919, to be held in Washington October 23. Its call for that con- 
ference, issued by Secretary McGinty, is as follows: 


By orders entered in the above entitled proceeding the Interstate 
Commerce Commission has suspended until Janua 18, 1924, and 
subsequent dates, schedules filed with the Commission providing 
for the cancellation of less than carload and carload commodity rates 
and increases in carload commodity rates from points in southeastern 
and Carolina territories to points. in Mississippi Valley territory as 
set forth in the various schedules indicated to become effective 
Sept. 20, 1923, and subsequent dates. 

The rate changes proposed to be made by these schedules may 
be divided into three general classes as follows: (1) cancellations 
of various less than carload commodity rates; (2) cancellations of 
carload commodity rates under which carriers allege there is no move- 
ment; and (3) revised carload commodity rates under which there 
are known to be movements which revised rates consist of both in- 
creases and reductions. , 

The changes proposed were so numerous that it was impossible 
to determine the effect of all of them within the time between the 
receipt of protests by interested shippers and the date on which 
the schedules were published to become effective. The showing made 
by protestants however, together with other facts developed, in- 
dicated that the schedules should be suspended for future investiga- 
tion and the order of suspension was accordingly issued. 

It is the hope of the Commission that many if not all of the 
issues involved can be settled without a formal proceeding through 
a joint conference between the protestants on the one hand and 
the carriers on the other. Therefore, I am directed to announce 
that a conference will be held at the cffices of the Commission, at 
Washington, D. C., on October 23, at 10 a. m., which all interested 
parties are invited to attend, for the purpose of considering the 
changes proposed in the schedules under suspension in this proceed- 
ing with a view to reaching an agreement upon the issues involved 
that will enable this proceeding to be discontinued or to determine 
what further action should be taken in the premises. In order to 
facilitate the conference, it is suggested that the matters to be con- 
sidered be taken up in the following order and that the information 
indicated below be furnished in connection with each of the follow- 
ing subjects: i 

1. Cancellation of various less than carload commodity rates. The 
cancellation of some of these rates is said to have been made upon 
the ground that they are no longer necessary as there is no move- 
ment under them, while others are said to have been cancelled in 
order to remove undue preference and undue prejudice. Carriers 
should be prepared to show information concerning the absence of 
necessity for the continuance of these rates and wherein their can- 
cellation is required to remove undue preferential or prejudicial 
conditions. On the other hand, protestants opposing the cancella- 
tion of such rates upon the ground that their continuance is neces- 
sary to cover traffic which is moving should be prepared to furnish 
information concerning the movement of such traffic and any other 
information which would tend to show that the rates should not 
properly be cancelled. 


2. Cancellation of various carload commodity rates. The ex- 
planation offered by the carriers for the cancellation of these rates 
is that there is no longer any movement under them and their con- 
tinuance therefore unnecessary. Protestants opposing cancellation of 
such rates should be prepared to furnish a list of such of the com- 
modities involved on which the continuance of these rates is neces- 
sary because of the movement of traffic under them, together with 
information indicating why their continuance is necessary. 


3. Rates on other commodities, carloads, changed under carriers’ 
proposals. The reason stated in general by the carriers for the re- 
vision of these rates is that the proposed readjustment is necessary 
to place rates on these commodities between the Mississippi Valley 
on the one hand and Carolina and Southeastern territory on the 
other in line with the rates established between points in Mississippi 
Valley territory on the one hand and the Ohio River crossings and 
related points on the other under the Commission’s decision in I. 
& S. Docket 1303, rates to, from, and between points south of the 
Ohio River, 64 I. C. C., 306. The suspended rates are alleged to be 
in line with the rates prescribed by the Commission in that de- 
cision and to be necessary to remove prejudice resulting from the 
revision already made without similar revision to and from South- 
eastern and Carolina territories. 





CLOSED TERMINAL QUESTION 


The Trafic World, Washington Bureau 


An unusual “closed terminal’ case came on for argument 
before the Commission October 11 on the formal complaints, No. 
14253, Joseph Bancroft & Sons Company vs. Philadelphia & 
Reading et al., and No. 14769, Same vs. Director-General et al. 
The question, reduced to its simplest terms, was whether the 
Philadelphia & Reading should be required to treat that part of 
Wilmington, Del., which the Reading calls Rockford, as a part 
of the switching district or as a distinct station. It is within 
the city of Wilmington, but the Reading, in taking cars from 
its interchange point, for reciprocal switching purposes with the 
Pennsylvania and the Baltimore & Ohio, is required to use its 
main line outside the city limits, the Wilmington & Northern, 
now controlled by it, and a branch of the Wilmington & North- 
ern, from Ellsmere Junction. 


The case against the Director-General was for reparation on 
shipments that moved in the period of federal control, the al- 
legation being that such rates as were imposed were unrea- 
sonable to the extent they exceeded a switching charge. From 
the interchange point to the Bancroft plant the distance is 7.2 
miles or thereabouts, the round trip being called fifteen miles. 
According to the testimony, said W. L. Kinter, speaking for 
the Reading, the road crew detailed to serve Rockford often took 
more than eight hours, and was therefore entitled to overtime, in 
making the round trip. 
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“What do they do?” asked Commissioner Aitchison. 
walk it in less time than that.” 

Mr. Kinter explained that the crew had to switch the cars at 
destination and spot them and take cars from Ellsmere Junction, 
delivered at that point by the Baltimore & Ohio when such cars 
were loaded with freight moving on joint rates. On traffic not 
moving on joint rates between the Reading and the Baltimore & 
Ohio, the interchange was made at the point where interchange 
was had with the Pennsylvania. He contended that the question 
was whether the Reading should be forced to give its terminals 
at Rockford for use by its line-haul competitors and deliver traf- 
fic on which they had received the line haul for a switching 
charge. He said the Reading was prepared, in all appropriate 
cases, to make joint rates whenever the Bancroft company felt 
that it needed such rates to enable it to obtain raw materials. 
He said the only complaints that had been made concerned one 
possible shipment of lumber from Norfolk and lime from Belle- 
fonte, Pa., at a time when the Bancroft company could not ob- 
tain lime at the places it usually obtained it. His thought was 
that, inasmuch as the Bancroft company shipped about 3,200 cars 
per year and had an advantage in the matter of rates on coal over 
bleachers of textiles in New England, it was not in such a bad 
Situation with regard to rates. 

Luther M. Walter, for the complainant, said that every other 
industry in Wilmington had the benefit of reciprocal switching 
and insisted that his client was entitled to a reasonable arrange- 
ment on its traffic. He said it was not customary for big shippers 
to make a fight about things that did not amount to much. 

The reading, he said, imposed the minimum class rate scale 
to traffic to and from the Bancroft plant not moving on joint 
rates. He said the reciprocal switching arrangement applied on 
nothing other than coal and coke. Mr. Kinter interrupted him to 
say that that was not accurate, because since August of this year 
the tariffs had read so as to make it certain that coal and coke 
would be treated the same as all other commodities not moving 
on joint rates. The complainants were surprised to learn that in 
August the definition of the switching limits had been changed 
so as to exclude their plant. Mr. Kinter said the change was 
made because some question had been raised as to whether the 
Bancroft plant, on coal and coke, was within the limits. He said 
that while the government had control of the railroads some cars 
of coal by mistake were billed to Wilmington as the interchange 
point instead of Harrisburg. 


“T could 





FRENCH RAILWAY TRAFFIC GROWS 

The average daily carloadings on French railways in the 
first three weeks of September amounted to 58,630, compared 
with 55,412 in August. The receipts of the principal French 
railways this year up to September 9 amounted to 4,813,000,000 
frances, an increase of 5.03 per cent over 1922, according to 
reports to the Department of Commerce. 

The Compagnie Generale Transatlantique is to build two 
new vessels for the service between France and New York. 
The contract for the first of these has been given to a French 
shipbuilding company, and it is to be completed in 1926. 

The incoming merchandise received in French seaports in 
August amounted to 2,829,000 metric tons, including 1,400,000 
tons of coal, compared with 3,238,000 tons, and 1,900,000 tons 
in July. Outgoing tonnage amounted to 654,000 tons, compared 
with 619,000 tons, while outgoing rail shipments reached 1,580,- 
000 tons, compared with 1,759,000 tons, and outgoing shipments 
by the inland waterways amounted to 560,000 tons, compared 
with 693,000 tons. 


C. F. A. RATE CONFERENCE 


The Central Freight Association has announced the proposal 
of a new set of rates on iron and steel chain, wagon and carriage 
parts, and wire rope, from C. F. A. and Illinois Freight Associa- 
tion territory to southern desinations. The proposed rates re 
present substantial reductions, in the aggregate, and follow the 
readjustments of July 1, being a part of the fourth section 
realignment in this territory in harmony with what is being done 
generally to southern rates by the C. F. A. There are some 
advances to the Mississippi river points, with reductions to 1n- 
terior Mississippi River points, and substantial cuts to the South- 
eastern desinations. Public conference with shippers with re 
gard to the proposal has been assigned for October 19, at the 
office of the C. F. A. at Chicago. ° 


TERMINAL COMPANY SECURITIES 


The Trans-Mississippi Terminal Railroad Company, joined 
by the Texas & Pacific and Missouri & Pacific; and receivers of 
the Texas & Pacific, has applied to the Commission for authority 
to extend and guarantee $3,653,000 of 6 per cent 3-year gold notes 
to November 1, 1924, and to make the rate of interest not greater 
than 614 per cent. The notes will mature November 1, 1923. 

In another application the Trans-Mississippi Terminal Rail- 
road Company asked the Commission to extend,the maturity 
date of a $1,000,000 note evidencing a loan of that amount from 
the federal revolving fund from November 1, 1923, to November 1, 
1924. The notes in issue in the first application include the note 
for $1,000,000. 
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FORT WORTH, TEXAS 










11 TRUNK LINES 
17 OUTLETS 


Distribution of Pool Cars and Merchandise 
for Storage. 


FORT WORTH WAREHOUSE 
AND STORAGE COMPANY 
L. C. ABBOTT, Manager 


NDIANAPOLIS, IND. 


INDIANA’S 
LEADING 
WAREHOUSE 


SERVICE 
FIRST 


aie Weckace 
SIX ELEVATORS 


HENRY COBURN 
STORAGE & WAREHOUSE CO. 


INDIANAPOLIS, IND. 


Storage and Distributien 
of General Merchandise 





















Elevated Tracks 
No Delays During Switching 

































Pool Cars and Prompt Delivery Service a Specialty 
MOST CENTRALLY LOCATED 
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DENVER, COLORADO 


Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 
via any Railroad into Denver 
ree switching to Warehouse 
Storage capacity 350,000 square feet 
Insurance rate 15c 
Negotiable Warehouse Receipts Issued 


The Weicker Transfer & Storage Company 





A WAREHOUSE STOCK within the territory served, saves one 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront — dea with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any —— question relating to the law 
of interstate transportation of freight. A traffi i 
and wide knowledge will answer questions relati 
—- We do not desire to the place of traffic man but to 

elp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 


served to refuse to answer in this department any question, legal or 

traffic, that it may appear to us unwise to answer or that involves a 

situation too — for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 

Traffic Service Corporation, Colorade Building, Washington, D. C 


Weighing of Freight 

Wisconsin.—Question: We are purchasers of considerable 
tonnage of bituminous coal moving between Kentucky coal 
mines and a point in Indiana. 

Invariably there is a difference of approximately one thou- 
sand pounds in shipper’s net weights of loads at destination. 

We are members of the Southern Weighing & Inspection 
Bureau, and our scales are tested at regular intervals, and 
loads are weighed heavy and light. Shippers claim they are 
also members of this bureau and state scales are tested at 
regular intervals, but use the stenciled tare weight of the car 
in all cases. It has always been our practice to use the actual 
tare weight of cars whenever possible. 

Will you kindly advise if there is any ruling in effect that 
requires shippers to weigh coal cars empty before loading? 

We lay difference in net weights to using the different tare 
weights by shippers and ourselves. Is not the actual tare a 
more accurate weights to base invoice on than the marked 
tare weight? 

Answer: We know of no ruling which requires a shipper 
to weigh a car before loading and, in fact, one of the reasons 
for the stenciling of the tare weights on cars is to provide a 
basis for arriving at the net weight of the commodity loaded 
in a car by deducting from the gross weight the tare weight 
of the car. 

The actual tare weight, arrived at by weighing each car 
as it arrives, both loaded and empty, provided the scales are 
accurate, is preferable and more likely to be accurate than 
the tare weight stenciled on a car, particularly where the car 
has not been light weighed for a considerable length of time 
prior to the date the weight stenciled thereon is used for com- 
puting freight charges, as the weight of cars is necessarily 
subject to variation, due to weather conditions, repairs made 
thereto, whether clean or not, etc. See In re Weighing of 
Freight by Carriers, 21 I. C. C. 7 (18). 

Undercharges—Limitations Governing Suit by Carriers for 

Ohio.—Question: We are very much interested in answers 
to your question to “Missouri” on page 696 of The Traffic World 
of September 22. Might we ask that you go a little further 
with this case and advise the statute of limitations covering 
the collection by carriers of undercharges from shipper or 
consignee? 

Answer: The same section of the act which provides for 
the limitation on an action by a shipper for an overcharge, 
namely, section 16, provides for a three-year period of limitation 
within which a carrier may bring an action for its freight 
charges or any part thereof. 

Liability of Express Carrier for Delay in Transit 

West Virginia.—Question: Shipment forwarded in time to 
be delivered as usual on date of billing, but for some unknown 
reason was not delivered until one day late. Customer receives 
daily shipments of this commodity and consequently was called 
upon to accept delivery of the two shipments on same day, 
resulting in refusal of delayed shipment and sale by the des- 
tination agent at less than one-half actual cost, which amount 
express company is agreeable to remitting, and no more. Please 
advise your views as to their liability for the full amount, citing 
court decisions, etc. 

Answer: The duty to transport shipments with reasonable 
dispatch is imposed upon the carrier by law. Whether a ship- 
ment has been transported with reasonable dispatch is a ques- 
tion of fact, determinable from the circumstances and condi- 
tions under which the shipment was handled. When it has 
been proven that the shipment was not transported with rea- 
sonable dispatch, and that the shipper has suffered damage as 
a result thereof, the measure of damages recoverable, according 
to the decisions of the majority of courts, is the difference 
between the value of the goods at the time and place at which 
delivery should have been made, and their value when delivery 
was actually made, or tendered. Baltimore, etc., R. Co. vs. Hug- 
gins, 81 S. E. 48; Norfolk, etc., R. Co. vs. Wilkinson, 56 S. E. 
808; The Telegraph vs. Gordon, 14 Wall. 258; Peterson vs. 
Case, 17 Fed. 482. 
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If the carrier has transported with reasonable dispatch and 
shipment has been refused at destination, and same is of a 
perishable nature, the carrier is within its rights in selling 
the same to best advantage and for the owner’s account. If 
it acted reasonably in the sale, the proceeds thereof, and no 
more, are to be paid over to the owner of the goods. The owner 
cannot abandon his property and hold the carrier liable for the 
full value of it, unless it was tendered in a worthless condition 
and the carrier’s negligence is the cause of the damage. 

We cannot undertake to supply the facts which will prove 
the delay to be unreasonable, and for that reason cannot say 
that the carrier is or is not liable, but the usual mode of con- 
veyance, the distance, the season of the year, the character of 
the weather, the ordinary facilities for transportation, presence 
or absence of an unusual rush of business, the nature of the 
commodity transported, and the usual time required for making 
delivery, are all facts which serve to determine the issue of 
reasonableness of the dispatch. If the usual time is one day 
for transporting the shipments, then one day’s delay may, no 
other excuse appearing, be unreasonable, but when the time 
of delay is small in propostion to the total time usually in- 
volved in the transportation, the difficulty of proving unrea- 
sonableness is commensurately greater. Courts have held, how- 
ever, where the commodity shipped was perishable freight, that 
the carrier was liable for a delay of only a few hours. N. Y. P. 
& N. R. Co. vs. Peninsula Produce Exchange, 240 U. S. 34; 
Johnson vs. N, Y. N. H. & H., 88 Atl. 988; Whitton vs. Adams 
Express Co., 182 S. W. 137. 

If the carrier had advance notice of the probable result 
of even one day’s delay, even though ordinary dispatch would 
permit of an extra day’s time in which to make delivery, the 
carrier would be liable for the special damages arising from 
the delay. 


Application of Rates—Iron and Steel Articles, with Brass Parts 

Pennsylvania.—Question: In your issue of September 22, 
on page 698, inquiry from “Michigan” is published relative to 
iron and steel articles with brass parts, as to whether iron 
or steel description could be used on manufactured articles 
containing brass parts not to exceed two per cent of the total 
weight. 

I recalled seeing something of this nature somewhere, and 
upon investigation at some length, find that in Consolidated 
Clasification No. 3, on page 286, item 7, under Machine and 
Machinery Parts, N. O. I. B. N., iron or steel, note 20 reads 
as follows: 


Ratings will also apply on parts made of a combination of iron 
or steel and other metals provided the weight of the other metals 
does not exceed 5 per cent of the total weight of the Machinery and 
Machine parts. 


Answer: In answering the inquiry in question we over- 
looked the classification rating on Machine and Machinery 
Parts, in connection with whieh the provision for brass parts is 
carried in the note referred to. 


Storage in Public Warehouse of Refused or Unclaimed Notify 
Shipment 


Pennsylvania.—The following letter is reproduced, as the in- 
formation contained therein may be of interest and help to 
shippers in general: 


Under ‘Questions and Answers,” page 696 of your issue of Sep- 
tember 22, we are especially interested in a question propounded by 
‘Missouri’ concerning the storage in public warehouses of refused 
and unclaimed order notify shipments. 

It may be helpful to your readers to explain the process adopted 
by this system as a whole for the storage of refused and unclaimed 
shipments, whether consigned to order notify or are straight ship- 
ments, but not including damaged, perishable, explosive of infiam- 
mable freight. 

Our_system makes use of the most available, responsible ware- 
house. We execute a uniform agreement with such warehouses. This 
agreement stipulates that order shipments are to be delivered to 
the party entitled to receive them and only upon the surrender of 
the preoeey endorsed bill of lading. The regulations which govern 
the removal of refused and unclaimed freight to the warehouses un- 
der agreement are in effect over our entire System and provide that 
as soon as practicable after 48 hours platform carriage, the shipments 
are turned over to the contracting warehouses for storage under para- 
graph A, Section 4 of the uniform bill of lading, to which you have 
already called attention. 

Our freight agents are under instructions to inform both the con- 
signor and the consignee of what has transpired so that the owner 
or the party entitled to receive the property may know where it is 
and have an opportunity to protect his interests. Furthermore, every 
warehouseman with whom we are under agreement is urged to dupli- 
cate this process or notification and to announce to the consignor 
and the consignee that the property has been stored with him by 
our System for the account of the party entitled to receive it. 5 

We agree with you fully that under the circumstances a carrier 
could hardly be adjudged guilty of conversion for many reasons, but, 
perhaps, more particularly in that such warehouses are institutions 
of public convenience, and delivery in a strictly legal sense cannot 
be considered to have been made when the warehouses take charge 
of refused and unclaimed freight under agreement and for account 
of the owner solely. p 

If the concern in question had communicated with the freight 
agent at destination, provided the shipment under discussion ha 
moved over the rails of our System, he should have been informed 
at once just where and when his property was stored, also he could 
have secured this information from the agent of the originating line, 
and, furthermore, it is very likely that our contracting warehouse- 
man in Dayton would have notified him (the shipper) that he had 
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Between 
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GALVESTON ot HOUSTON 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports. 


a bills “ Kew, issued from Gulf Ports to Hawaii, Australia, New 
Dutch East Indies, for Transhipment at San Francisco. 


Through bills of lading, from Pacific Coast Ports to Mexico, Cuba, Porto 
Rico, West Indies, Central America, South America, Europe. 


Rates quoted, bookings and other information furnished upon 
application 


THE STEELE STEAMSHIP LINE, Incorporated 


GENERAL GULF AGENTS 


424 Whitney Central Building, New Orleans, La. 


Steele Bldg. SWAYNE & HOYT, Inc. 15 Moore St. 
Galveston, Texas 430 Sansome St. New York City 
San Francisco, Calif. 


NAWSCO LINES 


eur INTERCOASTAL S32 


PHILADELPHIA 
NEW YORK 


PORTLAND 
BOSTON 


and 
LOS ANGELES PORTLAND 
SAN DIEGO ASTORIA 
SAN FRANCISCO SEATTLE 
OAKLAND TACOMA 
VANCOUVER 


NORTH ATLANTIC AND WESTERN S. S. CO, 


Owners and Operators, U. S. Government Ships 
BOSTON: 111 Summer St. 
NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 
PHILADELPHIA: 136 So.4th St. PITTSBURGH: 601 Bessemer Bldg. 
PORTLAND: 36 Exchange St. 


or ADMIRAL LINE Pacific Coast Ports 
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Ship by Water 


“DIFFERENTIAL RATES” via 
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Seattle, Tacoma, Bellingham and Aberdeen 
Baltimore, Norfolk, Philadelphia 


and New York 
FORTNIGHTLY SAILINGS 





- Thru: bills of lading issued to other Pacific 


Coast. Ports, Hawaii and the Far East 
For rates, dates of sailing and other intormation apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York Telephone Bowling Green 7394 


Baltimore, Md. a Pa. Pittsburgh, Pa. Chicago, Ill. 
39 South St. Drexel Bldg. Oliver Idg. 333 S. Dearborn St. 
And at our naan Offices at ports of call, etc. 


a 


FREIGHT PASSENGER 
DIRECT SERVICE 


New oe 


Boston and Savannah 


Through package cars to all principal Southern and 
Western points, in connection with 


FAST FREIGHT LINES THROUGH SAVANNAH 


Central-Savannah Line 
Atlantic Coast-Savannah Line Seaboard-Savannah Line 
thern Railway Savannah & Atlanta Ry. 


Freight is loaded direct from ship to cars at Savannah to break 
bulk at destination. Time and handling reduced to a minimum 
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the property in his possession awaiting disposal. Hence, it will be 
observ that every step possible is taken by this carrier to post 
both the shipper and consignee of all undelivered freight. 


Through Rate Exceeding Combination of Locals 

New York.—Question: The through rate from point A to 
point C, with transfer at point B, via X, Y. Z. R. R., care R. S. T. 
R. R., is 51c per cwt. The local rate from point A to point B 
via X, Y. Z. R. R. is 24c per cwt. and the local rate from point 
B to point C via R. S. T. R. R. is ile per cwt., making the 
combination of local rates from point A to point C via point B, 
35c per cwt., as against the through rate of 5ic. As far as 
we know, the Commisison has not authorized the apparent 
fourth section violation. 

Is it your opinion that reparation would be warranted in 
this instance, or can you quote a decision in a similar case 
where reparation was denied? : 

Answer: The Commission has held on numerous occasions, 
and the principle is definitely fixed, that the joint through rate 
is the only lawful rate via the route over which such joint rate 
is established, regardless of the manner of billing by the ship- 
per. If the lower combination and the joint through rate both 
contemplate shipments moving over the same lines and through 
the same junction point, the lower combination may not be 
applied. Such a joint through rate, however, is in violation of 
the “Aggregate-of-Intermediates,” clause of the fourth section 
of the interstate commerce act, as amended, and if the carriers’ 
attention is directed to such a situation, they will, no doubt, 
correct same (see Conference Ruling No. 220-G). The law pro- 
vides that a joint through rate in excess of the combination of 
locals over the same route is unlawful, and the Commission 
has in numerous cases awarded reparation to the basis of the 
lower combination. See American Refining Co. vs. St. L. S. F. 
Ry., 51 I. C. C. 179; Carolina Portland Cement Co. vs. L. & N., 
50 I. C. C. 98; Ft. Smith Commission Co. vs. K. C. S. Ry., 50 
I. C. C. 185; Carriers vs. A. & N. R. R., 50 1. C. C. 280. 

Sales—Passage of Title as Affected by Delivery to Carrier 

Minnesota.—Question: We are quoting herewith a para- 

graph from a news circular which reads as follows: 


It is our conviction based on custom as well as due consideration 
of the rights of all involved that differences that result when goods 
are sold delivered wholesale grocer’s warehouse and when goods are 
sold F. O. B. factory, less freight to destination, center exclusively 
around the question of liability. In the first instance the goods clearly 
belong to the seller until they reach destination. In the latter case, 
poaeret, possession passes to the buyer when the goods leave the 
‘actory. 


It states in-this paragraph that goods belong to the seller 
until they reach destination when goods are sold delivered 
wholesale grocer’s warehouse, and that when goods are sold 
f. o. b. factory, less freight to destination, possession passes to 
the buyer when the goods leave the factory. 

Goods sold delivered wholesale grocer’s warehouse and 
goods sold f. o. b. factory, less freight to destination, are ab- 
solutely the same, and we cannot see why it should have any 
hearing in regards to the title of the shipment. We are under 
the impression that the title to a shipment passes to the buyer 
when the seller delivers same to the transportation company, and 
receives a clear receipt. We would appreciate very much your 
opinion of when the title changes on a shipment. 

Answer: Where the sale is of specific identified chattels or 
articles appropriated by the seller to the fulfillment of the con- 
tract, the question as to when the title passes is primarily one 
of the intention of the parties, to be derived from the terms 
of the contract and the circumstances of the case. 

A general usage or custom of the trade or business in 
question may be controlling to show the intention of the parties 
as to when the title passes and effect will be given thereto if 
the intention of the parties is otherwise left indefinite. 

Th question as to when the title passes in case of a de- 
livery to a carrier for transportation to the buyer primarily 
depends on whether such delivery is a full compliance with the 
duty of the seller with respect to delivery, and the intention 
of the parties as to whether the title shall pass at the time 
of such delivery or not. It is the general rule, where the place 
of delivery is the point of shipment, that a delivery of the goods 
to a carrier, consigned to a buyer, whether the carrier is one 
designated by the buyer or left by him to selection by the seller, 
will pass title to the buyer if there is nothing else to show a 
contrary intention. 

If the place of delivery to the buyer is the place of des- 
tination, delivery to a carrier is ordinarily a delivery to him 
as the seller’s agent and the title will not pass by such delivery, 
but will remain in the seller until the goods arrive and are 
accepted by the buyer. 

Where a contract of sale is f. o. b. at the point of initial 
shipment, delivery to the carrier is ordinarily deemed a de- 
livery to the buyer so as to pass title to him. If, however, the 
sale is f. o. b. at the point of destination, the title is not, as a 
rule, deemed to pass until the property reaches its destination 
and is accepted by the buyer, the carrier being deemed the 
seller’s agent to transport the property to the place of delivery. 
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Freight Chargés—Liability of Consignor when Carrier Delivers 
Shipment at Prepay Station Without Collection of Charges 
Where Consignor Has Signed Stipulation in Bill of Lading 
Respecting Collection from Consignee 
Alabama.—Question: A shipment moved on the uniform do- 

mestic bill of lading from an agency station to a prepay point, 

and the notation providing that the carrier shall not make de- 
livery of shipment without payment of freight charges and all 
other lawful charges was duly signed by shippers. 

The carriers failed to collect freight charges at point of 
destination and are now demanding same from shippers. 

Kindly advise if the carriers are within their rights in de- 
manding that the shippers pay the prepay charges in view of 
their signing the notation referred to above. 

Answer: In accepting a shipment consigned to a prepay 
or non-agency station and delivering same to the consignee 
without collection of the freight charges thereon, reyardless of 
the fact that the consignor had signed the stipulation regarding 
the collection of freight charges from the consignee before 
delivery of the shipment, the carrier erred. However, whether 
or not the courts will hold that, in view of the present provision 
of the bill of lading respecting the collection of the charges 
from the consignee before delivery, the carrier may not collect 
from the consignor where the consignor signs the stipulation 
in question, is doubtful. 

The courts have in the past, as a general rule, held that 
the consignor, as the party with whom the contract of carriage 
was entered into, was liable for the freight charges, regardless 
of the fact that the shipment was delivered without collection 
of the charges and regardless of the provision formerly carried 
in section 7 of the bill of lading that the owner or consignee 
shall pay the freight and all other lawful charges accruing on 
said property, and, if required, shall pay the same before de- 
livery. See Southern Cotton Oil Co. vs. Sou. Ry. Co., 95 S, E. 
251; Wells Fargo vs. Cuneo, 241 F. 341; R. Co. vs. Clay Co, 
166 N. W. 41; R. Co. vs. Tonella, 111 A. 341. The lawful freight 
charges must be collected and, in the event the consignor’s 
stipulation is disregarded and delivery made without the collec- 
tion of the charges from the consignee, it is questionable 
whether the courts will hold that the consignor is not liable 
therefor, at any rate if collection cannot be made from the 
consignee through suit. 

Demurrage—Liability of Carrier for Error.in Car Number in 

Notice of Constructive Placement 

Ohio.—Question: We would appreciate it if you will advise 
us as to the legality of car service charges on cars held under 
constructive notice, in cases where the wrong numbers are 
shown on the construction notice. For example, we receive a 
constructive notice showing car 139456, slag. We have no rec- 
ord of a car of this number, but we have a record of car 139556. 

Our contention is that no car service can be assessed on the 
original car, inasmuch as it was not the number shown in the 
constructive notice. 

It seems a carrier in this city feels that car service should 
be assessed whether or not the constructive notice showed 
wrong car number. 

Answer: We do not locate an opinion of the Commission 
directly in point. However in Steinhardt & Kelly vs. Erie R. R. 
Co., 52 I. C. C. 304, the Commission said: 

“The purpose of a notice of arrival is to apprise the con- 
signee that a car has reached destination or a recognized hold 
point and is being held for delivery or waiting disposition or- 
ders. Obviously, the notice should be clear and definite. The 
consignee should be given all necessary information. On the 
other hand, if the notice does not sufficiently apprise him of 
the situation, he should seek further enlightenment from the 
carrier. This is contemplated by the provision mentioned 
above that, where notice has been given in substantial compli- 
ance with the requirements of the tariff, the sufficiency of the 
notice may not be questioned after the expiration of a specified 
time. What constitutes “substantial compliance” in a particular 
case is a question not free from difficulty. It would seem that 
in its determination we must be guided to some extent by the 
circumstances surrounding the transaction and that no hard and 
fast rule can be laid down.” 

The determination of the question of the carrier’s liability 
in the instant case depends upon whether or not the incorrect 
car number shown in the notice you received was the proximate 
cause of the delay. If the other information contained in the 
notice was sufficient, under the circumstances surrounding the 
shipment, to identify the car the Commission would very likely 
hold that the notice was in substantial compliance with the 
tariff rule, regardless of the error in the number of the Car. 
See also Steinhardt & Kelly vs. Erie, 57 I. C. C. 369, affirming 
the above referred to case; Miller-Jackson Grain Co. vs. P. 0. 
& N. R. R,, 48 I. C. C. 147, and Cabin Creek Consolidated Coal 
Go. ve. C. BH. & D. Ry., 52 L.. C.. C.. 181. (288). 

Tariff Interpretation—Intermediate Application 

Louisiana.—Question: Please be referred to rule 10 in Suv- 
plement 24 to N. O. & N. E. Joint Lumber Tariff 566-B, I. C. ©. 
2962. The point I have in mind is the application of rates to 
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We are equipped with the shop 
facilities and experienced labor 
to repair and build Railroad 
Freight Cars in our large new 
plants at Sharon, Pennsylvania, 
and Kansas City, Kansas. 


We can give prompt service In 
the fabrication of underframes, 
center sills, draft arms, and 
similar car construction. 


PENNSYLVANIA CAR COMPANY 
SHARON, PENNSYLVANIA 


New York St. Loule 
Houston Casper 


Kansas City Tulsa 
San Francleco Beat-mont 






Miscellaneous Data You 
Want From Washington 


The function of this department is to perform 
various kinds of special service for the traffic manager 
or attorney, either at the Interstate Commerce Com- 
mission or at any other government department in 
Washington. Some of its duties are to furnish copies 
of complaints, tentative reports, decisions, briefs, ex- 
ceptions to proposed reports, exhibits, orders of the 
Commission—in fact, copies of any documents filed 
with the Commission or other government departments 
to which the public is permitted access. Another 
function is to make abstracts or digests of decisions, 
tentative reports, complaints, or other documents 
which, on account of their length, or other reason, it 
is not practicable to copy. This department will ob- 
tain information or statistics promulgated by any 
government department in Washington. In _ short, 
this department was created for the purpose of per- 
forming, at a reasonable charge, any special or out- 
of-the-ordinary service which the traffic manager or 
attorney may call on it to perform. If you want a 
copy of any document, or information on any subject 
obtainable in Washington, our Special Service Depart- 
ment is ever ready to assist you in a prompt and 


eficient manner. Quick service is one of its chief 
attributes. 























Address 


Traffic Service Corporation 


Special Service Department 


Colorado Building Washington, D. C. 


Other “‘Service’? Departments: 
Rate—Watching—Tariff—Trafiic. 
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New York-Baltimore-Norfolk- 


Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


WESTBOUND SAILINGS 
Baltimore Norfolk New York 
Oct. 19 Oct. 26 Oct. 25 
Oct.15 Oct. 20 Oct. 18 
Oct. 25 Nov. 3 Nov. 1 


THEREAFTER EVERY WEEK 
EASTBOUND SAILINGS 


San Francisco Los Angeles 


Oct. 20 Oct. 23 


Oct. 27 Oct. 30 
*COLOMBIA Nov. 6 Nov. 8 


SANTA BARBARA... Nov. 10 Nov. 13 


THEREAFTER EVERY WFEK . 


*Calling at Manzanillo, San Jose de Guatemala, La Libertad, 
Corinto, Canal Zone, Havana (Eastbound), Baltimore (East- 
bound), Norfolk and New York. 


FARES .... FIRST CLASS, $270 


PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 
S.S. CORINTO sails from S.F. Oct. 27, from L.A. Oct. 29 


and sailings about every 22 days thereafter 


PACIFIC MAIL S.S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
605 Central Bldg., 108 West Sixth St., Los Angeles, Calif. 
ALSO OFFICES IN 
Hoge Building Norfolk... Southgate Fwd. & Stg. 
Equitable Building Cleveland 630 Engineers Bldg. 
Pittsburgh .. 410 State Theatre Bldg. 


SANTA OLIVIA 
SANTA MALTA 
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—— that gives you in 
Shipping one book all 
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Express and 
Freight (ex- 
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9 


Elkhart 
Conveyor 
Co., Elkhart, 
Ind., says: 
“The book is 
worth every 
cent we paid 
for it, very 


Furnish your 
shipping clerk with 


LEONARD’S 


for it very andwe «©6Spping Guide 


do not see how you can It will speed up shipping and cut out 
improve it in any way.’’ waste. Ask for particulars. 


G. R. LEONARD & CO. 


155 North Clark St., Chicago 226 East 23rd St., New Yor, 
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Lexington, Tenn., from Garyville, La., on the L. R. & N. Lex- 
ington is intermediate to Nashville and Jackson on the N. C. 
& St. L., but no rate is named to this point in the tariff. Please 
advise if, in your opinion, the Nashville rate would apply to 
this point from Garyville, La., on the L, R. & N. 

Answer: Rule 10, in Supplement No. 24 to N. O. & N. E. 
R. R. I. C. C. 2962, reads: 


To an intermediate point of destination on the Louisville & Nash- 
ville Railroad, between Nashville, Tenn., and Decatur, Ala., or Nash- 
ville, Chattanooga & St. Louis Railway, between Nashville, Tenn., 
and Jackson, Tenn., which is not indexed herein, and which is an 
established point for delivery of freight, the commodity rates will 
be the same as the commodity rates named in this tariff, or as 
amended, to Nashville, Tenn., applicable via the Louisville & Nash- 
ville Railroad or Nashville, Chattanooga & St. Louis Railway, pro- 
vided, no specific rates on the same commodity to the same inter- 
mediate point of destination from the same point of origin is pub- 
lished in some other tariff, 


Lexington, Tenn., is located between Jackson and Nashville, 
Tenn. It is not indexed in the tariff or supplements and it is 
directly intermediate to Nashville over the route specified in 
the tariff, that is, Route Y, viz.: “L. R. & N. Co. Meridian, Miss., 
M. & O. R. R. (Jackson Tenn.), N. C. & St. L. Ry.;” therefore 
it is, in our opinion, clearly covered by rule 10. Consequently, 
if there is no specific rate carried in some other tariff, it is 
our view that the Nashville rate is legally applicable at Lex- 
ington from Garyville on the L. R. & N. Co. 


Specific Minimum Weight Named in Rate Tariff Removes the 
Application of Rule 34 of Southern Classification 

Tennessee.—Question: Referring to your answer to “Wis- 
consin, on page 700 of The Traffic World of September 22. 

If we understand you correctly, your conclusion is that 
where a tariff contains a general provision, such as that quoted 
in the question, and a commodity item carries a minimum weight 
without reference to rule 34, the minimum weight shown in the 
commodity item governs regardless of fact that the minimum 
weight on such commodity in the classification may be governed 
by rule 34. 

If we have the right idea, then the minimum weights under 
Description A-1 and A-64 of Cottrell’s I. C. C. 359 would be 
12,000 and 20,000 pounds, respectively, for any size car, re- 
gardless of item 14 of the tariff. Are we correct? 

Answer: Your understanding is correct, that is, where the 
rate tariff provides a specific minimum weight without restric- 
tions as to the size of the car such minimum will apply on any 
size car. In other words, generally a commodity rate removes 
the application of the class rate and the classification and ex- 
ceptions where in conflict with the specific rate tariff. In this 
connection, see the classification note on title page of tariff in 
question; note that it reads, “Governed, except as otherwise 
provided herein, etc.” As it is otherwise provided herein (in 
the rate tariff), the provisions of the rate tariff govern the 
situation and remove the application of the classification rule 34. 

In the instant case, however, you have another feature to 
be considered. Item 42-D of Cottrell’s I. C. C. 359 provides for 
the application of the class rates in the tariffs enumerated 
where lower than the commodity rate. If and when, however, 
one of the class tariffs mentioned is used to defeat the com- 
modity rate, you will more than likely then have to refer to 
your classification rule 34, as to your minimum weight based 
on the size of the car ordered, but, of course, only in so far as 
the class rate is concerned. In other words, you have the 
sliding minimum, per rule 34 of the classification on the class 
rate to alternate against the flat minimum of 12 and 20 thou- 
sand pounds, respectively as carried in the commodity tariff in 
question. 

Damages—Measure of 


California.—Question: During July of this year we shipped 
a car of produce from California to Chicago. The railroad com 
pany diverted our car through error and by the time the mis- 
take was discovered, and the car returned to Chicago, it was 
worthless and was abandoned by the consignee, with the knowl- 
edge of the railroad company at point of origin. 

We purchased the produce outright here, paying cash for 
same, and we would like to base our loss on our invoice rather 
than on the destination market value. It was not at all certain 
when car was placed in Chicago that it would be handled there, 
as we were diverting, at that time, cars out of Chicago to better 
markets. We feel that this was conversion of property by the 
railroad company and that they are liable for the cost of the 
car to us. 

Kindly advise if we can enforce collection on the invoice 
value of this car, citing authorities. 

Answer: The effect of the decision of the Supreme Court 
of the United States in the McCaull-Dinsmore case, 253 U. S. 
47, is to restore the common law rule as to the measure of 
damage for loss or injury to freight. Under the common law, 
as a general rule, where goods are damaged, the measure of 
damages is the difference between the value of the goods in 
their damaged state and what would have been their value at 
destination if delivered in good order, with interest, less the 
unpaid cost of transportation. Where the goods are lost or 
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destroyed entirely, the carrier is liable, as a rule, for their value 
at the place of destination at the time they should have been 
delivered, with interest thereon from that date, less the unpaid 
cost of transportation. In the event of unreasonable delay, the 
carrier is liable for the difference between the value of the 
goods at destination at the time of their arrival and their value 
on the date they should have arrived in the usual course of 
transportation, with interest and less the unpaid cost of trans- 
portation. 

This common law rule of damages had been superseded by 
the provision in the carrier’s bill of lading which stated the 
amount of any loss or damage for which any carrier was liable 
was to be computed on the basis of the value of the property 
at the place and time of shipment, including freight charges, if 
paid. In declaring this provision in the carrier’s bill of lading 
to be a limitation of liability and therefore unlawful and void 
because of being in contravention of the Cummins amendment, 
the Supreme Court of the United States restored the common 
law rule, or, rather, stated that that rule, and not the rule 
stated in the provision carried in the carrier’s bill of lading, wag 
to govern in actions for loss or damage. 

In its decision the Supreme Court used the following lan- 
guage: “We appreciate the convenience of the stipulation in 
the bill of lading and the arguments urged in its favor. We u- 
derstand it does not necessarily prevent the recovery of the full 
actual loss and that if the price of wheat had gone down, the 
carrier might have had to pay more under this contract than 
by the common law rule.” 

As stated above, this common law rule makes the value 
at destination at the time the shipment arrived or would have 
arrived in the usual course of transportation, the basis for 
computing damages. 


In the McCaull-Dinsmore case the complainant sued for the 
difference between the origin value, upon which basis the car- 
rier had made settlement, and the value at destination, and 
from the quotation above from this case, it seems apparent that 
the Supreme Court recognizes the fact that if the price of wheat 
at origin was more than the price at destination, under the 
bill of lading provision that the origin value was the basis for 
settlement of claims for loss or damage, the carrier would have 
paid more than it would have been required to pay under the 
common law rule which makes the destination value the meas- 
ure of damages. 


The rule for determining the amount of damage is a defi- 
nite and fixed rule and is not to be varied from, depending upon 
whether or not the market price at destination is favorable to 
the shipper or owner of the goods. If the market price of a 
commodity at the time the shipment reaches destination is 
lower than the value of that commodity at the time it leaves 
origin, in case of loss the owner of the goods is entitled, under 
the rule, to the market price at destination, even though that 
market price is lower than the value of the goods at origin, 
the rule being that the owner may recover the value of the 
goods, but in no case more than the market value at destination 
at the time of arrival. 


SUPERPOWER CONFERENCE 


The Traffic World, Washington Bureau 


Secretary Hoover, of the Department of Commerce, this 
(week called a conference of chairmen of public service com- 
missions of the northeastern states, to be held in New York 
October 13, for a preliminary discussion of steps that might 
be taken properly by federal and state authorities in the promo- 
tion of superpower development in the region from Washing 
ton, D. C., to Portland, Me., by use of coal and water power. 
Extensive electrification of railroads in the region designated, 
officials believe, would result from superpower development and 
co-ordination. Three years ago the federal government col 
ducted a thorough study of the possibilities of superpower de 
velopment in the Atlantic coast region. 


PROPOSED NEW RAILWAYS IN CHILE 


A bill calling for the expenditure of considerable sums annu- 
ally in new railroad construction has recently been approved by 
the Chilean National Council of State and will shortly be sub- 
mitted to Congress, according to a report to the Department of 
Commerce from the commercial attache’s office in Santiago. It 
is believed inadvisable to delay longer the construction of lines 
needed for the development of some of the best agricultural se 
tions of the country. 

The bill proposes to finance the new lines with surplus earl 
ings of the existing state railways which are increasing as the 
result of more efficient management and lessening interest Te 
quirements as old railway loans are liquidated. 

The bill provides that large deposits be made by the state 
railway administration during 1923 and 1924, and that preference 
be given to construction of railroads for which property has been 
ceded gratuitously or money or materials given by neighboring 
property owners. 
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GEORGE 8. LOVEJOY 


Manager General Storage Department 
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SUMMER STREET STORES 
Direct connection with New York, New Haven 
Hartford Railroa 
Capacity, 2,000,000 cubic feet. 





Connection with all lines via Union Freight 
Railr 


178 Atlantic Avenue 
Boston, Mass. 


CONSTITUTION WAREHOUSES 


0: 
Capacity, 623,000 cubic feet. 
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DISTRIBUTION 
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ALBANY TERMINAL STORES 
Direct connection with Boston & Albany 


Capacity, 1,430,000 cubic feet. 


OUR FACILITIES ARE UNEXCELLED 


Wharfage and Dockage 
Free and Bonded Stores 


A Warehouse on every railroad entering Boston 


Total General Storage Capacity 10,829,000 cubic feet 
















































Of the sixteen railroad lines 
entering Peoria, the Peoria 
and Pekin Union Railway 
Company, a terminal and 
switching line, is the con- 
necting link used in the in- 
terchange of all the traffic 
between Eastern and West- 
ern lines and the greater 
portion of traffic between 
Northern and Southern lines 
passing through the Peoria 
gateway. 


Efficient switching service 


between the following rail- 
Toads: 







Peoria & Pekin Union Railway Company. 
Atchison, Topeka & Santa Fe Railway Company. 
Chicago & Alton Railroad Company. 
Chicago & Northwestern Railway Company. 

icago, Burlington & Quincy Railroad Company. 

icago, Peoria & St. Louis Railroad Company. 
Chicago, Rock Island & Pacific Railway Company. 
Cleveland, Cincinnati, Chicago & St. Louis Railway Co. 
Mlinois Central Railroad Company. 
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_ 
filinois Traction System. . 

Minneapolis & St. Louis Railroad Company. 

New York, Chicago & St. L. R. BR. Co. (LL. BE. & W. Dist.). 
Pennsylvania Railroad. 

Peoria Railway Terminal. 

Toledo, Peoria & Western Railroad. 


Freight Rates on through traffic via other gateways between 
Eastern and Western Railroads equalize via Peoria, Illi- 
nois, gateway. 


Transfers of traffic between 
these many line-haul carriers 
are made within a few hours 
by the use of the facilities of 
the Peoria and Pekin Union, 
while a much longer period 
is required for such inter- 
change of traffic through 
some of the larger and con- 
gested gateways. Traffic is 
handled with sufficient dis- 
patch to avoid congestion, 
thus affording regular and 
expeditious service in the 
movement of all through 
traffic. 


Peoria and Pekin Union Railway 
Company has unexcelled facilities 
for carrying on local and indus- 
trial traffic at and between Pe- 
oria and Pekin, IIl., and serves 
efficiently all industries located upon 
its rails. Peoria freight rates ap- 
ply to and from all industries in 
the Peoria-Pekin Switching Dis- 
trict. 


PEORIA & PEKIN UNION RAIDWAY G 


UNION STATION =~ PEORIA, /LL. 
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SHORT HAUL STEEL RATES 


The Trafic World Washington Bureau 


In I. and S. No. 1929, the Commission, late October 6, sus- 
pended, from October 7 to February 4, seventy-one tariffs propos- 
ing increases in the short haul rates on iron and steel articles, in 
western Pennsylvania, eastern Ohio and northern West Virginia. 
Forty-two iron and steel companies and commercial organizations 
at Pittsburgh, Bethlehem, Beaver Falls, Coraopolis, Buffalo, Par- 
kersburg, Cleveland, Elyria, Youngstown, Alliance and Lorain 
protested against the increases and asked for the suspension of 
the tariffs. Increases as high as fifty and sixty per cent were 
proposed. The carriers estimated the increases would average 
about 15 per cent. They proposed them so as to eliminate the 
fourth section departures, which the Commission had found and 
condemned in its disposition of the complaint of the American 
Shipbuilding Company against the Director-General and the in- 
volved railroads. In that case the Commission said the carriers 
should remove the fourth section departures, which consisted of 
joint rates higher than the aggregate of intermediates, the inter- 
mediates consisting of the so-called short haul rates. 

Among the contentions made by the protestants was that of 
Jones & Laughlin that there was no necessity for the increases, 
especially from Woodlawn, its shipping point, because there had 
been no departures in the rates from that point. The carriers 
contended that increases from Woodlawn were necessary to pre- 
vent the disruption of long-established rate relationships. The 
highest increase is from Woodlawn to Wheeling, a distance of 
81 miles, with the present rate 11.5 cents and the proposed 18.5 
cents, an increase of 60.9 per cent, Other high increases are from 
Woodlawn to New Castle and Struthers, the increases in both 
instances being 50 per cent. Another big increase is that from 
Wheeling to Cambridge, from 9.5 to 13 cents, or 36.8 per cent, 
From Woodlawn to Youngstown the increase would be from 8 to 
10.5 cents, or 31.2 per cent. From Beaver Falls to New Castle the 
increase would be from 7 to 9.5 cents, or 35.7 per cent. From 
Canton to Alliance, O., the increase would be from 6 to 8 cents, or 
3344 per cent. 

From Pittsburgh to typical points in western Pennsylvania 
and eastern Ohio, including Beaver Falls, New Castle, Youngs- 
town and Cleveland, the increases have been figured as averaging 
15.7 per cent; from Woodlawn to the same points, 34.2 per cent; 
from Beaver Falls, 24.7 per cent; from New Castle, 23.1 per cent; 
from Struthers, 23.9 per cent; from Cleveland, 16 per cent; from 
Akron, 25 per cent, and from Youngstown, 18.8 per cent. 


STOREY SPEAKS AT TULSA 


The necessity for railroad development keeping pace with 
the development of the country was stressed in an address by 
W. B. Storey, president of the Santa Fe, at the Second Annual 


Southwestern Business Congress, at Tulsa, October 11. The 
influence of the railroad in developing new country was traced 
by Mr. Storey with especial reference to the Southwest. He 
sketched the history of the carriers in general for the last ten 
years, outlining the effects of the period of federal control and 
the principles established by the transportation act. He analyzed 
the results obtained under the present law and asked that the 
carriers have a few years more in which to complete plans and 
improvements before interference was thrown in the path of 
needed development by change in the law. 

Few people recognize the intimate relations between rail 
transportation and business, he said, because we have grown 
up since the development of the railroads and it is difficult to 
understand that there was once a time when transportation as 
we have it today did not exist. 

The period of boom building resulted in many mistakes and 
resulted in regulation of the carriers, he said, and as railroads 
became more and more numerous, “the regulation became 
tighter and tighter until it amounted to strangulation.” 

“As the country expands,” he continued, “so must the rail- 
road keep up with it. If the necessary additions are not made, 
then follows congestion, inability to move freight, shortage of 
cars, and rotten service. You must remember that not only is 
this country growing by the opening up of new territory, but 
also intensively by increase in manufactures and increase in 
population—and this all requires growth on the part of the rail- 
roads.” a 

He illustrated with some examples from the Santa Fe 
the large sums of money necessary to provide the needed ex- 


pansion of the railroads to keep pace with the development of 


the country, declaring that there should be spent at least a bil- 
lion and a half dollars every year for growth alone. Continuing 
he said: 

“If the business does not pay, you find it difficult either to 
borrow or sell stock, and if it does pay you can get all the money 
necessary. And so the railroads, being over-regulated, found 
their earnings diminished, found it impossible to get all the 
money necessary for enlargement, and as a consequence the 
growth of the roads was checked. That is why I say that regu- 
lation became strangulation.” 

The passage of the transportation act following the failure 
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of federal control brought the recognition of several important 
principles, he said. The first of these was that the roads should 
have rates that would yield sufficient income to restore and 
maintain their credit so that needed development would not be 
stopped. The other essential provisions, he said, were the es. 
tablishment of the Labor Board to the end of bringing stable 
labor conditions preceding with the valuation of the carriers, 
and the proposal of a scheme of consolidation. 

Earnings had not yet been sufficient to restore credit on 
all lines, he said. Some of them were still running close to the 
danger line, and abrogation of the clause relative to rates would 
only check future expansion. In answering the demands of the 
farmers he said no one would rather see the railroads able to 
reduce rates more than the railroads themselves, but that at 
present the carriers were suffering from the same difficulties 
as the farmers in limited income matched against the high cost 
of everything they had to buy. 

He said he was opposed to change with regard to the Labor 
Board and did not favor turning its duties over to the Commis. 
sion. Regarding valuation he said he believed the Commission 
had erred on the side of low values and that, though principles 
had been adopted which the railroads did not believe fair, the 
valuation had still failed to prove what its advocates had ex- 
pected. He declared that the valuation work had cost the gov- 
ernment nearly twenty-five million dollars and had cost the 
carriers sixty million dollars but urged that the work be car. 
ried on and stated that he thought the results would be of value 
both to the carriers and the people. k 

Regarding consolidation he said that the railroads had 
always been doubtful of the economies claimed by consolida- 
tion, but that they were willing to do anything the government 
might decide, except that they would not be expected to cripple 
their properties in order to help out the weak neighbors. 

He concluded with an appeal for keeping hands off the trans- 
portation act, saying: 


Many are advocating that the entire act be thrown into the 
discard. I believe we must have regulation, but this need not be 
strangulation. It is my feeling, therefore, that the act should 
be given a further trial to see if we can work our way out. We 
feel that we have accomplished much, that the future is by no 
means assured, but we ask to be allowed to work under the law 
a while longer. After two or three years further trial there may 
be changes necessary, but give us a chance. We know that if it is 
now abolished or changed it will again throw us into a season 
of uncertainty and doubt, and the day when the credit of the roads 
will be restored will be thrown still farther to the future. 


CARRIER’S INVESTMENT ACCOUNTS 


The Trafic World, Washington Bureau 


Commissioner Eastman held a hearing October 10 in Ex 
parte 85, in the matter of accounting for investment in road and 
equipment of the Chicago & Eastern Illinois, Missouri, Kansas- 
Texas, and the Kansas, Oklahoma & Gulf. The Commission 1s 
looking into the investment accounts of these roads, each of 
which has undergone reorganization. : 

Will.H. Lyford, vice-president and general counsel of the 
C. & E. L., said the Commission had indicated to the carrier be 
opinion that the cash value of the $45,891,400 of stock and $44, 
538,236 of bonds issued by the carrier should be placed at “a 
$12,000,000 to $14,000,000 less than their face amount. He be 
sisted that any order of the Commission requiring the carrie 
to set up a discount on its securities, and to that extent reduce 
its investment in road and equipment, must involve a Ngee 
by the Commission of the property and interests which a 
the consideration for the issue and assumption of securl “e 
and other obligations. He contended that the Commission “: 
no power to value the carrier’s property arbitrarily, or in pr: 
other manner than by carrying to its ultimate conclusion he 
valuation that it had undertaken, under section 19-a of the in 
state commerce act. In conclusion he said: 

ili i i 11 its un- 
i habilitated and improved railroad, shorn of a r 
ssuthahie aeeaation, with its valuable terminals and tee 
terminal properties, with an exceptionally large amoun AA pve 
ment for its mileage. With eighty-four operating coal min . a 
its lines and with a treasury well filled with cash and india 
securities, was purchased and paid for by the issue or vents to 
of securities authorized by the Commission and amo 
1,000,000. ; al . 
—“ earrier contends that, until the Commission eo 
completed its valuation of this railroad property and -_ by decl- 
tion shall have been accepted by the carrier or —— the Com- 
sion of the court in which it may have been reviewed, to direct 
mission will have no power or right, in law or equity, “2 ‘ell 
the carrier to reduce its charges to cost of road, or to fix, arier’s 
than their aggregate face amount, the value of the acts the 
securities which, as duly authorized by the geen 
carrier has issued or assumed in payment for its railroad. 


Representatives of the other carriers took a position -—_ 
to that of Mr. Lyford as to the Commission’s authority to 
the carriers to set up a discount on their securities. 


i RLD 
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dependable : 


forms— THE PROPER WAY 


TO FILE YOUR CLAIMS 


is on the 


CLAIM FORMS 


Recommended by the American 
Railway Association, the Na- 
tional Industrial Traffic League 
and the Interstate Commerce 
Commission. 








Those we have in stock conform closely to 
those recommendations and you may be 
sure that no fault will be found with your 


claim on that score if our claim forms are 
used. 


There are two kinds of these forms, one for 
overcharge claims and one for loss and 
damage claims. 


Among the other documentary forms per- 
taining to claims, carried in stock for im- 
mediate delivery, are the following: 


Express Claim Forms 


Concealed Loss and Damage 
Claim Forms 


Claim Affidavits 
Claim Record Sheets 
Claim Tracers 


Send for complete catalog and price list. 


Merchandise Department 


THE TRAFFIC SERVICE CORPORATION 


418 So. Market Street, Chicago, Il. 


Ask about our new Loose-leaf car record book. 


THE TRAFFIC WORLD 897 


MEMPHIS 


TENNESSEE 


The South’s Most Centrally Located 
Distributing Center 


The Home of the World’s Largest 
Cotton Warehouses, operating 
departments for the 


STORAGE 


of General Merchandise 
Automobiles 
and 


Pool Car Distribution 


Lowest Rates, Insurance 


Facts Concerning Our Warehouses 


200 Acres Concrete Warehouses 
All on Ground Floor 


Automatically Sprinkled 
Finest Fire Alarm System Privately Policed 


Ten Miles Standard Railroad Served by 10 Railroads 
Mississippi Warrior Barge Line 
Trackage Facilities 500 Cars 


Our Own Fleet Motor Trucks 


An organization of experienced operatives permitting 
unexcelled service at all times 


Information gladly furnished 


MemphisTerminal Corporation 


General Offices 
15th Floor Central Bank Building 


Member: American Warehousemen’s Association 
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Digest of New Complaints 


od 


No. 11818. Sub. No. 27. Turner, Dennis & Lowry Lumber Co., Kan- 
sas City, Mo., vs. Santa Fe et al. 

Attacks penalty charge of $10 per car on lumber imposed from 
March 1, 1920, to March 13, 1922. Asks reparation of $48,200. 
No. 15036. Sub. No. 1. Northwestern Terra Cotta Co., Chicago, IIl., 

vs. P. ©. C. & Bt. Ta of at 

Unreasonably high and discriminatory rate of $2.24 per net ton 
on- clay from Center Point, Ind., to Chicago, Ill. Asks cease and 
desist order, just and reasonable rates and reparation. 

No, 15118. Sub. No. 42. Brattain & Son, Anderson, Ind., vs. C. C. C. 
& St. L. et al. 

Unjust, unreasonable, discriminatory and prejudicial rates in 
violation of section 4 on coal from mines in Crescent group in 
West Virginia and Kentucky to Anderson, Ind. Asks cease and 
desist order, just and reasonable rates and reparation. 

No. 15118. Sub. No. 43. Ovid Tyner et al., Wabash, Ind., vs. Same. 

Unjust, unreasonable and as age rates on coal from mines 
in Crescent group in Kentucky to Wabash, Ind. Same prayer. 

No. 15118. Sub. No. 44. Craft Coal Co. et al., Wabash, Ind., vs. Same. 

- am complaint and prayer as to shipments of coal to Wabash, 


nd. 
No, 15118. Sub. No, 45. Frank Dearing, Anderson, Ind., vs Same. 

Unjust, unreasonable, discriminatory and prejudicial rates in 
violation of section 4 on coal from inner-Crescent group of mines 
in West Virginia to Anderson, Ind. Same prayer. 

No, 15118. Sub. No. 46. Sherman Harlan, Anderson, Ind., vs. Same. 

Same complaint and prayer as to shipments of coal from inner- 
Crescent group of mines to Anderson, Ind. 

No, 15118. Sub. No. 47. Frank Dearing, Anderson, Ind., vs. P. C. C. 
& St. L. et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
coal from inner-Crescent group in West Virginia to Anderson, 
Ind. Same prayer. 

No. 1518. Sub. No. 48. Normal City Coal Co., Muncie, Ind., vs. Lake 
Erie & Western et al. 

Unjust, unreasonable and prejudicial rates on coal from Crescent 
group in West Virginia to Muncie, Ind. Same prayer. 

No, 15118. Sub. No, 49. Municipal Electric & Water Depts., Ander- 
son, Ind., vs. C. C. C. & St. L. et al. 

Unjust, unreasonable, discriminatory, prejudicial rates in viola- 
tion of section 4 on coal from Crescent group in Kentucky and 
West Virginia and Pocahontas district to Anderson, Ind. Same 
prayer. 

No. 15118. Sub. No. 50. Farmers Elevator Co., Oakville, Ind., vs. 
Lake Erie & Western et al. 

Unjust, unreasonable and prejudicial rates on coal from Crescent 
group in West Virginia and Kentucky to Oakville, Ind. Same 
prayer. 

No. 15118. Sub. No. 51. Fatic & Ramsey, Middletown, Ind., vs. Penn- 
sylvania et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
coal from Crescent group mines in West Virginia and Kentucky 
to Middletown, Ind. Same prayer. 

No, 15118. Sub. No. 52. Municipal Electric & Water Depts., Ander- 
son, Ind., vs. Central Indiana et al. 

Unjust, unreasonable, discriminatory and prejudicial rates in 
coal from Crescent group mines in West Virginia and Kentucky 
to Anderson, Ind. Same prayer. 

No. 15118. Sub. No. 53. Same vs. P. C. C. & St. L. et al. 

Same complaint and prayer. 

No. 15118. Sub. No. 54. Windfall Grain Co., Elwood, Ind., vs. Pennsyl- 
vania et al. 

Same complaint and prayer as to shipments of coal to Sulphur 
Springs, Ind. 

No. 15118. Sub. No. 55. E. G. Vernon & Son, et al. Anderson, Ind., 
va C. Cc. C. & &. Lae al. 

Same complaint and prayer as to shipments of coal to Ander- 


son, Ind 
No. 15118. Sub. No. 11. Frank B. Dearing, Anderson, Ind., vs. C. C. 
Cc. & &t.. I. ot al. 

Unjust, unreasonable, prejudicial rates in violation of section 4 
on bituminous coal from points in the so-called Crescent group 
of West Virginia and Kentucky and from the Pocahontas Group of 
West Virginia to Anderson, Ind. Asks cease and desist order, 
just and reasonable rates and reparation. — 

No. 15118. Sub. No. 12. Pendleton Feed & Fuel Co., ‘Pendleton, Ind., 
vs. Same. 

Same complaint and prayer as to rates on coal from Crescent 
group to Pendleton, Ind, 

No. 15118. Sub. No. 13. T. O. Bush & Son, Ben Davis, Ind., vs. P. C. 
Cc. & St. L. et al. 
Unjust, unreasonable, discriminatory and prejudicial rates on 
coal from Cincinnati to Ben Davis, Ind. Same prayer. 
No. 15118. Sub. No. 14. Same vs. Same. 
Unjust, unreasonable and prejudicial rates on coal from points in 
West Virginia, Kentucky and Ohio to Ben Davis, Ind. Same 
prayer. 
No. 15118. Sub. No. 15. Virginia Coal Co., Anderson, Ind., vs. P. C. 
Cc. & St. L. et al. 

Unjust, unreasonable, discriminatory, prejudicial rates in vio- 
lation of section 4 on coal from Crescent and Pocahontas groups 
to Anderson, Ind. Same prayer. 

No. 15118. Sub. No. 16. Same vs. C. C. C. & St. L. et al. 
plaint and prayer. 
No. 15118. Sub. No. 17. 

O. et al. 

Unjust, unreasonable and prejudicial rates on coal from Cres- 

cent group to Union City, Ind. Same prayer. 
No. 15118. Sub. No. 18. Domestic Coal Co. et al., Muncie, Ind., vs. 
Cc. & O. et al. : 
. Same complaint and prayer as to shipments of coal to Muncie, 
nd. 
No. 15118. Sub. No. 19. The Muncie Oil & Coal Co., Muncie, Ind., vs. 
Lake Erie & Western et al. 
Same complaint and prayer as to shipments of coal to Muncie, 


Same com- 


Union Coal Co., Union City, Ind., vs. B. & 


Ind. 
No. 15118. Sub. No. 20. Farmers’ Co-operative Co. et al., Sheridan, 
Ind., vs. C. I. & L. et al. 

Same complaint and prayer as to shipments of coal to Sheridan 
and Horton, Ind. 
No, 15118. Sub. No, 21. 

St. L. et al. 
Unjust, unreasonable, discriminatory and prejudicial rates in 


violation of section 4 on coal from Crescent and Pocahontas groups 
to Union City, Ind. 


S. J. Fisher, Union City, Ind., vs. C. Cc. C. & 
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No. 15118. Sub. No. 22. Union Coal Co., Union City, Ind., vs. C. C. ¢ 
& St. L. et al. 

Unjust, unreasonable and prejudicial rates on coal in violation 

of section 4 from Crescent group to Union City, Ind. Same prayer. 
No. Ys Sub. No. 23. S. J. Fisher, Union City, Ind., vs. B. & 0. 
et al. 

Same complaint and prayer as to shipments of coal from Cres- 
cent and Pocahontas groups to Union City, Ind. 

No. 15118 Sub. No. 24. Goodrich Brothers Hay & Grain Co., Inc, 
Winchester, Ind., vs. P. C. C. & St. L. et al. 

Same complaint and prayer as to shipments of coal to Win- 
chester and Snow Hill, Ind. 

No. 15118. Sub. No. 25. Same vs. C. C. C. & St. L. et al. 

Unjust, unreasonable and prejudicial rates on coal in violation 
of section 4 from Crescent group to Winchester and Farmland, 
Ind. Same prayer. 

No. 15118. Sub. No. 26. D. W. Hupp, Muncie, Ind., vs. C. & O. et al. 

Unjust, unreasonable and prejudicial rates on coal from Cres- 
cent group to Muncie, Ind. Same prayer. 

No. 15118. Sub. No. 27. Pickering & Son, Anderson, Ind., vs. Centra] 
Indiana et al. 
. _ complaint and prayer as to shipments of coal to Anderson, 
nd. 

No. 15118. Sub. No. 28. 
L. et al. 


Same complaint and prayer as to shipments of coal to Muncie, 


D. W. Hupp, Muncie, Ind., vs. P. C. C. & St, 


Ind. 
No. 15118. Sub. No. 29. Gospel Trumpet Co., Anderson, Ind., vs. Same, 
ee Sane and prayer as to shipments of coal to Ander- 
son, Ind. 
No. 15118. Sub. No. 30. Pickering & Son, Anderson, Ind., vs. Same. 


Same complaint and prayer as to shipments of coal to Ander- 
son, Ind. 


No. 15118. Sub. No. 31. 
L. et al. 
Same complaint and prayer as to shipments of coal from Cres- 
cent and Pocahontas groups to Kirklin, Sheridan and Carmel, Ind. 
No. 15118. Sub. No. 32. Pickering & Son, Anderson, Ind., vs. C. C. 
Cc. & St. L. et al. 
Unjust, unreasonable, discriminatory and prejudicial rates on 
coal in violation of section 4 from Crescent and Pocahontas groups 
to Anderson, Ind. Same prayer. 
- 15118. Sub. No. 33. Anderson Mercantile Exchange, Anderson, 
Ind., ve. C. C. C. & St. L. et al. 
complaint and prayer as to shipments of coal to Anderson, 


Ind. 

- 15118. Sub. No. 34. J. W. & B. D. Glascock, Muncie, Ind., vs. 

Cc. & O. et al. 
Unjust, unreasonable, discriminatory and prejudicial rates on 

coal from Crescent group to Muncie, Ind. Same prayer. 

. 15118. Sub. No. 35. Same vs. Lake Erie & Western et al. 
Unjust, unreasonable, discriminatory, prejudicial rates on coal 

in violation of section 4 from Crescent group to Muncie, Ind. 

Same prayer. 

- 15118. Sub. No. 36. 

St. L. et al. : 
Unjust, unreasonable and prejudicial rates in violation of sec- 

tion 4 on coal from Crescent group to Parker, Ind., Same prayer. 

. 15118. Sub. No. 37. Shirley Bros., Middletown, Ind., vs. P. C. C. 

& St. L. et al. 
Unjust, unreasonable and discriminatory rates on coal from 

Crescent group to Middletown, Ind. Same prayer. 

No. 15118. Sub. No. 38. J. W. & B. D. Glascock, Muncie, Ind., vs. 

c..€.. C. & Bt.. lx. etal. : 
Unjust, unreasonable, discriminatory, prejudicial rates on coal in 

violation of section 4 from Crescent group to Muncie, Ind. Same 

prayer. 

No. 15118. Sub. No. 39. 

sylvania et al. 
Same complaint and prayer as to shipments of coal to Ander- 

son, Ind. 


No. 15118. Sub. No. 40. Farmers’ Elevator Co., Oakville, Ind., vs. Lake 
Erie & Western et al. 

Unjust, unreasonable, prejudicial rates in violation of section 4 
on coal from Crescent group to Oakville, Ind., Same prayer. 

No. 15118. Sub. No. 41. F. M. Beck & Son, Wabash, Ind., vs..C. C. C. 
& St. L. et al. 

Unjust, unreasonable and prejudicial rates on coal from Cres- 
cent group to Wabash, Ind. Same prayer. 

No. 15118 (Sub. No, 56). Hoppes & Miller, Anderson, Ind., vs. C. C. 
Cc. & St. L. et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
coal from inner-Crescent mines in West Virginia and Kentucky 
to Anderson, Ind. Asks cease and desist order, just and reason- 
able rates and reparaticn. 

No. 15118 (Sub. No. 57). Brattain & Son, Anderson, Ind., vs. Penn- 
sylvania et al. : 

Unjust, unreasonable, prejudicial rates in violation of Section 
4 on coal from mines in West Virginia and Kentucky to Ander- 
son, Ind. Same prayer. 

No, 15118 (Sub. No. 58). J. L. Childs & Son, Anderson, Ind., vs. ©. 
C. C. & St. L. et al. 

Same complaint and prayer. 

No. 15120. Sub. No. 1. Peoples’ Coal & Material Co., Logansport, 
Ind., vs. Chicago & Eastern Illinois et al. ; 

Unjust, unreasonable and prejudicial rates on coal moving inter- 

state from Linton and Clinton districts in Indiana to Logansport, 


Ind. Asks cease and desist order, just and reasonable rates and 
reparation. 


No. 15120. Sub. No. 2. 
Wabash et al. 
Unjust and unreasonable rates on coal moving interstate from 
the Clinton district to Rockfield, Ind. Same prayer. 
No. 15120 (Sub. No. 3). Walter Harrison, Logansport, Ind., vS 
Wabash et al. , 
Unjust, unreasonable, prejudicial rates in violation of Section 
4 on coal from points in the Clinton, Linton and Princeton dis- 
tricts of Indiana to Logansport, Ind. Asks cease and desist or 
der, just and reasonable rates and reparation. a 
No. 15120 (Sub. No. 4). Citizens Coal & Supply Co., Logansport, In¢., 
vs. Same. 
Same complaint and prayer. , ’ 
No. 15173. Sub. No. 3. Nestle’s Food Co., Inc., New York City, VS 
Director-General, as agent, N. Y. C. ted 
Unjust and unreasonable rates on condensed and evapora a 
milk from Gouverneur, N. Y., to Franklin Street Pier 23, Ne 
York harbor, and to Port Morris, N. Y. Asks reparation. C 
No. — Sub. No. 4. Same vs. Director-General, as agent, N. Y. © 
et al. 
Same complaint and prayer as to shipments of condensed and 


Ross Stowers et al., Kirklin, Ind., vs. C. I. & 


Dotson & Boots, Parker, Ind., vs. C. C. C. & 


J. L. Childs & Son, Anderson, Ind., vs. Penn- 


Van Gundy & Thomas, Rockfield, Ind., V* 
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1 “Same MONTHLY SAILINGS — FLEET OF LARGE SHIPS 
aa The inauguration of a direct ocean freight service between the Port of Jack- 
adel sonville and Pacific Coast points gives eastern shippers a profitable opportunity to 
ital develop trade with the prosperous northwest. 

‘cae. Under the auspices of the Commercial Steamship Lines, a fleet of 12,000-ton 
m_Cres- ships of modern type have been placed in service, providing regular monthly sail- 
ace ings to Pacific Coast points, including Puget’s Sound ports, 

rates on Ship through Jacksonville to the Pacific and save money in freight rates and 
reason demurrage. Favorable freight tariffs on all classes of merchandise to Port of 
's, Penn- Jacksonville from Chicago, Detroit, Indianapolis, Cleveland, St. Louis, Cincinnati, 
t Section Louisville and other points. 

— Neither sun nor ice, fog nor tide interfere with sailings from the Port of Jack- 

sonville. Municipal docks and terminals offer free storage for freight arriving on 

gansport thru bills of lading and no charge is made for handling freight between warehouse 
eensport and freighter. 

rates an m ‘ Z 

~, * The Importance to Shipping of the Port of Jacksonville 

tate from is concisely told in booklet “The Port of Jacksonville,” which gives important data 

Ind., vs and statistics for shippers and outlines the advantages offered in the distribution of 
sf Section domestic goods, and in the importing and exporting of raw materials and manufac- 
ee tured articles. Copy of this booklet may be obtained by making request on your 

port, Ind. business letterhead. 

& * e 

— City Advertising Department 
oe i K ROOM 10 Y, CITY HALL, JACKSONVILLE, FLORIDA 
lensed and 
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evaporated milk from Gouverneur, N. Y., Morristown, N. Y., and 

Potsdam. N. Y., to Hoboken, N. J. 

ae Pearl Button Co., Burlington, Ia., vs. Santa 
ee - 

Unjust, unreasonable, discriminatory and preferential rates on 
shell from Chicago and Peoria territory to Ft. Madison, Ia., and 
other points. Asks just, reasonable, nondiscriminatory rates and 
reparation. 

. 15192. American Lumber & Export Co., Birmingham, Ala., vs. 

Georgia et al. 

Unjust, unreasonable and unlawful rates in violation of sections 
1 and 6 on lumber from Sparta, Ga., to South Brooklyn, N. Y., 
reconsigned to Salamanca, N. Y. Asks cease and desist order 
and _ reparation. 

nea U. S. Button Co., Muscatine, Ia., vs. Illinois Central et 
al. 

Unjust, unreasonable, discriminatory and preferential rates on 
shell from Winslow, Ill., to Muscatine, Ia. Asks just, reasonable 
and nondiscriminatory rates and reparation. . 

15194. Van Nostrand Saddlery Co., Muscatine, Ia., vs. MIlinois 
Central et al. 

Unjust, unreasonable, discriminatory and preferential rates on 
ioe ae from New Orleans, La., to Muscatine, Ia. Asks rep- 
aration. 

15195. Jackson (Miss.) Traffic Bureau for Case-Teel Co. vs. Ala- 
bama & Vicksburg et al. ‘ ¥ 

Unjust, unreasonable and preferential rates in violation of 
fourth scetion on rice bran from Wheatley, Ark., to Jackson and 
Meridian, Miss. Asks just and reasonable rates and reparation. 

. 15196. J. J. Laumer and J. M. Griffith, doing business as Laumer 
Co., Birmingham, Ala., vs. Atlantic Coast Line et al. — : 
Unjust, unreasonable and unlawful rates and charges in vio- 

lation of sections 1 and 6 of the act on car of yellow pine lumber 
from Elba, Ala., to Cincinnati, reconsigned to Detroit, because 
of excessive demurrage and penalty storage charges. Asks cease 
and desist order, just and reasonable rates and charges and 

reparation. . 

. 15197. W. D. Ozmun et al., Oklahoma City, Okla., vs. Director- 

General, as agent, Rock Island et al. : : 
Excessive, unjust, unreasonable rates in violation of section 

4 of the act on stock cattle from Kansas City, Mo., to Rule, Tex. 
Asks reparation. 

. 15198. Powers-Begg & Co., Jacksonville, Ill., vs. Wabash. 
Unjust, unreasonable, discrimatory and prejudicial rates on 

mixed carloads of fresh meat and packing house products from 

Jacksonville, Ill.,.to Detroit, Mich. Asks reparation. 

15199. Washington Publishers’ Association, Washington, D. C., 
vs. B. & O. et al. 

Alleges that through rates on newsprint paper from points in 
Maine, New York, Vermont, Pennsylvania and Maryland to Wash- 
ington, D. C., are and have been since Sept. 1, 1921, unjust and 
unreasonable; discrimatory and preferential and in_ violation 
of section 4 of the act, to the extent that they exceeded and ex- 
ceed the rates from the same points of origin to Baltimore, Md., 
plus 1 cent per 100 pounds. Asks cease and desist order, just and 
reasonable rates and reparation. 

a Chamber of Commerce of Casper, Wyo.. vs. C. & N. W. 
et al. 

Avers that Casper, by reason of its location, is a natural jobbing 
and distributing center for Wyoming, and in addition from a 
geographical standpoint should also have an equal opportunity to 
compete with Cheyenne, Wyo., Denver, Colo., Billings, Mont., 
Crawford, Neb., and Missouri River cities in western Nebraska and 
South Dakota, but that the structure of rates now in force and 
heretofore in force, between said cities on the one hand and Cas- 
per on the other is unjust, unreasonable, discriminatory and 
prejudicial to Casper and preferential to its competitors at the 
points named, and in violation of sections 1, 2, 3 and 4 of the act. 
Asks cease and desist order and just and reasonable rates. 

. 15201—Liggett & Myers Tobacco Co., St. Louis, Mo., vs. Director- 

General, as agent. 

Unjust and unreasonable rates on plug tobacco and miscellane- 
ous articles such as notions and clock watches from St. Louis to 
San Francisco. Asks reparation. 


+ a (Miss.) Traffic Bureau for R. H. Green vs. C. B. & 
- et al. 

Unjust, unreasonable, discriminatory and preferential rates on 
dried beet pulp from Bavard, Neb., to Jackson., Miss. Asks rate 
of 52 cents and reparation. 


15203—Fletcher-Wilson Coffee Co., Montgomery, Ala., vs. L. & N. 

Unjust, unreasonable, excessive and unlawful rates on green cof- 
fee from New Orleans to Montgomery, Ala. Asks cease and de- 
sist order, just and reasonable rates and reparation. 
15204—Athletic Mining & Smelting Co., Fort Smith, Ark., vs. 
Arkansas Central et al. 

Unjust, unreasonable, discriminatory, preferential and prejudi- 
cial rates on dead coal and dead slack from Arkansas points to 
South Fort Smith, Ark. Asks cease and desist order, just and 
reasonable rates and reparation. 


15205—Naples Potato Growers’ Assn. et al., Naples, S. D., vs. 
Cc. M. & St. P. et al. 

Unjust and unreasonable rates on potatoes from Naples and 
Lily, S. D., to points in Iowa. Asks reparation. 

q yr Bureau of Knoxville, Tenn., et al. vs. Atlantic Coast 
Line et al. 

Unjust, unreasonale, discriminatory, preferential and prejudicial 
rates on phosphate rock from Donnellon, Fla., and other Florida 
points to Knoxville, Tenn. Asks cease and desist order, just and 
reasonable rates and reparation. 


. 15207—Jackson Traffic Bureau for Cabell-Irby Co., Jackson, Miss., 
vs. B. & O. et al. 

Unjust, unreasonable and discriminatory rates on common pot- 
tery insuiators from East Liverpool, O., to Jackson, Miss. Asks 
for rate not in excess of rate on special iron articles and repara- 
tion. 

- 15208—The Barrett Co., New York, vs. Nashville, Chattanooga & 
St. Louis et al. 

Unjust and unreasonable rates on cottonseed hull shavings from 
Hermitage, Tenn., to Peoria, Ill Asks cease and desist order 
and reparation. 

. 15209—The Victor Milling Co., Marshall, Mo., vs. Mo. Pac. et al. 

Unjust, unreasonable and discriminatory charges on grain and 
grain products from Kansas City market points for milling-in- 
transit at Marshall, Mo., because of Missouri Pacific’s refusal to 
refund that portion of inbound charges paid from Kansas City to 
Leavenworth and billed as advances or to give credit for the 
charges as part of the through rate from Kansas City to destina- 
tion. Asks just and reasonable charges and reparation. 

- 15210—The Grasselli Chemical Co., Cleveland, O., vs. Director- 
General, as agent, N. & W. et al. 


Unjust and unreasonable rates on soda ash from Saltville, Va, 
to Rensselaer, N. Y. Asks reparation. 4 
. 15211—Tamms Silica Co., Chicago, Ill., vs. Mobile & Ohio et al. 

Unjust and unreasonable rates that violate fourth section on 
burnt shale from Nashville, Tenn., to Tamms, Ill. Asks just and 
reasonable rates and reparation. 

. 15212—Armour Fertilizer Works, Chicago, Ill., vs. Southern et al, 

Unjust and unreasonable rates on ground limestone from Bar- 
ber, Va., to Greensboro, N. C., because of defendant’s refusal to 
apply the rates subject to the deductions as set forth in Kelly’s 
tariff I. C. C. U. S. No. 1. Asks for application of the principle 
in the Sligo case and reparation. 

15213—-E. B. Rand & Co., Shreveport, La., vs. Louisiana & North. 
west et al. 

Alleges that_rates on compressed cotton from Magnolia, Ark,, 
to Louisville, Ky., were illegal and violative of sections 2 and 3 
of the act. Asks reparation. 

. 15214. The Lumbermen’s Association of Texas, Houston, Tex., 
vs. Abilene & Southern et al. 

Alleges that the rates in Transcontinental Freight Bureau Trf. 
No. 18-E, Countiss Trf. I. C. C. 1110, on lumber and articles tak- 
ing lumber rates from shipping points designated on pages 1 to 
146 therein, to all points in Texas named in tariff are unreason- 
able in that the Group D rates exceed 69c per 100 Ibs., Groups 
A, B and C 8ic in violation of Section 1 of the act and consider- 
ing distance from coast group to Texas points the rate on lumber 
of 824%c¢ (Waco, Tex., as representative point) with distance from 
coast group to Tulsa, Okla., the rate to Tulsa of 74c is prefer- 
ential of receivers of lumber at Tulsa in violation of Section 3, 
Asks cease and desist order and just and reasonable rates. 

3 oo Thomas Potato Asso. et al., Thomas, S. D., vs. Santa Fe 
et al. 

Unjust and unreasonable rates on 36 carloads of potatoes from 
Thomas, S. D., to various interstate destinations because of im- 
position of a special charge of $7 per car for grain doors furnished 
in preparing cars for transportation. Asks reparation. 

15216. John M. Buckland, trading as National Slag Co., Allen- 
town, Pa. vs. Boston & Albany et al. 

Unjust and unreasonable rates on slag between complainant's 
plants at Hokendauqua (Catasauqua) and Bethlehem, Pa., and 
interstate destinations in New York, New Jersey and New Eng- 
land states. Asks cease and desist order and just and reason- 
able rates. 

15217. West Texas Chamber of Commerce, Stamford, Tex., vs. 
Santa Fe et al. 

Alleges that defendants publish and apply rates from St. Louis, 
Kansas City and intermediate points and points in other states 
on many commodities, to certain points in the common point 
territory of Texas which are materially lower than are published 
and applied to other points in common point territory and that 
said rates constitute an undue and unreasonable preference and 
advantage to the cities receiving the benefit of such lower rates and 
undue prejudice against other points in common point territory 
and are in violation of Section 4. Asks cease and desist order 
and same rates as apply to points given preference. 

beat - ae Cotton Oil Mill, Inc., et al., Cairo, Ill., vs. Illinofs Central 
al. 

Unjust, unreasonable, discriminatory and preferential rates on 
cottonseed from points on the Hickman, Ky., district of the Illinois 
Central to Cairo, Ill. Asks cease and desist order, just and 
reasonable rates and reparation. 

- 15220. G. Caruso & Co., Logansport, Ind., vs. Chicago & Eastern 
Illinois et al. 

Unjust and unreasonable rates in violation of the long-and-short- 
haul clause on fruits and vegetables from points in Alabama, Ken- 
tucky and Tennessee to Logansport, Ind. Asks cease and desist 
order, just and reasonable rates and reparation. 

- 15221. Swift & Co., Chicago, vs. Director-General, as agent. 

Unlawful rates in violation of section 6 on shipments of dressed 
poultry, butter and eggs from complainant’s produce plants to east- 
ern and Canadian destinations because of refusal of defendant to 
pay published allowances for initial icing. Asks reparation. 


ITALIAN RAILWAY OPERATIONS 


The Italian State Railways show greatly improved operating 
results during the first six months of 1923, compared with the 
same period of 1922, according to a statement of the High Con- 
missioner of State Railways forwarded to the Department of 
Commerce by Trade Commissioner A. A. Osborne. 

Freight to the amount of 28,592,373 metric tons was carried 
during the first half of the current year, compared with 24,516, 
271 tons in 1922. The number of car loadings amounted to 3,022, 
700 in 1923, compared with 2,598,115 in 1922. The average load- 
ing per car was a fraction over nine tons in both periods. 

Despite the increased tonnage of freight handled, the number 
of train miles decreased 2,173,236 to 24,064,958. Increased switch- 
ing efficiency was also recorded during the first half of 1923 
Gross revenues increased 124,000,000 lire to 1,497,000,000 lire. 


CHANGES IN DOCKET 


Docket 13028, George Green Lumber Co. et al. vs. Am 
Arbor R. R. et al., was set for argument at Washington, D. C. 
October 12. 

No. 13321, Parkersburg Rig & Reel Company vs. P. R. B 
et al., was set for argument in Washington, October 12. 


TELEPHONE CONSOLIDATIONS 


The Mountain States Telephone and Telegraph Company 
and the Iron County Telephone Company have applied to the 
Commission for approval of acquisition by the Mountain States 
of the property of the Iron County company. The latter owns 
and operates telephone exchanges and toll lines in Iron am 
Washington counties, Utah. 

The Pacific Telephone & Telegraph Company has filed a? 
application with the Commission seeking approval of acquisition 
by it of the property of the Nez Perce Co-operative Telephone 
Company, which operates in Idaho. 
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Make the 
United States Government 
Your Shipping Agent 


Your own country is now operating a shipping 
service to all the important parts of the world. 
This service is characterized by the initiative, 
enterprise, and efficiency which are associated 
with the American nature, so that ships flying 
the American flag on the high seas match the 
finest service afloat. 


You know this to be true, but have you ap- 
preciated the fact and seriously considered the 
mutual advantages to be derived from utilizing 
the Merchant Marine of the United States when 
making shipments to foreign ports? 


The Merchant Marine has been brought to the 
point of highest efficiency for the development 
of foreign trade, and the profitable operation 
of ships. It should be a matter of personal 
obligation to the merchant citizens of this 
country to take advantage of this shipping 
service for the furtherance of their own busi- 
— | ree and the prestige of America 
abroad. 


development of foreign trade, the international 


importance of America depend upon the in- 


dividual support of its citizens. 


oS, Freight Service 


The success of the Merchant Marine, the sound 


SAN DIEGO 


Ship via the shortest and fastest route to the Orient. 
An express service at freight rates by an American 
company for American shippers, between 


Puget Sound and Yokohama, Kobe, Shanghai, 
Hong Kong and Manila 
Passengers and Express Freight 
11 days to Yokohama 16 days to Shanghai 


13 days to Kobe 20 days to Hongkong 
24 days to Manila 


OUTWARD SAILINGS—from Seattle 


*PRESIDENT MADISON............ October 17 
OO ic vce cbae mam October 24 
*PRESIDENT McKINLEY........... October 29 
***CITY OF SPOKANE.............. November 1 
*PRESIDENT JACKSON .......... November 10 


* Combination freight and passenger, length 535 feet, 21,000 tons, speed 20 
knots. Through bills of lading issued in connection with other lines. Java 
ports. Singapore transshipped at Hong Kong. 


** Cargo berth service to Japan, North China, Shanghai, Yokohama, Kobe, 
Vladivostok, Hankow, Dairen, Tientsin and Tsin 


gtao. 
*** Cargo berth service to Japan, South China and Philippine Islands. 


For rates, space and other information apply: 
New York—17 State Street. Phone Bowling Green 5625. 
San Francisco—60 California Street. 


Chicago—Merchants Loan & Trust Bldg., 112 W. Adams Street. 
Phone Randolph 7739. 


Los Angeles—322 Citizens Bank Bldg. 
Seattle—409 L. C. Smith Bldg. 


L. L. BATES, General Freight Agent SEATTLE, WASH. 


Operating 
U.S. Government Vessels 
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Docket of the Commission 


Note, items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


October 15—Argument at Washington, D. C.: 
* “am ot eT ee Fuel Company et al vs. D & S. L. 
. ee SE 

October 15—Washington, D. C.—Commissioner Eastman: 

* 11893—United States War Dept., Inland Waterways, Mississippi 
Warrior Service vs. Abilene & Southern Ry. et al. (on the question 
of divisions of joint rates between Mississippi-Warrior Service and 
Southern Railway System Lines). 

October 15—Portland, Ore.—Examining Fleming: 

15078—Bissinger & Company vs. Great Northern Ry. et al. 

October 15—Austin, Texas—Examiner Keeler: 

13518—Federal Grain Co. et al. vs. A. T. & S. F. al, 

14927—Oklahoma Millers’ Asso. vs. A. T. & S. F. et al. 

7 crn Commission of Oklahoma vs. Abilene & South- 

ern et al. 
Fourth section application 671 of F. A. Leland (grain, grain 
products, etc., between points in Oklahoma and points in Texas). 
Fourth section application 12291 of F. A. Lland (grain, grain 
products, etc., between points in Oklahoma and points in Texas). 

October 15—Pittsburgh, Pa.—Examiner Witters: 

14963—Transcontinental Oil Company vs. P. R. R. et al. 

15113—Apollo Steel Company vs. P. R. R. et al. 

October 15—St. Paul, Minn.—Examiner Kephart: 

Fourth Section Application Nos, 2129 and 12321, filed by Northern 
Pacific Ry., concerning rates on coal and cement from Duluth, 
Minn., and Superior, Wis., to International Falls, Minn., and Fort 
Frances, Ont., etc, 

October 15—Galveston, Texas—Examiner Koch: 

“ee Galveston Export Company vs. Texarkana & Ft. Smith 

y. et al. 

October 15—Wichita, Kan.—Examiner Steer: 

11836—Wichita Board of Commerce et al. 
General, et al. 

October 15—Des Moines, Ia.—Examiner Flynn: 

15029—Des Moines Board of Trade et al. vs. Des Moines & Central 
Iowa et al. 

October 15—Argument ut Washington, D. C.: 

eo ew —— of Commerce, et al. vs. Director General, A. 

a . F. et al. 

13462—Aunt Jemima Mills Co. vs. Director General, C. B. & Q. et al. 

14829—American Linseed Company vs. Erie R. R. 

October 15—Salt Lake City, Utah—Examiner Mackley: 

14721—-State of Utah vs. Bamberger Electric Railroad Co., Director 
General, et al. 

14721 (Sub. 1)—Union Portland Cement Co, vs. Director General. 

October 15—Washington, D. C.—Examiner Pattison: 

Val. Dkt,. No. 165—In re tentative valuation of the property of the 
Baltimore and Sparrow’s Point Railroad Company. 

October 16—Pittsburgh, Pa.—Examiner Witters: 


12596—Pressed Steel Car Company vs. Director General, B. & O. 
R. R. et al. 


October 16—Memphis, Tenn.—Examiner McGrath: 

Supplemental Fourth Section Order No. 7542 (petition by Mo, Pac. 
R. R. for modification thereof)—Grain and grain products from 
St. Louis, Mo., Cairo, IIL, and points related thereto to Mem- 
phis, Tenn., and Mississippi River crossings south thereof, etc. 

October 16—Argument at Washington, D. C.: 
14576—White Star Line vs. N. Y. C. et al. 
13606—The Larrowe Milling Co. vs. Ann Arbor et al. 


October 16—Trenton, N. J.—Examiner Gaddess: 
15090—Holcombe & Sons vs. C. R. R. of N. J. et al. 


October 17—Washington, D. C.—Examiner Marchand: 
Val. Dkt. No. 116—In re valuation of Montpelier & Wells River 


R. R. Co. 

Val. Dkt. No. 123—In re valuation of St. Johnsbury & Lake Cham- 
plain R. R. Co. 

Val, Dkt. No, 221—In re valuation of Boston & Maine Railroad Com- 
pany et al. 


October 17—Kalamazoo, Mich.—Examiner Carter: 
15111—The Michigan Silo Company vs. C N. W. Ry. et al. 


October 17—Houston, Tex.—Examiner Koch: 
14976—Edgar L. Pearson & Co. vs. St. L. B. & M. Ry. et al. 


October 17—Des Moines, Ia.—Examiner Flynn: 
1. and S, 1896—Proportional commodity rates between upper Mis- 
sissippi river crossings and points west thereof. 


October 17—Argument at Washington, D. C.: 
14212—Armour & Co. vs. P. R. R. 
14240—Armour & Co. vs. D. L. & W. 
14248—M. Bortz Co. et al. vs. Ann Arbor et al. 
13698—Thomas Madden, Son & Co. vs. Director General, C. & O. et al. 
October 17—Washington, D. C.—Commissioner Eastman: 
l. and S. No. 11—The Tap Line Case—Wasteful service by tap lines. 
9024—Oakdale & Gulf Railway Company Case. 
October 17—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 306—In re tentative valuation of the property of 
Knoxville, Sevierville & Eastern Railway. 


October 18—Jackson, Miss.—Examiner McGrath: 
14860—Mississippi R. R. Commission and Clayton D. Potter, Attor- 
ney-General vs. Aberdeen & Rockfish R. R. et al. 


October 18—Milwaukee, Wis.—Examiner Kephart: 
14749—Garcia Sugars Corporation vs. N. Y. C. R. R. et al. 


October 18—Argument at Washington, D. C.: 
14167—C. M. & St. P. Ry. Co. vs. U. P. et al. 
13806—Meyer Vasquez Produce Co. vs. Director General. 
14087—Indiana State Chamber of Commerce vs. A. T. & S. F. et al. 


October 18—Houston, Texas—Examiner Koch: 
15075—The Texas Company vs. Santa Fe et al. 


vs. Santa Fe, Director 


oy 


October 18—Washington, D. C.—Examiner Kelly: 
Val. Dkt. No. 309—In re tentative valuation of the property of Lake 
Tahoe Railway & Transportation Company. 
October 19—Houston, Texas—Examiner Koch: 
15097—-Houston Packing Company vs. Boston & Maine R. R. et al. 
October 19—Argument at Washington, D. C.: 
14019—The Davis Fire Brick Co. et al. vs. B. & O. et al. 
14249—Chicago Retort & Fire Brick Co. vs. C. R. I. & P. et al. 
October 19—Okmulgee, Okla.—Corporation Commission of Oklahoma: 
Finance No. 3138—In the matter of the application of the Okmulgee 
Northern Railway Company for a certificate of public convenience 
and necessity authorizing it to construct two extensions ito its 
railroad. 
October 19—Colorado Springs, Colo.—Examiner Mackley: 
14847—The Pikes Peak Co-operative Lettuce & Produce Growers 
Ass’n. vs. Midland Terminal Ry. et al. 
14847 (Sub. No. 1)—The Pikes Peak Co-operative Lettuce & Produce 
Growers Ass’n. vs. Midland Terminal Ry. et al. 
October 19—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 288—In re tentative valuation of the property of the 
Washington, Idaho & Montana Railway. 
October 20—Argument at Washington, D. C.: 


13903—The Bay City Transportation Asso. vs. Director General and 
Michigan Central. 


13111—The Kneeland Bigelow Co. et al. vs. Michigan Central. 
October 20—Houston, Texas—Examiner Koch: 
15124—-Stauffer Chemical Company of Texas vs. Houston & Brazos 
Valley Ry. et al. 
October 20—Greensboro, N. C.—Examiner Disque: 
a it nea Manufacturing Company et al. vs. Director Gen- 
eral, 
October 22—Washington, D. C.—Commissioner Aitchison: 
* 12530—In re distribution among coal mines of privately owned cars 
and cars for railroad fuel. 
October 22—Indianapolis, Ind.—Examiner Carter: 
= 9 rete ~_ Board and Paper Company vs. C. C. C. & 
ee mye Ot al. 
14895—The Lafayette Box Board and Paper Company vs. A. C. & 
Y. Ry. et al 
October 22—Chicago, Ill.—Examiner Kephart: 
15036—-Midland Terra Cotta Company vs. P. C. C. & St. L. R. R. et al 
15064—B. F. J. Odell vs. Mich. Cent. R. R. 
October 22—St. Louis, Mo.—Examiner Witters: 
14710—Consolidated Coal Company of St. Louis vs. Director Gen- 
eral, C. W. P. & S. R. R. 
ea a Lead and Fluorspar Mining Co. et al. vs. M. & O. 
. R. et al. 
October 22—New York, N. Y.—Examiner Gaddess: 
14889—The Chevrolet Motor Company of California vs. 
Generel, A. T. & S. F. Ry. et al. 
October 22—Dallas, Texas—Examiner Koch: 
15046—Southern Fountain & Fixture Manufacturing Company et al. 
vs. St. L.-S. F. Ry. et al. 
15126—-Southern Products Company vs. 
andria & Western Ry. et al. 
October 22—Santa Fe, N. M.—Examiner Steer: 
ore Corporation Commission of New Mexico et al, vs. Santa 
e et al. 
15079—Hunter Brothers Mercantile Co. et al. vs. American Ry. Ex- 
press Co. 
October 22—Norfolk, Va.—Examiner Disque: 
14877—Southern Transportation Company et al. vs. N. & W. Ry. et al. 
October 22—Omaha, Neb.—Examiner Hillyer. 
14981—Armour & Co. et al. vs. Santa Fe et al. 
14771—John Morrell & Company et al. vs, N. Y. C. et al. 
14771 (Sub. No. 1)—Swift & Company et al. vs. N. Y. C. e 
14771 (Sub. No. 2)—Wilson & Company et al. vs. N. Y. C. 
October 22—Argument at Washington, D. C.: 
13799—Transcontinental Oil Co. vs. M. K. & T. et al. 


October 22—Washington, D. C.—Examiner Kelly: 
Val Dkt. No. 310—In re tentative valuation of the property 
Virginia & Southwestern Railway Company. 
Val. Dkt. No. 216—In re tentative valuation of the property 
Northern Alabama Railway Company. 
October 22—Denver, Colo.—Examiner Mackley: 


sor 1 eee eeene National Live Stock Asso. et al. vs. A. T. & S. 
et al. 


October 22—Washington, D. C.—Examiner Pattison: 

Val. Dkt. Ne. 290—In re tentative valuation of the property 
the Birmingham & Northwestern Railway Company. 

October 22—Houston, Texas.—Examiner Keeler: 
14940—Application of rates on cotton to gulf ports. 

— Crump & Company vs. Abilene & Southern Ry. 
et al. 

October 23—New York, N. Y.—Examiner Gaddess: , 
13923—-Chevrolet Motor Company of Texas vs. C. & A. R. R. et al 
13923—(Sub. No. 1)—Chevrolet Motor Company of Texas vs. Di- 

rector General, C. & A. R. R. et al. 

October 23—St. Louis, Mo.—Examiner Witters: * : 1 
15042—Romann & Bush Pig Iron & Coke Co. vs. Director General, 

Mo. Pac. R. R. et al. 

October 23—New York, N. Y.—Examiner Gaddess: 
15033—Diamond Match Company vs. Director General. 

October 23—Indianapolis, Ind.—Examiner Carter: : t 
11894—Indiana rates, fares and charges. (That portion relating to 

rates on baled straw, from Vedersburgh, Hillsboro and Layton, 
Ind., to Marion, Ind., etc.) 

October 23—Argument at Washington, D. C.: 
14319—Floyd & Co. vs. Alabama & Mississippi et al. 
13926—Standard Oil Co. (Ky.) vs. Director General, A. T. & N. 
14075—Commercial Coal Co. et al. vs. L. & N. et al. 

October 23—Denver, Colo.—Examiner Mackley: 
14989—-Nebraska Cement Co. vs. A. T. & S. F. et al. 
14914—Oklahoma Portland Cement Co. vs. St. L.-S. F. et al. 
15024—Nebraska Cement Co. vs. A. T. & S. F. et al. 


Director 


Director General, Alex- 


t al. 
et al. 


































| 


Lake 


al. 


yma: 

julgee 
Lience 
to its 


owers 


oduce 
of the 


al and 


Brazos 


R. et al 


r Gen- 
.. & O. 


Director 


y et al. 
, Alex- 


5. Santa 
Ry. Ex- 


ty. et al, 


al. 
t al. 


perty of 
perty of 


& SF. 


yperty of 


ther'n Ry. 


- General, 


elating to 
d Layton, 


& N. 








October 13, 1923 THE TRAFFIC WORLD 





“3 


Crooks Terminal Warehouses 


CHICAGO KANSAS CITY 


Ti 
Thi 





Brokers Bldg., 1104 Union Ave., on the Frisco R. R. 


AND THE 


Southwest Territory 


Your most powerful salesman cannot produce permanent results 
unless he can positively satisfy the customer by making the delivery 
of the order in a prompt and efficient manner, especially in a terri- 
tory some distance away from your watchful attention unless you 
choose a warehouse for storing and distribution which is operated 
with the same FORCE, TACT and ENERGY and with the very 
best equipment. 


Our warehouses in KANSAS CITY, MO. are the very finest, 
most modern, clean and dry. The buildings are sprinkler equipped. 
Insurance rates are as low as 12 cents, lowest in the city. 


Our location in the West Bottoms—the heart of the wholesale 
and freight terminal district—is most desirable in receiving, deliver- 
ing and reshipping of any class of merchandise. It means real 
economy and convenience. 


Inspection and a comparison of our 
premises is cheerfully invited. 


DISTRIBUTION 
OF 


POOL CARS 


ATTRACTIVE 
OFFICES 
and LOFTS 
TO RENT 


Prices Reasonable 


KANSAS CITY, MO. KANSAS CITY, MO. 


CHICAGO FACILITIES: 1200 Cars Capacity 


KANSAS CITY 





Pope Te 
>. 


Security Bldg., 1405 St. Louis Ave., on the Mo. Pac. R. R. 


South Side Warehouses on the Belt Ry. of Chicago. Downtown Warehouse on the C. B. & Q. R. R. (three blocks from the Union Sta.) 
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October 24—Chicago, Ill.—Examiner Kephart: 
15061—-Western Brick Company et al. vs. N. Y. C. R. R. et al. 

Oeteber 24—Argument at Washington, D. C.: 

* i, and S. No. 1858 and first spPerementat order—Cotton and cotton 
linters from Louisiana and Arkansas to Louisana and Texas 
Gulf ports. 

October 24—Indianapolis, Ind.—Examiner Witters: 

|. and S. No, 1922—Cancellation application through 
R. on sisal from Gulf ports stored at Indianapolis, 
to Chicago, Ill., and Michigan City, Ind. 

October 24—New York, N. Y¥.—Examiner Gaddess: 

12942—The Diamond Match Company vs. Director General. 
13012—American Trading Company vs. Director General. 


13012—-(Sub. No. 1—The mapeere Fur Cutters’ Ass’n. of the U. S. 
et al. vs. Director General 


13012—(Sub, No. 2)—Wilcox Hofflin, Ltd., vs. Director General. 
13012—(Sub. No. 3)—Surpass Leather Co. vs. Director General. 
October 24—Ft. Worth, Texas—Examiner Koch: 
lo <2 aoe Commission of ' Oklahoma vs, Abilene & Southern 
y. et a 
14970—Texas Cotton Seed Crushers’ Association et. al. vs, Abilene 
& Southern Ry. et al. 
a a ane Cotton Oil Refining Company et al. vs. Santa Fe 
e 5s 
October 24—Albuquerque, N. M.—Examiner Steer: 
15021—G. A. Kaseman vs. Santa Fe, Director General, et al. 
October 24—Argument at Washington, D. C.: 
13822—Traffic Bureau of Nashville et al. vs. L. & N. et al. 
Pesttens of fourth section applications 2056, 2061, 2067 and 2063 of 
Tueker (Commodities from Buffalo, Pittsburgh, Detroit, To- 
I and Cleveland to Nashville, Tenn.) 
13848—Traffic Bureau of Knoxville, Inc., vs. Sou. Ry. et al. Such 
fourth section departures as may exist. 
14015—Chattanooga Manufacturers’ Asso. et al. vs. L. & N. et al. 
Portions nd fourth section scusratiene 1952 of L. & N., 458 of N. C. 
& St. $965 of C. N. O. & T. 1548 of Sou. Ry., and 2061 of 
J. F. demer Ph, ‘and steel Ry ‘Buffalo- -Pittsburgh territory to 
Memphis, Helena, Greenville, Vicksburg, Natchez, etc.) 
October 24—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 30i—In re tentative valuation of the property of 
Cumberland & Pennsylvania Railroad Company. 
October 25—New York, N. Y.—Examiner Gaddess: 
14501—Universal Oil Company, Inc., et al. vs. Director General, Sou. 
Pac. Co. et al. 
October 25—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 103—In re tentative valuation of the property of 
Sumpter Valley Railway Company. 
October 25—Indianapolis, Ind.—Examiner Carter: 
15118—C. E. Bash & Co. vs. B. & O. R. R. et al. 
15118 (Sub. No. 1)—Larson Coal Co. et al vs. Mich. Cent. et al. 
15118 (Sub. No. 2)—Farmers’ Trust Co. vs. C. C. C & St L. et al. 
15118 (Sub. No. 3)—Harding Grain Co. et al. vs. Same. 
15118 (Sub. No. 4)—Farmers’ Co-operative Co. vs. Same. 
15118 (Sub. No. 5)—Domestic Coal Co. vs. one. 
15118 (Sub. No. 6)—E. G. Vernon & Son vs. P. . Cc. & St. L. et al. 
& O. Ry. # al. 


15118 (Sub. No gs a Coal Co vs Auay 
15118 (Sub No. 8)—E. B. Steck & Son vs. C. 

bs Dy ru No. 9)—Peterson Lumber & Coal Co. vs. C. C. C. 
15118 (Sub. No. 10)—Fred Brown Company vs. Same. 
15119—Crabbs, Reynolds, Taylor Company vs. B. & O. R. R. et_al. 
15120—South Side Lumber & Coal Co. vs. C. C. C. & St. L. et al. 


October 25—New Orleans, La.—Examined McGrath: 
15045—E. Fernandez & Company, New Orleans, La., vs, Sou. 
Co. of Mexico et al. 
October 25—Chicago, Ill.—Examiner Kephart: 6 
12950—The Atlas Portland Cement Company vs. Director General. 


October 25—Argument at Washington, D. C.: 
14086—The Atlantic Refining Co. vs. A. B. & A. et al. 
13967—Alan Wood Iron & Steel Co, et al. vs, P. R. R. et al. 
October 25—Dallas, Texas—Examiner Keeler: 
je gm wee of rates on cotton to Gulf ports. 
ey eatherford, Crump & Company vs. Abilene & Southern Ry. 


rate via P. R. 
Ind., destined 


& St. 


Pac. 


oummes 7 Ill.—Examiner Kephart: 
15108—Shotwell Manufacturing Company vs. C. & N. W. Ry. 
October 26—Washington, D. C.—Examiner Boles: 

* Finance No. 2657—In the matter of the joint application of the 
Wichita Falls & Oklahoma Ry. to issue common stock of the par 
value of $6,000 and first mortgage bonds - > principal amount of 
$109,000; the Wichita Falls & Oklahoma R Co. of Oklahoma to 
issue common stock of the par value of $7, Eo and first mortgage 
bonds in the principal amount of $418,000, and of the Colorado & 
Southern Ry. to purchase and acquire the said stock and bonds 
of the above named companies, to n issue $542,000 of its 
refunding and extension 4% per cent gold =r and to acquire 
control of the Wichita Falls & Oklahoma R. R. Co. of Oklahoma 
by purchase of said stock. 

October 26—Fort Worth, Texas—Examiner Koch: 
Portions of fourth section application No. 676, filed by F. A. 
Leland, concerning rates on cottonseed products from Texas com- 


i 4 points to Louisville, Ky., etc. (in connection with proceeding 
in I. and S. No. 1923). 


DIRECTORY OF ATTORNEY 


General Freight Service Association 
Trafiie and Transportation Spectalists ter Shippers 
Laclede Gas Light Bidg., St. Louls, Mo. 


THE TRAFFIC WORLD 
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i. and S. No. 1923—Cottonseed 

Ky., and points in West Vir 
October 26—Argument at Grete, D. Cz 

13120 (and affillated cases)—National League of Commission Mer- 
chants of the United States vs. P. R. R. et al. 

13853—Whalen Pulp & Paper Mills, Ltd., vs. Director General and 
Grand Trung Pacific. 

OCtober 27—Dallas, Tex.—Examiner Keeler: 

!. and S. 1876—and first supplement order—Varnish, Chicago, Mem- 
phis and St. Louis to Texas. 

October 27—Montgomery, Ala.—Examiner McGrath: 

15122—Gulf Coast Citrus Exchange et al vs. L. & N. R. R. * al. 

ee & Kahn Grocery Company et al, vs. L. & N. R. R. 
€ 

October 29—Washington, D. C.—Examiner Wagner: 
* 15233—The Chaffee Railroad Company vs. W. Md. Ry. et al. 
October 29—Augusta, Maine—Chief Examiner Butler: 
* 15006—In the matter of rates, charges, classifications, regulations 
and practices governing the transportation of anthracite coal. 
October 29—Kansas City, Mo.—Examiner Mackley: 
4, — S, 1925—Grain and grain products from Colorado to Wiscon- 
sin. 
October 29—New Orleans, La.—Examiner Keeler: 
14940—Application of rates on cotton to Gulf ports. 
WEY. et al Crump & Company vs. Abilene & Southern 
y. eta 
1. and S. No. 1925 (first supplemental order)—Grain and grain prod- 
ucts from Colorado to Wisconsin. 
October 29—Kansas City, Mo.—Examiner Witters: 
15009—Louis Singer vs. St. L.-S. F. Ry. 
15059—Harrisenville Brick & Tile Company vs. Mo. Pac. R. R. et al. 
October 29—Chicago, III—Examiner Kephart: 

15123—Geo. A. Hormel & Co. vs. C. M. & St. P. Ry. et al. 

ictober 29—Montgomery, Ala.—Examiner McGrath: 
15082—Capital Grain & Feed Company et al. vs. Ill. Cent. R. R. et al. 
October 29—New York, N. Y.—Examiner Gaddess: 

15043—A. C. Martin et al. vs. P. va R. et al. 

15132—Burns Brothers vs. P. R. R. 
October 29—Columbus, Ohio—Examiner Carter: 

15077—Star Furnace Company vs. Director-General, B. & O. R. R. 
October 29—Argument at Washington, D. C. 

13000—Board of railroad commissioners of the state of South Dakota 

vs. C. & N. W. et al. 

October 29—Washington, D. C.—Examiner Marchand: 
Val. Dkt. No. 223—In re tentative valuation of the property of Hill 
City Railway Company. 

October 29—Washington, D. C.—Examiner Kelly: 

Val. Dkt. No. 289—In re tentative valuation of the property of 
the Cumberland Railroad Company. 

October 29—Washington, D. C.—Examiner Pattison: 

Val. Dkt. No. 52—In re tentative valuation of the property of Farm- 
ers Grain & Shipping Company. 

Val. Dkt. No. 53—In re supplemental tentative waluation of the 
property of Brandon, Devils Lake & Southern Railway Company. 

Val. Dkt. No. 82—In re tentative valuation of the property of Mon- 
tana Western Railway Company. 

Val. Dkt. No. 20i1—In re tentative valuation of the property of Minne- 
apolis Western Railway Company. 

Val. Dkt. No, 213—In re tentative valuation of the property of Du- 
luth Terminal Railway Company. 

Val. Dkt. No. 218—In re tentative valuation of the property of 
the Duluth and Superior Bridge Company. 

Val. Dkt. No. 327—In re tentative valuations of the properties of 
the Great Northern Railway Company and Montana Eastern 
Railway Company. 

October 30—Montgomery, Ala.—Examiner McGrath: 
* 15219—The Montgomery Cotton Exchange vs. S. A. L. Ry. et al. 
October 30—Kansas City, Mo.—Examiner Witters: 
oe Southwest Millers’ League et al. vs. A. T. & S. F. Ry. 
et a 

October 30—Youngstown, Ohio—Examiner Carter: 

12420—Ciarnegie Steel Company vs. Director-General, P. R. R. et al. 
October 30—Argument at Washington, D. C.: 
* I, and S. No. 1895—Classification ratings on army tractor tanks. 
October 30—New York, N. Y.—Examiner ‘ee 

15127—Henry L. Hunter vs. N. Y. N. . & H. R. R. et al. 
October 31—Montpelier, Vermont—Chief Examiner Butler: 

* 15006—In the matter of rates, charges, classifications, regulations 
and practices governing the transportation of anthracite coal. 

October 31—Washington, D. C.—Director Mahaffie: 

* Finance No. 2812—In the matter of the application of the Virginian 
Railway Company for a certificate of public convenience and ne- 
cessity authorizing it to construct an extension of its line of rail- 
road in Wyoming County, West Virginia. 


October 31—Kansas City, Mo.—Examiner Witters: 
ae Ween Petroleum Refiners’ Association vs. Mo. Pac. R. RB. 
e 
October — Se: Iil.—Examiner Kephart: 


13852—Swift , aoe vs. Georgia Northern ye et al. 
14942—General Petroleum Corp. vs. C. B. & Q. R. 
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Mid-West Box Construction 
Guarantee of Extra Strength 


The Mid-West Shipping Box is built up 
to a service rather than down to a price. 
Its high, strong, resilient truss construc- 
tion and high test liners have reduced the 
shipping costs of hundreds of big shippers 
to the simple, dependable formula—30% 
to 70% MORE PROTECTION. 


Other noteworthy features, special to the 
Mid-West line, are— 


Waterproof Container: For every occasion requir- 


ing complete protection against moisture or wet 
conditions. 


Triple Tape Corners: A strong reinforcement 
which prevents tapes from splitting and peeling. 


Offset Scorz2: Insures a positive tight closing con- 
tact of end flaps. 


Write for our “Perfect Package’? Data Sheet. 
Has saved thousands of dollars to big shippers. 
Free upon request. 


MID-WEST | 
BOX COMPANY 


General Offices: 


18th Floor 
Conway Building 
Chicago, IIl. 


£olid Cleveland, Ohio 
Fibre Board Fairmont, W. Va. 


Corrugated Fibre Board Products 


Factories: 


Anderson, Indiana 
Kokomo, Indiana 
Chicago 
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The Kansas City 
Southern Railway 


Increases Efficiency by 
Improving Facilities 


The amount of business handled by the $900,000 a year. Compare this small inter- 


Kansas City Southern last year as compared 


with that in the year 1905 is interesting to 
consider. 


These are the figures: 


Tons Handled 
2,472,811 
5,465,179 


Ton Miles 
744,258,043 
1,507,715,528 


2,992,368 763,457,485 


We increased the total number of tons 


handled by 121% and the total ton miles by 
102.5%. 


Now look at the figures computed in terms 
of freight train miles: 


Increase 


Freight Train Miles 
2,794,241 
2,021,514 


Decrease 772,727 


We reduced freight train mileage approxi- 
mately 28%, a wonderful saving. 


Had we failed to reduce the train mileage 
but instead had increased it in proportion to 
the increase in ton miles (102.5%) for 1922 
we would have performed train mileage last 
year amounting to 5,658,338 miles or 3,636,- 
824 train miles more than our actual per- 
formance. 


Such an increase, considering all factors 
of the problem, would have increased train 
costs by $4,599,088, and this sum would have 
exceeded our 1922 net income by more than 
$600,000. 


How was this greater efficiency and econ- 
omy brought about? 


Simply by judicious expenditures in im- 
provements. We reduced grades so that 
greater tonnage can be handled by individual 
locomotives. We replaced light locomotives 
with heavier ones. We improved our ter- 
minals to facilitate traffic movements. 


In accomplishing these improvements we 
required $18,000,000 of outside money which 
we obtained through the sale of 5% bonds in 
the open market. 


This loan eosts the Kansas City Southern 


est charge with the above yearly saving of 
$4,599,088 and you can readily understand 
why good credit and greater investment are 
essential to the salvation of the railroads of 
the nation. 


But where will this greater investment 
come from? The average earnings of the 
railroads last year were only 4%. All above 
534.% earned, under an Act of Congress, 
would have to be split up with the govern- 
ment. Surely present earnings are not likely 
to produce the capital necessary to meet the 
transportation demands of the country even 
at this time when every line is taxed with 
business to capacity. 


The apathy of the investing public toward 
railroad securities today is a decided obstacle 
in the way of obtaining greater capital from 
that source. Where will the necessary cap- 
ital be obtained? 


This is the question that confronts the 
Kansas City Southern and other good rail- 
roads all over the country right now. And 
to add absurdity to a serious difficulty, be- 
hold the spectacle of certain vote-soliciting 
politicians crying out against the present 
value of our railroads and the present rate 
structures. 


Baiting railroads, risking the destruction 
of this great industry for selfish political 
purposes should meet the stern and immedi- 
ate rebuke of the responsible people in 
America, whose interests are inseparably 
linked with those of the carriers. 


We publish this information for the pur- 


pose of stimulating independent thinking. 


People must learn the facts and view the 
railroad problem in its true light if the roads 
are ever to receive fair treatment. 


In its efforts to meet the increasing trans- 
portation requirements of the territory be- 
tween Kansas City and Port Arthur, the 
management of the Kansas City Southern 
Railway asks the full co-operation of the 
public. 


J. A. EDSON, President. 
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VIEW OF APPLE STORAGE WAREHOUSE SHOWING NEW PIER IN FOREGROUND 


Portland is the Leading Apple Shipping Port on the Pacific Coast 


Shipments for 1922-23 season amounted to 850,383 boxes of which 690,267 went to foreign ports, 
69,438 boxes to New York and 90,678 boxes to California. 


Last season there was built an apple storage warehouse 120x610 feet that provided storage for 
nearly one-half million boxes. The warehouse is divided by hollow tile into three sections, each 
of which has its own ventilating system. A new pier 328 feet long and 150 feet wide was also 
built connecting with this warehouse, allowing fruit to be moved from storage to the ships’ 
hold by means of conveyors with a minimum of handling. 


This fall one section of this warehouse was converted into a full brine system cold storage plant 


with a total storage capacity of 100,000 boxes of apples. There is provided alongside the ware- 
house trackage for 40 cars at one time. 


Vessels of the Blue Funnel Line, Blue Star Line, The Holland America Line, The Furness 
Prince Line, and the Royal Mail Steam Packet Company have refrigerated space for delivery of 


fruit to Europe. The Pacific Caribbean Gulf Line serves East Coast South American Countries 
and Elder-Mittnacht Company serves Atlantic Ports. 


Fruit is brought into Portland by rail, by river steamer, and by truck over the fine roads leading 
to the growing districts. 


Inquiries Solicited by Traffic Department 


THE PORT OF PORTLAND and 
THE COMMISSION OF PUBLIC DOCKS 


Spalding Building, Portland, Oregon 
ORIENTAL OFFICE 
S. L. Wiggins, Oriental Representative 
Port of Portland 
710 Shosen Bldg., No. 5 Kaigan-Dori, Kobe, Japan 


We \w 


EASTERN OFFICE 
C. A. Lockhart, Eastern Traffic Agent 
e 515 Barclay Building 
299 Broadway, New York City 


FAR EAST OFFICE 
Geo. T. Webster, Representative 
Australia, New Zealand and Straits Settlements 
Hotel Raffles, Singapore 


THE PORT OF SATISFACTORY SERVICE 
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via 


00| FAST FREIGHT SERVICE See 
> GaTEWwAYs 7 @ 


MINNEAPOLIS, ST. PAUL & SAULT 
STE. MARIE RAILWAY CO. 


Brandon Waukesha is. Manitowoc 
Minn ti : Regina 7 Fond du Lac is. Eau Claire 
ag is . _——— Calgary ; Oshkosh 1 Chippewa Falls 


} N is. Ashland 
Superior 4 Edmonton Anes . Thief River Falls... 
Spokane .... Saskatoon ‘ 


ied : Valley City 
4 Appleton ’ 

Portland ‘ : Jamestown 
Seattle ‘ Vancouver . ©. Green Bay ’ 


‘ : Edgele 
Tacoma .... Victoria , &. Shawano — 


Bismarck 
Winnipeg ..° \ Milwaukee Minot ..... 


And all Points in the Northwest cn Canadian Pacific, Canadian National, Great Northern, Midland 
Continental, Northern Pacific, O. W. R. R. & N. Co. and Spokane International Railways. 


CONNECTIONS OF THE SOO LINE 
CHICAGO, ILL. 


MINNESOTA TRANSFER, MINN. 
All Lines FAITHORN JCT., MICH. Burlington Route ‘ 
Wisconsin & Michigan R. R. Chicago Great Western R. R. 
DULUTH, MINN. MACKINAW CITY, MICH. Chicago, Milwaukee & St. Paul Ry. 
Duluth, Missabe & Northern Ry. Michigan Central R. R. ate 
Duluth, South Shore & Atlantic Ry. Pennsylvania System dant Wurwuann Ry, n e 
meee ho nage BB ng Bd MANISTIQUE, MICH. Minneapolis & St. Louls Ry. 
Duluth @ Iron Range R. Re Ann Arbor R. R. oe 
Great Northern Ry. MANITOWOC, WIS. WIMBLEDON, N. D. 
Northern Pacific Ry. Ann Arbor R. R. RT AL Continental R. R. 
Pere Marquette Ry. PORTA a 
EMERSON, MAN. 


MILWAUKEE. WIS. tdbiveel Pacific 
eanadian Riad Sra rank Py gt 
anadian Nationa s. » anadian Pacific y. 
y Pere Marquette Ry. Algoma Central Ry. 
(Fe avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLICATE. 
_\This document must bo delivered railroad agent at initial point with the shipment and accompany same to Canadian port of entry. 


Boston, Mass., 40 Central St. AGENCIES Pittsburgh, Pa., 340 Sixth Ave. 

Buffalo, N. Y., 409-410 Iroquois Bldg. Los Angeles, Cal., 605 So. Spring St. Portland, Ore., 55 Third St. 

Chicago, Ill., 707 Mer. Loan & Trust Bldg. Memphis, Tenn., Porter Bldg. St. Louis, Mo., 2050 Railway Exch. Bldg. 
940 Rookery Bldg. Milwaukee, Wis., 68 Wisconsin St. St. Paul, Minn., 1112 Merchants National 

Chippewa Falls, Wis. 918 Majestic Bldg. Bank Bldg. 

Cincinnati, 0., 409 Traction Bldg. Minneapolis, Minn., Soo Line Bldg., 5th St. San Francisco, Cal., 675 Market St. 

Cleveland, O., 1040 Prospect Ave. and Marquette Ave. Sault Ste. Marie, Mich. 

Detroit, Mich., $11 Free Press Bldg. Neenah, Wis. Seattle, Wash., 608 2nd A 

Duluth, Minn., 320 West Superior St. New York, N. Y., eae ous. Spokane, Wash., 1006 Old Nail Bank Bldg. 

Grand Rapids, Mich., 414 Linquist Bldg. Omaha, Neb., 1025 Ww. O. Bldg. Superior, Wis. 

Indianapolis, Ind., 522 Merch. Bank Bldg. Philadelphia, Pa., — Bliz. Locust St. at Waukesha, Wis. 

Kansas City, Mo., 7388 Railway Ex. Bldg. 15th. Winnipeg, Man., 603-604 Lombard Bldg. 


ROUTE YOUR FREIGHT-CARE SOO LINE 
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WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; 
San Juan, Porto Rico; Guadeloupe; Martinique, Barbados and 


Trinidad. Also North Coast of South America and Curacao as sufficient 
cargo offers. 





HRand McNally & Co. 





80° 





EUROPEAN SERVICE 
United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 





ST. LOUIS OFFICE: 1217 Pierce Building 
IRVING H. HELLER, Manager 


KANSAS CITY OFFICE: 1040 New York Life Building 
A. J. FORD, Manager 


NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Ine. 
25 Beaver Street 








\ 
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Municipal Docks, Terminals and Warehouses 
Port of JACKSONVILLE, Florida 


The Municipal Docks and Terminals of Jacksonville provide foreign and domestic 


shippers with forwarding facilities which expedite freight movements and largely elim- 
inate storage and port charges. 


Three piers, spacious warehouses, Webb cotton compress, 35-ton crane, 10 electric 
steel trucks, 14 miles of railroad sidings, shunting ‘engines. Piers can accommodate 
ten average size vessels at one time. Ample anchorage in river basins. 


To provide for the growing needs of shippers, the Municipal Docks and Termi- 


nals are now expending $1,000,000.00 to enlarge and improve its important service to 
transportation. 


Favorable Domestic Rail and Water Rates 


Low Ocean Tariffs to Foreign Ports 


As Jacksonville is the last port of call and the first port of entry for vessels plying 


between the United States and many foreign countries, its imports and exports stead- 
ily gain in value and volume. 


Rail rates to Jacksonville from Chicago, St. Louis, Cincinnati, Detroit, Louisville 
and other centers are lower than to North Atlantic ports, and coastwise water rates 
from Jacksonville to northern and southern ports favor shippers. Ocean tariffs are 
on a parity with other Atlantic ports and in some instances lower. Shippers will save 
money by exporting and importing thru the Port of Jacksonville. 


A Booklet of Paramount Importance to Traffic Managers 


Traffic managers are invited to write for booklet, “The Port of Jacksonville,” which gives 
facts and information of timely interest, to those confronted by shipping and distribution problems. 
Copy mailed at once, upon request and if you are interested in foreign trade, ask also to have 
your name placed on mailing list of “Sailing Announcements,” issued weekly. Please address: 


City Advertising Department 
Room 10-Y, City Hall, Jacksonville, Florida 


Resident consuls are maintained in Jacksonville by Great Britain, Norway, Belgium, 
Netherlands, Argentina, Brazil, Uruguay and Cuba. 
NEW YORK OFFICE TO EXECUTIVES PLANNING 
Jacksonville Municipal A FLORIDA TRIP 
Docks and Terminals The Municipal Docks and Terminals 
11 BROADWAY transfer automobiles and launches 
J. W. WHITE, Manager from car to boat for a nominal charge. 
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The San Antonio and Aransas Pass Railway Co. 





2 
J. 8. Peter, MMU CY 
Vice-Pres. & Gen. Mgr., ; Yy 

San Antonio, Tex. 2 


J. C. Mangham, Y \ Y, oui ss ‘ 


Gen. Frt. Ast., I no _ 
San Antonio, Tex. Amarill §p OklahomaCity 


J. B. Brooks, 

A. G. F. A, 
San Antonio, Tex. 

H. C. Franks, 
Gen. Agt. Frt. Dept., 
San Antonio, Tex. 


W. A. Springall, 
Com 
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San Antonio, Tex. 


A. R. Canfield, 
Com. 
Houston, Tex. 
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ACCOMMODATING 
PERFORMANCE 


Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 

List of Direct Connecting Rail Lines: 


__San Antonio_| Corpus Christi |__Allice__ Aransas Harbor Terminal Railway 


| = Sa alae rhe Sa & Northern Ry. 
oa 30% ee Gulf Coast ines 
20% * Gulf Colorado & Santa Fe Ry. 


International & Great Northern Ry. 
Missouri, Kansas & Texas Ry. 
Southern Pacific Lines 





v1) 

|_Houston _|_San Antonio _| Corpus Christi Alice -_~_ A= __ San Antonio. Uvalde & Gulf R. R. 
ine @ days 3 days 3 days : days o ange San Antonio Southern Ry. 

ib Gaeectananl Ee ri es ri « Bin a“ St. Louis Southwestern Ry. (Cotton Belt) 

rieans!| 3% days 3% « s « 3 « | Ae 3% « Sugar Land Ry. 


Proportionate service to above is rendered to all intermediate points. ae =e Ry. 
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Pature” 


Shakespeare, in that line, gives us an apt 
description of the— 


Sunset Route 


te Galifornia 


Louisiana, lovely and alluring—€nchanted groves of 
cypress and oak trees gracefullp festooned with clinging Spanish 
moss; lasp bapous and limpid streams; fruitful fields of rice, corn, 
cotton and sugarcane, embellished with dignified old Southern plan- 
tation mansions surrounded bp picturesque Negro quarters. 


Texas, bast and baried—ZFertile, mountain-skirted plains, 
dotted with great herds of grazing sheep and cattle; river canpons 
whose limestone facades bear fantastic formations suggesting the 
outlines of Old Morld battlements and hillside villages; a seacoast 
of fibe hundred miles or more! 


New Mexico and Arizona, mystica awe mar- 
belous—Beautified bp variformed desert flora; atmosphere crps- 
tal clear and miraculously medicinal; especially rich in mountain 
scenerp—the Apache Trail from Globe to Phoenix, Arizona, 
affording the most spectacular 120-mile Detour by automobile. 
Mature, in seeming apology for the upheaval that created these 
granite piles, bathed them in a storm of opalescent dust, baked the 
coloring in with the suns of ages, and left a mass of colored rock 
that beggars description! 


California, an earthlp paradise, where everp prospect 
pleases—Zruits and flowers, pleasures and pastime, are the prin- 
cipal products. ature contributed the wonderful climate, the 
rivers, lakes, mountains, valleys and seagirt shores, and man con- 
tributed the added charm of baried architecture and landscape 
gardening that wafts the bebolder in imagination to scenes in 
romantic Spain, Morocco, Ftalpy, Egypt and Persia. The natural 
scenery in the Carriso Gorge is the most magnificent in 
this country that can be seen from a railroad train—a solid hour 
of scenic delight! 


SU eeeeecre Frewiric LINES 





